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Be there 


Once again, it is British Grand Prix time, and this weekend many 
thousands of motor racing enthusiasts will be making their way down to 
Brands Hatch in Kent for this country’s major motor sporting occasion. 
Recent events in the World Championship series indicate that it could bea 
Formula 1 race to remember. In this issue, we have produced a special 32- 
page supplement designed to provide all the background information and 
event details required to help you to enjoy the John Player British Grand 
Prix to the full. ‘ 

Despite a degree of controversy surrounding the selection of entries for 
the Formula 3 race, the RAC organizers and MCD promoters have 
assembled a fine supporting programme including races qualifying for the 
BP Super Visco Formula 3 Championship and the Keith Prowse British 
Touring Car Championship, and that ShellSport Evening News Escort 
race for which you, the readers of AUTOSPORT, selected the entry from 200 
of the most popular British-based racing drivers. ° 

The entire meeting is full of interest, from the confrontation between 
Championship leaders Niki Lauda, James Hunt and AUTOSPORT columnist 
Jody Scheckter, through what promises to be an entertaining female duel 
between Grand Prix debutante Divina Galica and Lella Lombardi, to the 
continuing story of Britain’s Rupert Keegan versus Bruno Giacomelli in 
Formula 3, and beyond. The Grand Prix meeting, of course, is not being 
televised (although there will be a one-hour live Broadonat on BBC Radio 
2), so don’t miss this opportunity to watch the world’s best racing drivers 
in action. Be there. 


Tightened Tour 


Last weekend’s Texaco Tour of Britain took quite a number of people by 
surprise. Gone were the social chats after the stages, and the relatively 
easy road sections. It seemed that the entire thing was now nearly 
impossible: some stages were car breakers, and the road sectionstight. Was 
this the response from the organizers, the BRSCC, to pleas from rally 
drivers for real forest stages, and not so many mickey-mouse ones? 
Whatever, it took both British and foreign competitors by surprise, and 
both rally and race drivers. 

The Tour is coming of age. It has been too easy for the majority of rally 
drivers in years past. Some were bored by the racing, even though the 
racing drivers never tired of the stages. This year, everyone was well 
occupied with the tight schedule. 

The move by the BRSCC to tighten up the Tour has a number of 
implications. It means that the entire event has to be tackled with that 
much more professionalism, not by just a bunch of amateurs having a 
good time. If it’s going to grow further in status, it will do so as a result 
of the competitive element of its format. But if Peter Browning is going to 
do this to the Tour, then competitors must be fully informed of what to 

ect (last weekend, a French competitor did not even know he was going 
to have to driveon the loose before he arrived at the first stage). Also, with 
the British GP Group 1 ineetine jay hand and then the Spa 24 Hours, it is a 
ridiculously busy time to start having to build cars for the event, which is 
almost what is required if the current format is hereto stay. 

If this level of professionalism is going to be demanded, then 
competitors in turn will expect it from the organization. While moves were 
in hand for stages to be checked, three were poorly set up and one of these 
was positively dangerous, as competitors found to their cost. If this is the 
format for the future (and competitors must be given some idea of what 
they have let themselves in for), then everybody will have to look at the 
event as a whole in a different way. But this may mean that, in future, 
racing participation will be less, and that the Tour will become a mini-RAC 
Rally for Group 1 cars, despite the inclusion of races. Could the inclusion 
of three-hour races bea thought for the future? 


next week 


Pete Lyons’s comprehensively illustrated report of one of the top events on 
the world motor racing calendar, the John Player British Grand Prix at 
Brands Hatch — Exclusive interview with World Champion Niki Lauda — 
Jody Scheckter describes his Grand Prix in the six-wheel Tyrrell — Our 
man Tony Pond track tests the Ford Escort, Triumph Dolomite and Vauxhall 
Magnum which took the top three places in the Texaco Tour of Britain — In 
colour, John Watson's First National City Penske Formula 1 car* 


cover picture 


Above: One of the crowd's favourites at Brands Hatch this weekend for the 
John Player British Grand Prix will be Ronnie Peterson in his works March. 
Our complete Grand Prix Guide starts facing page 36 (see Pit & Paddock for 
late news). Photo: David Winter. Below: Ari Vatanen made it three Tour of 
Britain victories in a row for the rally drivers when he scored a fine win in 
this year's Texaco-sponsored event with the APG-backed works Ford Escort 
RS2000. Photo: David Winter. 


*These items were correct at the time of going to press. 


Neve goes 


Indylantic 
with Lewis 


Patrick Neve made his Formula 
Atlantic debut at Mallory Park last 
weekend driving a second Brian 
Lewis-entered Boxer PR276. Neve, 
whose season started with so much 
promise but who has been restricted 
to a couple of Formula 1 outings in a 
RAM Brabham and the Ensign at 
Ricard recentl lus two race 
victories for the G2 Luigi BMW 
team), will be partnering Tony Rouff 
in a regular two-car Atlantic team 
for the rest of the British season. 
Backing for Neve’s car (in fact the 
team’s original phototype which has 
seen active service in F'2) comes from 
a specialist publication called 
Service Station, a magazine which is 
printed by H. E. Warne, a sister 


company of Netherton & Worth who 


sponsor Rouff’s car. Neve’s Boxer 
will run a John Nicholson-prepared 
BDA engine. 


Patrick Neve — regular drive. 


@ The International Sport and 
Racing Car Show at Essen, dubbed 
the Jochen Rindt Show, will take 
scam again this year. The dates are 
rom November 27 until December 5. 
Last year, the Show attracted an 
estimated 125,000 to 150,000 spec- 
tators. If anyone is interested in 
exhibiting, please contact Wolfgang 
Schéller at Schénleinstrasse 35, 
Essen 1 (telephone: (0201) 779788). 


pit & paddock 


Bob Evans — or Magee? 
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Loris Kessel — the boot? 


Fl uncertainty at RAM 


—Evans, Lella or Magee 


As we went to press, there was great 
uncertainty about who would drive 
the two RAM Brabham BT44B 
Formula 1 cars in the John Player 
British Grand: Prix next weekend. 
What is certain, though, is that a 
last-minute change of plan has de- 
prived Loris Kessel of a drive and 
gained one for Lella Lombardi. 

We heard on Tuesday that RAM 
had decided to ‘“‘rest” Kessel for the 
Brands Hatch event. The Swiss 
driver has not shone in Formula 1, 
and his sponsors (the Tissot watch 
firm) have obviously been concerned 
about his performances. We under- 
stand that a mutually amicable 
arrangement was made to run a 
Formula 1 driver of known ability in 
Kessel’s car in the British GP, which 
would provide both RAM and Tissot 
with a yardstick against which to 
measure the ability of Kessel and of 
RAM to provide him with a com- 
petitive car. 

Apparently, RAM then reached an 
agreement with Bob Evans that he 
would take over Kessel’s seat for the 
race. If Evans, who lost his John 
Player Team Lotus F1 drive after 
Long Beach, had simply been able to 
do that, the matter would have been 
a simple one. 

However, it seems that meanwhile 
RAM _ had separately negotiated 
with Miss Lombardi’s y eet (the 
Italian Lavazza coffee firm) to run 


Elf F2 teams find their 
petrol protested at Mugello 


Both Hughes de Chaunac and Jean 
Sage, team managers of the Martini 
re Elf Switzerland Formula 2 
equipes, were subjected to a protest 
at Mugello last weekend. It did not 
concern their cars directly, but the 
petrol used in them. 


Apparently another competitor 
(nobody knows who) made a 
complaint to the race organizers 
about Elf bring ing their own petrol 
tanker exclusively to supply their 
French teams. 


Sage explained to us that this was 
done because their Renault engines 
and those of the Martini team have 
been suffering a little of late from the 
varying qualities of fuel sold 
throughout Europe. ‘‘We asked to 
have an Elf tanker here so that we 
can regulate the correct octane and 
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fuel mixture through our gecter ins 
units,” explained Sage. “‘The petro 
we are using is now up to the best 
standard in Europe. That is 100.4 
octane. The best petrol in Europe is, 
in fact, Esso Golden”. 

But it wasn’t as simple as that. 
ay there is a regulation 
which states if a team is to provide 
its own petrol at a race, a sample 
must be dispatched to the race 
authorities one month in advance. 
This was not done, but de Chaunac 
and Sage, when confronted by 
Mugello organizer Remo Cattini, 
offered to provide a sample to both 
the Italian sporting commission and 
the race organizers, while they kent a 
sealed sample for themselves. This 
was agreed and the matter, which 
came up in the middle of practice, 
passed without further drama. 


her in a BT44B at Brands. 

Motor Circuit Developments now 
come into the picture. As part of 
their contractual arrangements to 
run the Grand Prix, the promoters 
may nominate three drivers, and 
they had partly exercised their 
option by nominating two. One of 
these was Damien Magee, who is a 
popular figure among Brands Hatch 
crowds (the other was 
Galica). Magee, as can be seen from 
the entry list published in our Grand 
Prix supplement, was_ originally 
down to drive in the RAM team 
alongside Kessel. 

Because of RAM’s new deal with 
Lavazza, if they are to run Evans 
they will thus have to drop Magee. 
MCD are extremely reluctant for 
them to do so, and as we closed for 
press the matter was in the hands of 
the RAC. The Competition Depart- 
ment have received a telex from 
RAM giving notification of driver 
changes, which informs _ the 
organizers that their cars will be 
driven by “Lella Lombardi and 
Damien Magee or Bob Evans”. Pre- 
sumably, therefore, RAM still wish 
to run Evans and intend to continue 
with their efforts to gain him an 
entry, although we hear that if they 
succeed in this there is a possibility 
that he might have to go to Brands 
as a reserve. Obviously, this would 
beno good for RAM. 


a 


Divina. 


edited by Chris Witty 


Ring has 
fire hazard 


Up until the middle of last week, 
there was every reason to cb yo 
that this year’s German Grand Prix, 
scheduled to take place at the 
Nurburgring on August 1, would not 
take place. It was not because of the 
Grand Prix drivers, and it was not 
anything to do with the Formula 1 
Constructors. It was quite simply 
the concern shown by Hermann 
Mueller, the chief of police for the 
Eifel region, about the high risk of 
fire in the heavily wooded areas 
which surround the 14.2-mile circuit. 

Because of the recent hot spell, the 
ground has become extremely dry 
and the authorities felt that 300,000 
plus spectators camping all around 
the track would produce too great a 
risk of fire. 

However, recent discussions be- 
tween the relevant parties have 
found a solution in that extra fire 

recautions and a possible smoking 

n will come into force. 

Another race affected may well be 
the Interserie/European GT/F3 
meeting at Hockenheim this coming 
Sunday. The risk of forest fires is too 
great, and the local authorities have 
requested that the circuit and race 
promotors postpone the meeting 
until October. However, we heard as 
we went to press that the Hocken- 
heim area (near Mannheim and 
Heidelberg) has had a little rain of 

te. 


No USAC 
for Bobby U. 


Bobby Unser is currently without a 
USAC drive. Since he parted 
company with Dan Gurey’s All 
American Racers set-up last winter, 
the 1975 Indy 500 winner has been 
driving for the Cobre Tire team in 
one of their Eagles. However, due to 
a recent run of engine failures, the 
team have curtailed their USAC 
rine activities until these prob- 
lems have been solved. 


Pirelli test with March 


There wasa hive of activity at Silver- 
stone at the beginning of last week, 
especially around the works March 
Formula 3 car which was being 
driven by Bruno Giacomelli. The 
reason was a back-to-back tyre test 
session between Goodyear and none 
other than Pirelli, the Italian 
company who have been ‘“‘sitting on 
the fence” of late. 

Having admitted to those present 
that they are definitely interested in 
competing in Formula 3, Group 5 
(silhouette) and Formula 2, but not 
Formula 1 at present, Pirelli may 
well present a new challenge to 
Goodyear, who are delighted with 
the news. It basically means they 
can compete against some serious 
opposition, rather than just them- 


| selves. 


On a day which was not ideal for 
record breaking times, we hear that 
Giacomelli’s March 763, fitted with a 


set of standard Goodyear G54s (the 
standard British F3 tyre), lapped at 
1m 31.23, well off the class lap record 
but nevertheless a competitive time. 

Then the attending Pirelli tyre 
technicians, some of whom were 
English but seemingly under the 
guidance of their Italian colleagues, 
tried various’ types of |/tyre on 
Giacomelli’s car. Eventually the 
found a radial (not a crossply) whic 
was able to withstand the conditions 
and had a suitable wear rate, and 
Giacomelli lapped in an identical 
time. 


Exit several very happy Pirelli 
tyre technicians. It must be 
remembered that Pirelli have already 
dabbled in F3 back in Italy, where 
Renzo Zorzi (who was in attendance 
at Silverstone) ran them on his GRD- 
Lancia last season, although not 
when he won at Monaco. 
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Lloyd’s new 


G1 sponsor 


The Vladivar Vodka Racing team, 
already successful in powerboating 
and motorcycle road racing circles, is 
moving into motor racing. 

Vladivar, that well known Vodka 
from Varrington (you’ve all seen the 
ads), is a subsidiary of Greenall 
Whitley, the brewers who produce 
Griinhalle Lager (and sponsor Chris 
Cramer in hillclimbing) among other. 
beverages, 

Viadivar have teamed up with 
Ottershaw Motors, the Surrey-based 
main Opel dealers run by ex-racer 


e@ 
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Richard Lloyd poses by his “new” Vladivar G1 Opel Commodore which he 


will race this weekend. 


Chris Marshall, and they will be 
entering two Vladivar Vodka Opel 
— a 1900cc GTE Kadett (in produc- 
tion touring car races) and an ex- 
DOT Commodore GS/E in the Keith 
Prowse national RAC G1 series. 

Driving the Commodore, starting 
at the British Grand Prix meeting at. 
Brands Hatch this weekend, will be 
Richard Lloyd, certainly no stanger 
to saloon car racing having driven 
400bhp Chevrolet Camaros for the 
last couple of seasons, most notably 
in Simoniz colours. 

The Kadett which will by backed 
by G & J Greenall Distillers will be 
driven by Gilbert Greenall in the 
Britax and BBC Radio 1 rounds. 
Gilbert is a newcomer to racing, 
although he has a lot of expertise 
on the Cresta and bob-runs, so 
he should be quite a fearless 
campaigner. 


The Canadian domiciled Swede, 
Bertil Roos, has forsaken his 
Formula Atlantic Lola T460 for a 
brand new Ralt RT1 and, when 
racing it for the first time at the St 
Jovite race last Sunday, Roos 
brought the car home in an en- 
couraging fourth uplace; having been 
the quickest in the meeting’s first 
practice session. 

The car is entered and prepared by 
Brian Robertson, the former 
Canadian national motor racing 
champion, who has now taken over 
the North American agency for Ralt 
racing cars. Robertson had been the 
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Mixed fortunes at Mugello last weekend for Danny Sullivan (above) who 
failed in his first attempt to get the troublesome F2 Modus M7 onto the grid. 
As for Bobby Muir (below), he caused a sensation by leading initially from the 
front row in his Ford BDX-powered Chevron B35, only to have the hydraulic 
clutch pipe come adrift after four laps. 
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Canadian distributor for Lola Cars. 
Roos flew over to Britain at the 
Degianing of the month with 
Robertson and tested their new car, 
the Swede getting down to some 


handy times (1m 14s) at Goodwood.’ 


It took just 10 days from the 
moment Roos and Robertson ex- 
pressed interest in a chassis until the 
moment it arrived in Canada. 

Roos’s team-mate in the Canadian 
series, Craig Hill, has also expressed 
interest in running a Ralt to replace 
his Lola which, according to our 
Canadian correspondent, is proving 
a difficult car to set up. Mind you, 


BBC's JP GP 
radio coverage 


The John Player British Grand Prix,’ 


of course, not be televised, but 
the BBC Radio people are extremely 
enthusiastic about the event and 
have gone to some length to find a 
58-minute slot on Radio 2 on Sunday 
afternoon. The 
Prix Special) will be broadcast from 
16.02 to 17.00. It will be introduced 
live from Brands Hatch by Barrie 
Gill, and will feature interviews and 
commentaries by Neville Hay and 
Simon Taylor, with Andrew Marriott 
in the pits. Additionally, there will be 
a special commentary from Stirling 
Moss. 

The Radio 2 programme will form 


_ part of an ambitious Grand Prix 


coverage effort on the part of a local 
BBC radio station, Radio Medway 
(which can be picked up in the Kent 
and eastern London areas on 290m 
Medium Wave, 96.7 VHF). Under 


the production management of John: 


Brice, Radio Medway will feature 

rogress reports from Brands dur- 
ing Friday afternoon, followed by 
a 30-minute documentary in the 
evening (20.30). On Saturday, similar 
coverage will be available on the 
station’s regular sports programme 
in the afternoon, and the Radio 2 
broadcast will be networked to the 
station on Sunday. 

In, fact, BBC Radio Medway is 
about to launch a new motor sports 
programme, Competition Wheels. 
Starting on Wednesday, July 28, it 
will be a 15-minute spot broadcast 
fortnightly at 21.45, and repeated 
every other Friday at 13.45. All 
aspects of motor sport will be 
covered, including rallying, in which 
Radio Medway sponsors an Avenger 
driven by Chris Daisy/Roger 
Bateman. 


rogramme (Grand. 


Posey loses 
his Talon 
F5000 drive 


Another American driver finding 
himself out of a drive is Sam Posey 
who, so far this year, has driven a 
Formula 5000 Talon MR1A in the 
opening rounds of the USAC/SCCA 

500 series. Posey’s car has been 
backed by a consortium of 20 
medical doctors under the banner of 
Celebrity Racing. Unfortunately, it 
seems that they have become dis- 
illusioned with racing (despite a fifth 
place by Posey at Pocono) and have 
withdrawn their support. 


Roos gets Ralt for Canadian Atlantic 


there seems to be little wrong with 
Tom Klausler’s T460, which has 
finished second to Gilles Villeneuve’s 
March 76B in the last two races. 

Another Ralt user in Canada last 
weekend was Chip Mead (who has 
raced Marches and Chevrons before). 
His car is entered under the Bob 
Cavanaugh banner. Finally, New 
Zealander Dave McMillan, who is 
acting as Bertil’s mechanic at 
present has hopes of taking an RT1 

ack to New Zealand this winter for 
their new Atlantic series. 


Charlton’s 
new March 


Regaine. South African motor 
racing champion Dave Charlton, al- 
thor about to concede his title to 
Ian Scheckter, obviously intends to 
try to finish the season the way he 
had hoped to start it: simply by 
winning. 

In an attempt to try to push 
Scheckter off his winner’s pedestal 
in the Philips-backed South African 
Formula Atlantic series (now the 
country’s premier  single-seater 
formula), Charlton has purchased a 
brand new March 76B, identical to 
that used by Scheckter so far this 
year. 

The car was freighted out to 
Johannesburg earlier this week, 
where it will replace the Modus M4 
which Charlton has been using up 
until now. Charlton is the first (apart 
from Scheckter) to purchase a 
March. We gather that the Bicester 
firm had an agreement with the 
Lexington team not to supply any 
chassis to other drivers until 
Scheckter was virtually assured of 
the title. 


Ring victi 

The Nurburgring claimed its 131st 
victim since the circuit opened back 
in 1928 last week. The unfortunate 
driver was 36-year-old Ernst Raetz, a 
little known Formula Super Vee 
driver whose car lost a wheel in 
poe practice, struck the retaining 

arrier and exploded. 


-Srpsere enpearigggremicumnny orem man Hunt again 


By all accounts, Naughty Boy of the 
Tour award on the Texaco Tour of 
Britain would surely go to Texaco 
driver James Hunt. Rumours of 
dices with Lord Hesketh’s Rolls 
Royce, r putting people off the road, 
giving V signs to drivers waving at 
the 247 Radio One Magnum, exces- 
sive road s speed, arguments with co- 
driver N Edmonds, evading the 
police... . all these were rumours cir- 
culating the Great Barr Post House, 
—_ apart from the fact that he 
t 
different road infringments, includ- 
ing dangerous driving. 


However, the more official story 
goes along these lines. Firstly, before 
the event started, Hunt was required 
to run on Goodyear tyres which he 
found to be insufficient for the job, 
and was later to annoy. him. Then on 
the way to Silverstone, he had an 
altercation with a Rolls which had 
been tailgating the Magnum, and 
later, a co-driver’s mistake caused 
him to turn in front of another 
motorist which upset the man, and 
he later phoned the Tour organizers 
to complain. 


After Hunt’s ‘‘off’’ in Norfolk, she 
was reportedly upset with the 
formance of the car and wish 
retire, but Edmonds considered they 


had a duty to his Hipteriex sud urged 


Silly. 


ave been booked for three’ 


_ set to repair the 
. Stage, it was 


Hunt to continue. DTV repaired the 
Magnum, but they were well behind 
time. The road section from Norfolk 
to Lincolnshire was tight and 
crowded anyway so that to revel at 
illegal speeds was probably the only 
way to stay in the event without 
going over time allowed. 
olice activity in Lincolnshire was 
conser. . = — FE any 
report pic: up for sp 
He arrived at the Cadwell ented 
ieee within time with a police car on 
s tail, but Jim McRae moved his 
SMT Magnum out of line for the 
control and blocked the police car, so 
they were unable to catch Hunt. 
They waited for him to reappear but 
the exit was at a different place to 
the entrance and ultimately they 
caught up with the Magnum a the 
end of the next stage, Ludford. As 
spectators were crowding around the 
car asking for aubegreE the police 
took Hunt a few miles down the road 
where they interviewed him for 
around 17 minutes about the 
speeding offence and the lack of 
lights caused by the accident. When 
Edmonds joined up with Hunt, DTV 
Nights but by this 
oing to mean another 
rand run to the next special stage, 
and Hunt was unwilling to be put in 
the same position again, so they 
retired there and then. 


James Fine ip on rz ‘Noel Edmonds(t), Wing yet another moment 
in front of the public eye on last weekend’s Texaco Tour of Britain. 


Cluxton 
looks at Fl 


Harley Cluxton, the 29-year-old 
American ‘“‘exotic used car’ dealer 
from Phoenix, Arizona, is seriously 
thinking about competing in the 
Canadian and American Grands Prix. 

Cluxton, who bought the entire 


Gulf- Mirage equipe prior to this 
year’s Le ans, and then organized 
subsidiary deals whereby. he 


collected sponsorship from both JCB 
Excavators and Total oil, has, 
among his car collection, two ex- 
works Ferraris. One is a 312B3 
Grand Prix car, while the other is a 
312T, the car used earlier this year 
by the works as a spare in South 
Africa. 

The usual agreement exists 
between the factory and the 
purchaser that neither cars shall be 
raced, although the 312T may well 

et an airin, ee ear. However, 

luxton has been looking at exetng 
available MAChiNery, and one di 
hear the word ‘‘March” mentioned, 
albeit loosely. 

Does this mean that Derek Bell (or 
Vern Schuppan?) is anxious to get 
back into a Grand Prix car? 


Warwick gets 


F3 BAF March 


Derek Warwick, the current 


- sensation of Formula Ford with his 


works-supported Hawke DL15, is 
going to make his Formula 3 debut 
at the British Grand Prix meetin 
this weekend. The former Wor 
Stock Car cham pion is going to drive 
Ra ert: Kee an's regu lar March 743 
ritish Air Feris colours, but 
with added support from Warwick 
peters of Alresford, his backers in 


This is primarily a one-off F3 drive 
for Warwick who, at the time of 
g to press, leads the DJM 
Foes and RAC FF series. He also 
lies third overall in the European FF 
char plonship, inet just one point behind 
David Kennedy. However, Warwick 
has only competed at two out of the 
four races, winning both and setting 
lap records at each. 
oviding all goes well, Warwick 


F3 chaos 


Apart from the F1 difficulties at 
RAM, the only other change to any 
of the Brands Hatch entry lists as 
we closed for press was that the For- 
mula 3 entry for Terry Perkins (KWS 
Deutschland) has been taken over by 
Bertram Schafer (Valvoline Deutsch- 

land); apparently, the two come 
under the same entrant’s licence, and 
Perkins takes over from Schafer as a 
reserve. 

The Formula 8 entry selection has 
been the subject of some contro- 
yaw in the last couple of weeks, 

first because of the refusal of the 
RAC to accept entries from Italian 
stars Riccardo Patrese and Gifranco 
Brancatelli, However, we under- 
stand that entries for both these 
drivers were made after the closing 
date, so the RAC acted perfectly 
within their rights, if somewhat 
stubbornly. However, what is unac- 
ceptable about the F8 entry is the in- 
clusion of one or two very obscure 
Italians at the expense of such Brit- 
ish drivers as Tiff Needell, who is a 
reserve in the works Safir. Let’s hope 
that Needell and Derek Warwick 
(who will drive the BAF March 743) 
will get a race. 


) Racing Services were particularly 
pleased with Ari Vatanen’s win on 
the Texaco Tour of Britain. The com- 
pany have prepared three engines for 
this event in recent years, and have 
won it with James Hunt (1973), Tony 
Pond (1975) and now Ari. 


@Because the Dijon G6 sports 
protat e race now clashes with the 

ois HRiveires Canadian Formula 
Atlantic race, it looks as if Patrick 
Depailler, Jean-Pierre Jarier and 
Jacques Laffite will not be flying off 
across the Atlantic Ocean. There can 
be little doubt that Alpine-Renault 
will require their services at the 
French race. This effectively means 
that Fred Opert will be looking for 
replacements, and he may well run 
Jean-Pierre Jaussaud, Jose Dolhem 
and Tom Pryce (as he did in 1974) 
instead. Ecurie Canada has yet to 
find a si ee for Depailler; 
Vittorio rambilla, last year’s 
winner, perhaps? 


@ The date for this year’s Macau 
Grand Prix has been changed to 
November 13/14. 


@ Kensington estate agent Patrick 
88 has received additional back- 
from 3M Loy ep for his Toyota 


“AF ONLY HE WOULD NOD HIS HEAD 
OR SOMETHING JUST SO | WOULD 
KNOW HE HAD SEEN MY PIT SIGNAL 
BOARD. HE COULD TUST LIFTHIS... 
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HAND OFF THE WHEEL OR EVEN JUST 
LOOK AT ME, THEN | "0 KNOW FORSURE 
HED SEEN MY BOARD. YOU SPEND. 
HOURS WORKING OUT 
SIGNALS WITH THE 
PRIVER THENYOU 
DON'T KNOW IF HE 


popes to do some more F3 races, pro- Cali ica, in which he will contest the 
they do not clash with any of | Keith Prowse G1 race at Brands 

his FF commitments. Hatch this coming weekend. 
CONCH CONS ea ae Rae ES Ss > Barry Foley 


I'M LEANING OUT AS FARASICAN.. 
A SHROG OF THE SHOULDERS WOULD DO... 
HE MUST GE ABLE TO SEE ME... SHAKE HIS 
HEAD, JUSTLET ME KNOW HE CAN 
SEE THE BOARD. 


1 THINK HE'S IN TROUBLE 
HE'S WAVING HIS HAND 


racecard 


edited by ee Witty, 


Oliver retires leaving 
way open for Jones 


For the second race running, Jackie 
Oliver had almost certain victory 
snatched away from him, and the 
man who has benefitted each time is 
Australian Alan Jones. 

Last Sunday’s American Formula 
5000 championship race at Watkins 
Glen, the third round of the series, 
looked likely to see Oliver and his 
Dodge-powered Shadow DN6B make 
the winner’s circle. The Englishman 
had dominated the race from the 
early stages, thanks mainly to other 
people’s errors on a wet track. Then 
with just a few My remaining, the 
Dodge engine split its sump and 
Oliver was out, leaving Jones in his 
brand new Sid Taylor/Teddy Yip 
entered March 765 to score a debut 
victory for the car. 

Practice had seen Al Unser on the 
pole. The Pocono 500 winner was 
making a “one-off” return to the 
series in which he had fared so well 
last year and he was, in fact, driving 
one of the updated Vel’s Parnelli 
Lola T332. et 

However, Unser was a bit of a bad 
lad, for at the start of the race he 
spun in the wet conditions at the 
first corner and took off both Brian 
Redman (Haas/Hall Lola T332C) and 
Jones. This allowed Oliver, who had 
started from well down the field, to 
move up into the lead which he 
looked like holding until the flag. 

The track began to dry out, and 
just when it seemed as if dry tyres 
would be required to finish the event, 
Redman came into the pits for a tyre 
change. And the heavens opened 
again! Additionally, a wheel wrench 
jammed, so the reigning champion 
was badly ee and eventually 
finished sixth, a lap down. 

Despite a further gyration, Jones 
pressed on with his new car in second 
—. gratefully accepting Oliver’s 

te retirement. 


Pironi is back on top 


After his unfortunate experience at 
the French Grand Prix, Didier Pironi 
was back on the winner’s rostrum 
last weekend at Magny Cours when 
he set fastest time in practice and 
roceeded to dominate the race, 
eading from start to finish. Alain 
Cudini was a consistent second 
throughout too, but first of all he 
was followed by Claude Debias who 
was then overtaken by Richard 
Dallest. Dallest closed up to Cudini, 
but just couldn’t get through. Marc 


Unser came through into second 
place, while Warwick Brown, in his 
works Talon, came home third, his 
best result in the series to date. 
However, it was a controversial 
Placing, for the Australian was 
alleged to have contributed towards 
Vern’ Schuppan’s exit in the works 
Eagle near the end, Vern having 
come through well from the back of 
the grid. 


Jackie Oliver — no laughing matter 


, ) 


Fourth was Brett Lunger in the 
Carl Hogan-entered First National 
City-sponsored Lola T332, while 
Horst Kroll (Lola T330) was next up, 
a lap behind. Peter Gethin was 
seventh, driving the VDS Lola T430, 
while round one winner Danny 
Ongais was ninth in his Lola T332C. 


Full report next week. 


Sourd was another who’d been in the 
top three, but he blew up around 
mid-distance so Serge Saulnier came 
in next in front of a little bunch in- 
cluding Debias and_ Richard 
Bousquet. 

Christian Ethuin was an earl 
casualty with an electrical fault 
while on lap two, Jean Ragnotti ran 
out of brakes and T-boned Dany 
Snobeck, who continued later but 
briefly. 


Nilsson scores for Luigi 
BMW at Nurburgring 


The fifth round of the European 
Touring Car Championship resulted 
in yet another success for the Luigi- 
BMW team, but on this occasion (at 
the Nurburgring last Sunday) the 
team did not achieve the one-two 
result to which they were becoming 
accustomed. F 
The dramas for the team began in 
practice, when Hughes de Fierlandt 
crashed heavily in one of the Group 2 
3.0CSis, which was very batty 
damaged. With all four wheels off, 
extensive body damage and the 
entire front end written off ahead of 
the engine mountings, there seemed 
to be no possibility that the car 


would race, but the enterprising 
Luigi team hurriedly set to work in 
an effort to repair it. They rushed in 


Jody Scheckter — Escortride 


9 
a new chassis from BMW in Munich, 
and grafted the front end onto the de 
Fierlandt car. After 25 solid hours of 
work be eight men, the CSi was 
miraculously ready on race morning. 
Sharing his CSi with regular 
drivers Pierre Dieudonne and Jean 
Xhenceval, Hans Stuck started from 
pole (8m 29.0s) and led from the start 
pursued kf Gunnar Nilsson, who 
was teamed up in the rebuilt car with 
de Fierlandt and Claude de Wael and 
started alongside his team-mate 
(8:47.7). The two F1 drivers built up 
a big lead before handing over to 
their co-drivers after about 90 
minutes, but the engine failed on the 
leading car when Dieudonne was 
driving, and Nilsson/de Fierlandt/de 
Wael went on to score a remarkable 
victory by two clear laps, in 4h 3m 
52.4s for the 27 laps (384.75 miles). 
Another F1_ driver, Jody 
Scheckter, was due to drive the very 
— Zakspeed Escort with Martino 
inotto/Sigi Muller, but the team 
ran out of engines in practice and the 


Rupert Keegan gave the BAF March 


organizers rearranged Jody into 
Derek MacMahon’s Escort with Alec 
Poole/John Handley. Scheckter quali- 
fied third (9:8.1) and ran third 
in the race behind the two BMWs, 
but after seven laps the engine gave 
up, Jody having lapped in 9m 1.8s. 
In the end, the other placings were 
left in the hands of obscure driver 
airings such ,as Bremmekamp 
ckenroth in a 2002 BMW, followed 
by two Italian-entered 2-litre Alfa 
Romeos, both three laps behind. The 
1600 VW Scirocco of Manfred Mohr/ 
Hinse, which qualified fourth 
quickest on 9:20.3, retired early on, 
while the Autovarma team’s Alfetta 
GT (fifth fastest in practice driven 
by Spartaco Dini/Joe Bigliazzi) 
suffered engine problems in the race 


Gunnar Nilsson — second BMW win 
— 
~~. % 


a" 


é 
Ties “4 


and a home in 18th place, 
The rapid Mazda RX8_ of John 
Markey/David Palmer was comfort- 
ably the fastest car in its class, but 
lost half an hour in the pits after a 
universal joint failure, and the 


British pair came home a dis- 
appointed 27th, the class spoils 
going to locally driven el 
ommodores. 


@ Labatt’s, the Canadian brewery, 
has offered to sponsor the Canadian 
Grand Prix at Mosport this year, if a 
suitable date can be arranged. 


Formule Super Renault Championship (leading 
sitions)*: 1, Didier Pironi, 142pts; 2, Dan 
nobeck, 117; 3, Alain Cudini, 87; 4, Marc Sourd, 
61; 5, Christian Ethuin, 54; 6, Richard Dallest, 43; 

etc. * Before Ma ae round. 

French National G1 Touring Car Championshi 
(eading positions)": 1, Jean-Pierre Beltoise (BM\ 
3.0 CSi), 49pts; 2, Guy Frequelin (BMW 3.0 CSi), 
47; 3, Rene Metge (Triumph Dolomite Sori 46; 
4, Christian Jacques (Ford Escort RS) and Claude 
Ballot-Lena (BMW 3.0 CSi), 37; 6, Jean-Claude 
Geurie (Ford Capri 3000), 33pts; etc. * Before 
Magny-Cours round. 


743 what may be its last outing in 


his hands to at Oulton last weekend. Although beaten by Bruno Giacomelli, 
Keegan still leads the BP series. 
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WORLD CHAMPIONSHIP 
FOR MAKES (G5) 


Manufacturer 
Porsche 
BMW 

Ford 

de Tomaso 


Lancia 
MG 


Qeawnre 


EUROPEAN 
FORMULA 2 
CHAMPIONSHIP 


Driver 


Patrick Tambay 
Rene Arnoux 
Maurizio Flammini 
Michel Leclére 
Alex Ribeiro 
Giancarlo Martini 
Roberto Marazzi 
Willi Deutsch 
Fcidie Cheever 
eijo Rosberg 
Ingo Hoffman 
Harald Ertl 


COVONaUWa wre 


~ 


Sandro Pesenti Rossi 


Klaus Ludwig 
. Hans Heyer 
Francois Migault 


Jean-Pierre Jaussaud 


Freddy Kottulinsky 


USAC/SCCA 
FORMULA 5000 
CHAMPIONSHIP 


Driver 


Alan Jones 
Brian Redman 
Danny Ongais 
Jackie Oliver 
Warwick Brown 
Al Unser 
Vern Schuppan 

8 Randy Lewis 
Teddy Pilette 
Brett Lunger 
Horst Kro 
Sam Posey 
Skeeter McKitterick 
Peter Gethin 
Arlon Koops 
John Benton 
Bob Lazier 
Bruce Allison 
John Briggs 
Bob Nage 


BP SUPER VISCO 
FORMULA 3 
CHAMPIONSHIP 


Driver 


Rupert Keegan _ 
- Bruno Giacomelli 

Stephen South 

Mike Young 

Tony Dron 

Brett Riley 

Boy Hayje 

Aryon Cornelson 

Richard Hawkins 

Dick Parsons 

Chris Barnett 

Jac Nellemann 

lan Flux 

Tift Needell 

Bob Arnott 

Geoff Lees 

Ken Silverstone 

Mike Tyrrell 

Pascal Witmeuer 


PLAYER’S CANADIAN 
FORMULA ATLANTIC 


CHAMPIONSHIP 


Oriver 
Gilles Villeneuve 


WONAMVEWNH— 


= 
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Hockenheim 
Salzburg 
Hockenheim 
Mugello 


Pau 


Thruxton 


Jean-Pierre Jabouille 


Lazier’s Bosch lead 


Supporting the American Formula 
5000 race at Watkins Glen last Sun- 
day was a further round in the North 
American Bosch-sponsored Formula 
Super Vee Gold Cup series. The race 
was cut by three laps to 15 because 
of rain and the event was won, quite 
handsomely, by Bob Lazier in his 
Tivoli ge Lola T324. It was 
Lazier’s first win of the year and, 
thanks to a pair of second places in 
earlier rounds, he now leads the 
Bosch series. 

Herm Johnson, who _ before 
Sunday’s race was lying third in the 

ints standings, put his O-Zone 

la on the pole but an electrical 
ground strap (from the battery) 
came loose on the grid and he rolled 
straight into the pits, starting the 
race three laps down and out of 
contention. 

Taking advantage of Johnson’s 


misfortune was the other front row 
occupant, Tom Bagley. Davin his 
familiar Kent Oil-backed Zink 
Bagley was no doubt hoping for a 
repeat of his 1975 success but after 
leading for half a lap, his engine 
blew. This allowed Lazier into the 
lead which he extended throughout, 
a challenge from Freddy Phillips 
(Lola T320) fading towards the latter 
stages when Phillips retired with a 
puncture. 

However, the star of the race was a 
certain George Follmer who, having 
started from 12th on the grid, was 
driving his nephew’s Lola T324. The 
former Grand Prix driver pulled 
quickly through the field and set the 
astest lap, but was too far behind 
Lazier really to make an impression. 

Third was Mosport FSV winner 
Bill Henderson, also in a Lola, albeit 
an earlier T320. 
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Gilles Villeneuve’s Ecurie Canada March winning again. 


Villeneuve almost there 


Gilles Villeneuve virtually assured 
himself of the Player’s Canadian 
Formula Atlantic title with yet 
another polished performance in the 
Ecurie Canada March 76B, winning 
the fourth round of the six-race 
series in convicing style at the pic- 
turesque 2.65-mile St Jovite circuit 
last Sunday. 

Villeneuve was easily the quickest 
in practice at 1m 33.4s, over a second 
under his lap record set up last year. 
Tom Klausler was next up in his Lola 
T460 and ahead of Bobby Rahal 
(March 76B), Bertil Roos (Ralt RT1) 
and Bill Brack (Chevron B34). Also 
well up, for a change, was Dave 
Walker, who was seventh quickest in 
his updated March 722. 

Villeneuve got the jump on every- 
one at the start, and that was it. He 
extended his lead so that after 38 
laps, the race distance, he was 10s to 
the good. As for second place, it was 
really the same story. Klausler 
tucked in initially behind the flying 
March and watched it gradually fade 
into the distance, but at the same 
time the Lola driver saw his chal- 
lengers fade from view, too. 


There was, however, a battle for 
third spot and this involved Rahal, 
Roos and Elliott Forbes-Robinson 
who had brought the Tui (still 
racing!) up from the fourth row. 
Brack, who many expected to be in- 
volved in this dice, was running 
around seventh, suffernmg from 
clutch problems. The reigning cham- 
pion’s gearbox finally gave up the 
ghost two laps from home. 

The struggle for the third spot 
eventually went in favour of Forbes- 
Robinson who, despite problems 
with understeer, overcame Roos who 
suffered at the hands of a slow back- 
marker, while Rahal dropped behind 
both of them having lost fourth gear. 
Sixth was the ever consistent Price 
Cobb (March 76B), who was comfort- 
ably ahead of a cusling Tom 
Fumpelly (Chevron B34) and Mexi- 
can Hector Rebaque (Carl Haas Lola 
T460). 

The next round is at Halifax on 
August 8, when Villeneuve just has 
to finish in the first three to be abso- 
lutely sure of the title, and well 
deserved too. 


Marty Loft 
.Eillot Forbes-Robinson 
bby Rahal 
Johnny Gerber 
Bobby Brown 
Howdy Holmes 
Gordon Smiley 
etc 


1 Gl wae! RS Gimli 


- 


| | o®t 1851 Gv Westwood 
PNw 


Yet another 


Alain Prost continued his amazing 
run of success in French Formule 
Renault circles with another domin- 
ant win at Magny-Cours last 
Sunday. Driving his familiar Elf 
Martini, Prost was on the pole and 
led from start to finish, setting the 
fastest lap (1m 33.7s) and winning by 
no less than 27.2secs! 


Trailing in his wake was Alain 
Hubert, who was able to hold off 
Charles Cevert (the younger brother 


for Prost 


of the late Francois) at the end. Both 
werein Martinis. 

In the French national “‘G1”’ race, 
Jean-Claude Geurie’s Ford Capri 
(with its Racing Services engine) 
blew off the B CSis of Guy 
Frequelin and Jean-Pierre Beltoise, 
both of them still smarting after 
their exclusion at Ricard the week 
before. Winner of the 2-litre division 
was once again Rene Metge, who 
finished ninth overall in his semi- 
works Triumph Dolomite Sprint. 


Practice sensation Bobby Muir gets the jump on the 30-car field with his Ford-powered Chevron. 


Jabouille stakes his claim 


to the European title 


Renault engines dominate again — Muir’s Ford-powered Chevron 
achieves front-row time — Works Marches struggle 
Report: CHRIS WITTY — Photography: JEFF HUTCHINSON 


Jean-Pierre Jabouille, who before last 
Sunday’s European Formula 2 
Championship race at Mugello had been 


joint leader of the series, moved himself into 
a five-point lead when he overcame the 
similar Renault-powered Martini of Rene 
Arnoux to win second F2 race in Italy 
this year. 

Driving his Renault-powered Elf 2J, 
Jabouille annexed pole position at the very 
end of practice. He trailed Arnoux’s car for 
the first 13 laps, sitting right on Rene’s tail 
before slipping through into a lead he never 
looked likely to lose for the remainder of the 
race, despite Arnoux’s constant presence. 

Making it a Renault onetwo-three was 
Patrick Tambay in the second Martini. 
Tambay was unable to match Arnoux’s 
excellent start from the second row and he 
had to sit for the early laps behind Michel 
Leclére in the fourth Renault-powered car. 
Leclére was the only Renault runner to fail 
last weekend, which didn’t exactly fill the 
Frenchman with joy. 

The works March team were unable to 
recapture their scintillating Rouen form, 
and both Alex Ribeiro and Maurizio 
Flammini were further down the grid than 
they would have liked. Ribeiro, however, 
drove a good race. hal omre both Tambay 
and Leclére, but was unable to pull back the 

ound lost to the Martini when the ailin 

lére held him up. Flammini persevere 
with a strange handling problem throughout 
the weekend, benefitting from other people's 
mishaps to come through and finish in the 
ints at the end. Also in the points, for the 
ourth time in a row, was Giancarlo Martini, 
easily the most consistent of the F2 
privateers. 

However, the surprise of the meeting was 
the performance of Bobby Muir in his Ford 
BDX-powered Chevron. The Australian put 
the car next to Jabouille on the front row 
and, even without an operative clutch, held 
an easy sixth place for half the race. It would 
have been a fifth place by the end, but Muir 
tired and then the overworked gearbox 
played up. 

Jabouille has not failed to finish in the 
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pete since he was forced off the road while 
Pine second with two laps to go at 

xton last Easter. The signs are evident 
that Jean-Pierre’s experience is showing and 
that his elusive championship title is getting 
closer at every race. 


ENTRY & PRACTICE 


The European Formula 2 contingent made its 


second visit to Italy last weekend when it was 
Mugello’s turn to stage the eighth round of this 
year’s enthralling series. The confrontation and 
struggle for overall aubrey rests between 
three teams: March, Martini and the Elf Switzer- 
land equipe. Between them, their six cars have 
notched up something approsching 85 per cent of 
the points this year. indication of their 
excellent reliability and a tribute to the standard 
of preparation by each team. 

pite the dominance of the “big three”, the 
competition in F2 is such that the supporting cast 
battle for any points going as if they were race 
victories themselves. That’s what makes F2 
second only to Formula 1, both of these categories 
head and shoulders above anything else recog- 
nised by European race circles. 

Although official practice was limited to a one 
hour and a ninety-minute session on the 
Saturday, the circuit had been open all week for 
unofficial testing and if you wanted to wear your 
car out, the circuit was yoursto doso. 

However, most of the leading teams and com- 
petitors arrived on the Thursday and were able to 

t in two days of testing before the serious all- 
important Saturday. Because the organisers had 
received an entry of no fewer than 53 cars (which 
must be nearly £l1m worth of equipment), they 
decided that they would have to split the practice 
sessions, as had happened at Rouen. Instead of 
dividing the cars into “odd’’ and “‘even’’ numbers, 
a line was drawn down the middle of the entry 
which effectively meant that the first session 
included all the leading runners. 

Out of that original entry, 40 cars turned up to 


_battle for the 30 available starting places. Thi 


year, as opposed to last, it would be one straight 
43-lap race. However, the unofficial session 
claimed one notable runner on the Friday. It was 
Eddie Cheever who, against his doctor’s advice 
(he was suffering from a grumbling appendix), 


had just gone out in his Project Four March-Hart 
762. Then, without warning, as the young Ameri- 
can was cresting the flat-out in fifth gear crest 
beyond the pits, he hit what could only have been 
a flock of birds (pheasants?) judgmg by the 
feathers all over the car afterwards. The March 
‘just turned sharp ae into the Armco,” said 
Eddie afterwards. ‘I must have been doing 
around 155mph”’. The impact flicked the car up: 
into the air where it cartwheeled back down onto 
its wheels. At once Eddie hopped out, ecstatic at 
still being in one piece. The car was written off. 

Meanwhile unofficial practice continued and it 
was initially Alex Ribeiro who led the way in his 
works March-BMW, recording a 1m 49.4s on 
Thursday and Friday. It was only beaten by Rene 
Arnoux’s Martini on 1m 49.1s while Bobby Muir, 
the Australian ‘“‘veteran” in the Bob and Marj 
Becynacogaoean Swindon-BDX Chevron B35, 
surprised quite a few with a time equal to that of 
Ribeiro. Quite a number of the leading teams 
doubted this, but they were soon to eat their 
words. Muir had been testing at the circuit since 
the previous Saturday! Mind you, in that time he 
had only done a total of 35 laps or so, due to 
various holdups. 

Hans Binder, pie, first outing in his 
works supervised BMW-powered Chevron B35, 
broke into the forty-nines as did Giorgio Francia’s 
Trivellato Chevron-BMW B35 and Jean-Pierré 
Jabouille’s Elf 2J. It was from this point on that 
the latter began to take control. At this stage the 
observer wasn’t sure but Jean-Pierre was. This 
would behis weekend. 

Last year’s race had been fraught with drama. 
It was a race full of engine blow-ups and crashes. 
It was also a race full of surprises and a race with 
a critical factor. Tyres. History certainly repeated 
itself on the tyre front. 

The fastest time on meuctice last year had been 
set up at 1m 49.31s by Duilio Truffo’s works 
Osella. The circuit record for F2 cars is in the 
forty-sixes and although credited to Jacques 
Laftite back in 1974, even the Frenchman doubts 
its validity. So Truffo’s was the time to aim for. 

It was Jabouille who eventually ended up on the 
pole, with a time which he recorded on the penulti- 
mate lap of the final session. It was a flyer, 
brought out of nothing. Having been third 
quickest in the morning at 1m 48.86s behind the 
two Elf Martinis of Tambay and Arnoux, 
Jabouille spent most of the afternoon setting up 
his car on the new tyres that Goodyear had pro- 
duced, albeit unexpectedly, for this meeting. 
Towards the end of the session, the yellow peril 
circulated in the mid forty-nines. Then as the 
minutes ticked away, Jean-Pierre opened up, put 
in a lap at 1m 48.6s, got baulked the next lap and 
then found the aid of a tow for the pole-winning 


1m 48.20s. 

Since Rouen, both Jabouille’s and Michel 
Leclére’s 2Js had had larger water radiators 
fitted while Leclére’s car now had the extra 
side radiator fitted, as well. The team had made 
up some new rear engine cross-members (the 
others had cracked) while both drivers were 
trying new nose configurations. This was, in fact, 
a direct copy of the nose used by Laffite on his BP 
March two years ago. Ironically, it was also iden- 
tical to the noses used by the Martinis ever since 
Pau. ‘They were able to get hold of the mould 
first’’, mused Elf Switzerland team manager Jean 
Sage. Asperentny the old style nose induces too 
much understeer on this circuit. 

This new nose, coupled to the latest Goodyear 
tyre, may have assisted Jabouille to his position 
on the pole. However, it was more by accident 
that any of the teams (save March Engineering 
who “discovered” the tyre just prior to their 
departure for Italy) found that the tyre was in 
evidence and the general consensus of opinion 
was that the Goodyear technicans present didn’t 
inform anyone of its existence. 

The tyre in question was a standard G50 com- 
ound front but with a much stiffer construction. 
t has been used in F1 earlier this year. When 

aware of its internal differences, the drivers who 
used them (ie those that needed to buy tyres) 
found their cars more positive and stable on entry 
into the corners. The steering was also lighter, 
although Leclére reckoned it was too light and re- 
mained faithful to the 2-ply G20. In fact, 
Jabouille’s pole time was set on a set of 1974 
vintage G50s taken off his 2-litre Alpine-Renault 
sports prototype! The things you find out.... 

Leckgre wasn’t having quite the same good 
fortune as Jabouille, for throughout practice he 
suffered from a down-on-power engine although 
he lapped consistently in the low forty-nines 
towards the end of the final session. A new 
Renault V6 was installed for therace. 

Causing total confusion among the leading 
recognised front runners, notably the French who 
found enough trouble in trying to pronounce his 
name (“Who is this Moyer’) was Muir who caused 
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the shock of the season by putting his Ford BDX- 
owered (all £3800 of it) Chevron B35 onto the 
Front row. So his Friday times were right after all. 

Muir practiced in the second session, blowing an 
engine after a few laps. A new unit was fitted for 
the afternoon where, in the cooler climes of the 
evening the experienced Australian ran a mere 13 
laps before wae out of petrol! In that time, he 
put in a number of laps in the forty-nines and then 
one flyer at 1m 48.5s. That was the one. 

Muir was predictably modest about his efforts 
afterwards, feeling quite confident that he could 
have var even quicker (and taken the pole). But 
a BDX shouldn't be able to compete on level 
terms with a Renault V6? ‘“‘Why not,” said Muir. 
“Tt’s got 2-litres. It’s the same bore and stroke as 
the BMW.” As for the car, Muir praised it, par- 
ticularly the brakes. “‘I can take so much off 
Arnoux into the corners” he added. Does the car 
handle better because the BDX weighs 20 kilos 
lighter than the BeeEm? “No, I don’t think so. I 
don’t think the weight makes much difference. 
It’s so little, you can find that difference in the 

weight of the driver, can’t you?’’ Muir’s time was 
done on a set of old-style G50s. 

Having dominated the morning’s practice and 
looking favourites to form the front row, the blue 
Elf Martinis must have been wondering what had 
hit them. Jabouille they can be prepared for. Even 
the works Marches. But “zis man Moyer”. 

When practice got originally underway, Arnoux 
was quickly into the groove, So too was team- 
mate Tambay. All that had been done to the 
Martinis since Rouen was the fitting of larger 
water radiators at the front (like the Elfs) and to 
sine 4 modify the inlet and exit ducts. Their 

enault engines sounding glorious as the bark 
bounced off the surrounding hillside, Tambay 
ended up on 1m 48.54s with Arnoux a fraction 

slower on 1m 48.77s. 

In the afternoon, the team spent a lot of time 
trying different types of tyre combinations and, 
in an effort to combate the blisters that were 
appearing on the left rear G50 tyre (because of the 
intense mid 90°F heat), the leading teams were 
fitting a harder G44 compound to that corner. It’s 
this tyre, along with the G50, that the F2 Associa- 
tion have an agreement to use and nothing else. 
What many of the private teams didn’t know, and 
many never found out, was that a G44 existed at 
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Early leader Arnoux and eventual winner Jabouille dominated the race. 


all. It could have proved costly as we'll see later 
on. 

In the closing minutes of the final session, 
Tambay and Arnoux found themselves having to 
get back into the groove and with G50s fitted all 
round, Tambay didn’t ey like the single G44 
because it upset the car’s balance but he knew 
he’d have to make do, after all he needed to last 
the race. Anyway, Patrick improved, by only 
0.01s while Rene was 01.1s faster than in the 
morning, although the reigning Super Renault 
champion seems more concerned about the well- 
being of the crops and cattle in France (which is 
suffering from a drought) than the handling 
characteristics of his Martini! 

Providing another surprise on the grid, 
although he always goes reasonably well, was 
Alberto Colombo who, in his year-old March- 
BMW 752, proved the fastest Italian runner. The 
tussle-haired Alberto practised in the ‘‘slower” 
half (!) along with Muir. He recorded a 1m 49.64s 
in the morning, equalled it with consistent ease in 
the afternoon and then, without apparent further 
effort, put in a couple of laps in the forty-eights 
right at the end. He had no problems and his time 
was fractionally better'than Tambay had done 
with a pukka works 752 last year. 

Leclére was next and then came Ribeiro in the 
first of the works Marches. Tyres seemed to be 
the important factor here. Neither Ribeiro’s nor 
Maurizio Flammini’s 762s had been altered since 
Rouen, save for a customary check-over, and yet 
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Flammini (last year’s race winner) couldn’t get his 
car to work at all. 

Whereas Ribeiro could run into the forty-nines, 
as he had in testing, the Brazilian couldn’t go any 
quicker when it really mattered. Having blistered 
a G50 in the morning, a replacement G44 couldn’t 
provide an improvement other than 1m 49.03s 
throughout the day. 

As for Flammini, he hadn’t been very quick in 
testing. It was the same story in official practice. 
The car had a tendency to oversteer and after 
posting a lm 49.69s in the morning, Maurizio 
floundered in the afternoon being a second slower. 
The car was checked and re-checked right into the 
early hours of the morning and nothing could be 
found amiss. It was a curiously puzzling 
situation. March, it seemed, weren’t going to win 
this one. 

Still the surprises came. The next one was 
Luciano Pavesi, a 33-year-old Italian F3 driver 
who had purchased a brand new Ralt RT1 from 
the Italian dealer Chuck McCarty. Fitted with 
a Hart 420R engine and benefitting from the 
attention of Ron Tauranac who was making an all 
too rare appearance at an F2 race, Pavesi poll 
got motoring in the afternoon in company wit 
Messrs Muir, Colombo and Gaudenzio Mantova. 

Mantova is another Italian driver who has 
foresaken F3 for a crack at F2. He has purchased 
Sandro Pesenti-Rossi’s set-up, which includes an 
almost brand-new March-BMW 762. Pesenti- 
Rossi, having bought an ex-works F1 Tyrrell, is 
now Ecet ene the move, having been unable to 
secure F 1 entries anywhere. 

Mantova, having acclimatised himself with the 
car during the week, lapped consistently well 
throughout practice. The simple fact was that 
there were no suspect times. 

Supporting Mantova on the fifth row was 
Giancarlo Martini, another Italian in his Minardi- 
run March 762. Martiniis the most consistent of 
the non-works teams. Pacha? he may well have 
been surprised to find himself so far back (but so 
were March themselves) but his recent results re- 
flect the rising standard of preparation in some of 
the Italian teams. 

Francia, having spectacularly blown his engine 
right in front of the pits, had a new one for the 
afternoon and he too poe into the forty-nines as 
did Keijo Rosberg, Freddy Kottulinsky, Ingo 


Few 


Binder 


Hoffmann, Hans and Gianfranco 
Brancatelli. 

Rosberg’s effort came late, thanks to some new 
tyres (his ToJ just didn’t seem to be working well 
at aly while Kottulinksy’s Ralt, like Pavesi’s 
must have been on its best behaviour with its 
designer present. Hoffmann’s time in the lead 
Willi Kauhsen March-Hart 762 would no doubt 
have been quicker had his car not run out of petrol 
a lap later. The Brazilian knew that with a couple 
of minutes to go, he was onto a good lap and 
altuongs the engine burbled a couple of times, he 

ressed on. Had it run cleanly, he probably would 
fave been a couple of tenths quicker still. 

Binder ran hard for most of the time, although 
he complained of the usual understeer and over- 
steer handling problem in his new car while 
Brancatelli was the third Italian F3 driver making 
his F2 debut. This was arranged at the last 
minute and it wasn’t until the morning of Satur- 
day practice that the diminutive Gianfranco sat 
in the spare Minardi March 752, this being 
Lamberto Leoni’s chassis from the previous year. 

Brancatelli explained afterwards that he was 
finding the car very heavy to drive, but he coped 
extremely well and got progressively quicker and 
quicker as practice wore on. 

Of the remaining qualifiers, Harald Ert] was 
back again in his Chevron B35, the car used by 
Tom Pryce at Rouen. After an engine blew late on 
Friday, the Austrian was late out on Saturday 
morning because the replacement unit didn’t 


arrive until breakfast time, After a couple of laps, 
an electrical wire broke and welded itself to a rear 
brake disc. Then in the afternoon, Ertl (having 
survived a slow puncture which sent him off the 
circuit into the catch fencing) quickly got down to 
a useful time which saw him well onto the grid. 

Also well onto the grid were Hoffmann’s team- 
mate Klaus Ludwig, who improved by a second 
while following Ingo, and Ian Grob in a brand new 
Modus. This was, in fact, an Atlantic chassis with 
an F2 rear-end and a Hart engine. Designer Jo 
Marquart, who was on hand, designates it an M4. 
After an unfortunate season so far with the 
troublesome M7, Grob ran the M4 virtually 
trouble-free and lapped with growing confidence 
in the afternoon. 

As for his new team-mate Danny Sullivan, the 
M7 steadfastly refused to cooperate and the - 
result was that the American failed to qualify. 
“T’ve never had to work so hard for such a poor 
time” explained a dejected Sullivan afterwards. 
In gg Sh practice was a test session for the 
team. ey tried various things but the M7 
remained ‘“‘unpredictable” throughout. ‘It never 
does the same thing twice” concluded Sullivan. 
Fortunately the spirit in the team is such that 
they are determined to fight on, overcome the 
problems and get up among the front runners. 
Ironically the M7 possesses the same front and 
rear suspension geometry as the M4 according to 
Marquart. Maybe the chassis is too stiff... . 

Engine failures contributed towards Roberto 
Marazzi and Willi Deutsch being further back 
than expected while Hans Meier at last made an 
F2 grid, having found a competitive car at last in 
one of Fred Opert’s Hart-powered Chevron B35s 
(now fitted with a B30 F5000 front water 
radiator). There was no sign of Italian F3 sensa- 
tion Riccardo Patrese although the second chassis 
sat there, vacant, all weekend. A pity we couldn't 
say the same about Meier’s girlfriend. 

One notable non-qualifier, and an unfortunate 
one at that, was Richard Robarts who, since his 
Vallelunga crash, doesn’t seem to be having any 
luck at all with his Myson-backed March-Hart 
762. Richard only had one engine on hand so he 
cut unofficial testing to a minimum. Then on the 
Saturday morning session, the Hart engine got 
slower and slower. With noreplacement available, 
the team checked what they could and crossed 
their fingers for the afternoon. It wasn’t going to 
improve and from being “‘in”’ the race in the morn- 
ing, enough people improved to put him “out”’ by 
the end of practice. 


Bobby Muir Jean-Pierre Jabouille 
Chevron-Ford B35 Elf-Renault 2) 

1m 48.51s 1m 48.20s 

Rene Arnoux Patrick Tamba M 
Martini-Renautt Mk19 Martini-Renault Mk19 
1m 48.68s 1m 48.55s 

Michel Leclére Alberto Colombo 
Elf-Renault 2) March-BMW 752 
1m 49.01s 1m 48.84s 
Luciano Pavesi Alex Ribeiro 
Ralt-Hart RT1 March-BMW 762 
1m 49.23s 1m 49.03s 
Giancarlo Martini Gaudenzio Mantova 
March-BMW 762 March-BMW 762 
1m 49.56s 1m 49.53s 
Maurizio Flammini Giorgio Francia 
March-BMW 762 Chevron-BMW B35 
1m 49.69s 1m 49.65s 

Keijo Rosberg Freddy Kottulinsky 
ToJ-BMW F201 Ralt-BMW RT1 

1m 49.75s 1m 49.71s 

Hans Binder Ingo Hoffman 
Chevron-BMW B35 March-Hart 762 
1m 49.87s 1m 49.B6s 

Harald Ertl Gianfranco Brancatelli 
Chevron-BMW B35 March-BMW 752 
im 50.11s 1m 49.95s 

Klaus aawe Cosimo Turizio 
March-Hart 762 March-BMW 762 
1m 50.47s 1m 50.18s 

Roberto Marazzi lan Grob 
Chevron-BMW B35 Modus-Hart M4 
1m51.01s 1m 50.89s 

Helmut Bross Willi Deutsch 
Chevron BMW B29 March-BMW 762 
1m 51.36s 1m 51.26s 
“Gianfranco” Hans Meier 
Chevron-BMW B35. Chevron-Hart B35 
1m 51.56s 1m 51.40s 

Mikko Kozarowitzky “Gimax''* 
March-Hart 762 March-BMW 762 
1m 52.29s 1m 51.77s 
Lorenzo Niccolini Reinhold Joest 
March-BMW 762 Lola-BMW T450 
1m 52.53s 1m 52.39s 

“did not start 


Did not qualify: Xavier Lapeyre (Chevron-BMW B35), 1m 52,57s; 
Bernard Chevanne (March-BMW 762), 1m 52.62s; Danny Sullivan 
(Modus-Hart M7), 1m 52.76s; Richard Robarts (March-Hart 762), 
1m 5281s; Jean-Pierre Jaussaud (Chevron-Chrysler B35), 1m 
53.65s; Roland Binder (Lola-BMW T450), 1m 54.23s; Hans Walther 
(March-BMW 742), 1m 54.23s; Jo Vonlanthen (March-BMW 752), 
1m 54.74s; Francois Servannin (Chevron-Chrysler B35), 1m 56.75s. 
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EUROPEAN CHAMPIONSHIP 


MUGELLO 


continued 


RACE 


A half-hour warm-up early on Sunday mornin 
did little but serve to confuse. It was still cool an 
the heat of the day had yet to break. What tyres 
should one use? As most teams went out for full 
tank tests, the leading runners thought about 
running G44s in whatever way they wished. As 
for Muir, he tried a G44 on the left corner and 
hated it as it completely upset the car’s handling. 

By the time the 3.30 pm start time drew near, 
the sun had been masked by a thin layer of cloud 
and the burning rays were muffled to bearable 
proportions. It may just be cool enough to survive 
on G50s all round. There again, it ee not. 
Suffice it to say the “big three” played safe. 

Would Muir’s BDX be able to outdrag three 
Renault V6s off the line and all the way up to the 
first corner? Muir didn’t really know. In some 
ways he was lucky to make the grid at all for 
following a clutch change after the morning 
warm-up (where it had broken), there had been 
trouble with the starter motor. Anyhow, the car 
made it and was able to complete the two warm- 
up laps. 

With both Martinis and a couple of the 
Chevrons having a last-minute top-up with fuel, it 
was Arnoux who burst through the front rank to 
lead away onto that all-important first lap. 
Jabouille gave immediate chase while Mur (his re- 
placement clutch having given up the ghost. 
already) held off Leclére, Tambay, Martini, 
Flammini (a good start), Ribeiro, Francia, Pavesi, 
Colombo (a poor start), Binder, Mantova and the 
rest. 

By the second lap, the two leaders had opened 
up a slight cushion while both Leclére and 
Tambay had forced their way by the cheeky 
Chevron, now about to be attacked by a fast- 
rising Ribeiro who had taken Martini, as had 
Flammini. 

It took Alex until lap 4 to find a way around 
Muir and thereafter the little Brazilian rushed off 
after the four Renaults howling away at the front. 
Muir might not have been in a position to match 
those in front of him but he was able to match the 
pace of the rest and he thereafter held a consis- 
tent gap over Martini. Then came a slight gap to 
Pavesi because Francia had already visited the 
pits to replace a blistered left rear tyre (unknow- 
ingly he’d started on G50s all round). 

The Ralt was honking on well, but a queue had 
formed behind which comprised Ertl, Colombo, 
Binder, Mantova, Hoffmann, Ludwig, Marazzi, 
Meier, Kottulinksy and Deutsch while adrift of 
these, and destined to have an unhappy race, was 
Rosberg. Behind him were another couple of 


former Super Vee sparring partners, Helmut’ 


a and Mikko Kozarowitzky. Not a good ad for 
FSV. 


Ertl soon managed to rid himself of Pavesi and, - 
a couple of laps later, both Colombo and Binder 
did the same. The first retirement at this stage 
was Reinhold Joest, the sports car driver who was 
having his first-ever single-seater race in the 
modified ATS Lola-BMW T450. 

With 10 laps gone, Arnoux was still in front but 
Jabouille was sitting right on his tail, the pair of 
them inching quite noticeably away from the 
others so that by lap 13, their lead was around 
10s. 

Leclére seemed to be having a spot of bother at 
this stage for he was unable to match the leaders’ 
pace and in next to no time, Ribeiro had caught 
Tambay and the pair of them sat on Michel’s tail. 
Muir and Martini were now on their own while 
Ertl had broken free of Flammini, the latter 
having to contend with Colombo and Binder. 
Then came a gap to Pavesi who now had Marazzi 
heading the queue behind. However, after a few 
more laps, Roberto retired and Mantova took up 
the chase, the pair of them gradually pulling away 
from the two Kauhsen cars, who had, in turn, been 
passed by Kottulinsky. However, Freddy was 
soon destined to retire along with Marazzi while 
further up front, Ertl had to make a pit Bop on 
lap 14, he too having suffered from a blistered left 
rear tyre. nar 

It was on lap 14 that Jabouille made his bid to 
take the lead, and it succeeded. Arnoux’s Martini 
seemed to be sliding much more noticeably 
through the fast fourth gear sweeps but instead 
of the yellow Elf rushing off into the distance, 
Rene hung on a couple of seconds or so adrift. At 
the same time, Binder spun his Chevron away 
from the Flammini/Colombo chase _ while 
Jabouille’s lead over third man Leclére was now 
14s. Muir, driving a spirited race in sixth place, 
was 5s behind Ribeiro and holding that gap while 
Martini was a further 5sin arrears. 
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Ingo Hoffman using all the track and more in his 
efforts with his March. 


On lap 18, Tambay got the better of Leclére but 
it took Ribeiro another couple of laps to do the 
same and it became obvious that Leclére was in 
trouble and holding up the Brazilian for Muir had 
caught the pair of them. Once Alex had struggled 
by, Tambay had gone and Alex spent the race try- 
ing, albeit in vain, to make up the lost time. It was 
a gap that remained constant throughout. 

uir, although close to Leclére, couldn’t find 
the way through and without a clutch, he found 
the Elf 2J a slight hindrance for Martini began to 
close the gap at an ever increasing pace. Further 
back Flammini lost the presence of Colombo on 
lap 21 when the Italian suffered a rear G50 tyre 
failure (it had chunked through on the inside 
shoulder) on one of the fast 4th gear right-handers 
at the bottom of the hill. The March tore into the 
two layers of catch-fencing before thumping the 
Armco. 

Colombo was trapped in his car by both the 
catch-fencing and the crumpled footwell. The 
front-mounted battery shor 
small fire but the author was first on the scene 
and, along with a marshal, was able to prise 
Colombo out of the car while photographers 
looked on, merrily clicking away. Bastards. 

Although Alberto was unhurt (apart from a 
bruised ankle), the ambulance and rescue vehicles 
arrived a day late. Rumour has it that Sandro 
Angeleri from March sold Colombo a brand-new 
replacement 762 in the hospital tent afterwards! 

Admidst all the confusion, the race continued at 


out and caused a 


unabated speed. But nothing very much changed. 
Jabouille continued to 7 Arnoux at a safe 
distance while Tambay did the same to Ribeiro. It 
was the Leclére, Muir and Martini trio that drew 
attention when, on lap 28, Michel’s engine burbled 
and before Muir could take advantage, Martini 
was by the pair of them and rushing away. 
Flammini and Binder (having recovered from his 

in) were now gaining noticeably on the ailing 

renchman and they too were by him within a 
couple of laps. Michel eventually quit out on the 
circuit altogether on lap 32. He was a most 
dejected man afterwards. 

Almost as soon as Leclére fell by the wayside, 
Muir began to emulate the Elfs’ “dying swan” act 
for quite suddenly the Chevron was going slower 
and slower. The Australian was pretty tired now 
and the gearbox was having more than its fair 
share to contend with. 

It wasn’t long before Flammini closed right w 
and on lap 38, the Italian forced his waywar 
oversteering March caroush and into the points. 
Binder, now pressuris by Hoffmann and 
Ludwig, who had overcome Mantova and Pavesi 
towards the latter stages (the Ralt slowin 
drastically throughout the final 10 laps), gobbl 
up the ailmg Muir and although Hoffmann gave 
it a real go in the final laps, Binder held onto hit 
seventh place. Ludwig drove well to remain in 
touch with his team-mate throughout, while a 
second or two further back, Mantova held off a 
similar last-minute challenge from Deustch. The 
final unlapped runner, after an uneventful, but 
encouraging first F2 run, was Brancatelli. 

So Jabouille sped onward towards his second 
Italian F2 win of the year, the first being at 
Vallelunga. Perhaps if Arnoux had known that 
Jean-Pierre had failing fuel pressure in those final 
laps, he may have been able to reclaim his earlier 
lead. Still... . “if”. 

Anyhow, in terms of the BMW v Renault 
match, the score is now four-three. The Renaults 
are catching up. But we all know that March will 
win at Enna at the end of next week. 


1, Jean-Pierre Jabouille (Elf-Gordini Renault V6 2J), 1h 19m 28.8s, 
105.798mph; cs Pm 

2, Rene Arnoux (Martini-Gordini Renault V6Mk19), 1h 19m 31.4s; 
3, Patrick Tambay (Martini-Gordini Renault V6 Mk19), 1h 19m 


52.7s; 

4, Alex Ribeiro (March-GmbH BMW 762), 1h 20m 01.8s; 

5, Giancarlo Martini (March-Novamotor BMW 762), 1h 20m 20.5s; 
6, Maurizio Flammini(March-GmbH BMW 762), 1h 20m 30.9s; 

7, Hans Binder (Chevron-GmbH BMW B35), 1h 20m 40.5s; 8, Ingo 
Hoffman (March-Hart 420R 762), 1h 20m 41.6s; 9. Klaus Ludwig 
(MarchHart 420R 762), 1h 20m 43.8s; 10, Gaudenzio Mantova 
Neel BMW 762), 1h 20m 49.3s; 11, Willi Deutsch (March- 

mbH BMW 762), 1h 20m 49.8s; 12, Gianfranco Brancatelli (March- 
Novamotor BMW 752), 1h 21m _03.3s; 13, Hans Meier (Chevron- 
Hart 420R B35), 42 laps; 14, “Gianfranco” (Chevron-GmbH BMW 
.B35), 42; 15, Harald Ertl (Chevron-GmbH BMW B35), 42; 16, Bobby 
Muir (Chevron-Swindon Ford BDX B35), 42; 17. Mikko Kozarowitzky 
eoren Hart 420R 762), 42; 18, Giorgio Francia (Chevron-Trivellato 

W B35), 42; 19, Lorenzo Niccolini (March-Novamotor BMW 762), 
42; 20, Helmut Bross (Chevron-GmbH BMW B29), 42; 21, lan Gro! 
Maceo sett 420R M4), 41; 22, Xavier Lapeyre (Chevron-GmbH 

MW B35), 41; 23, Luciano Pavesi (Ralt-Hart 420R RT1), 40 laps. 

Fastest lap: Arnoux, 1m 49.8s, 1 eeomet 

Retirements: Reinhold Joest (eecm H BMW T1450), head 
gosnel: Freddy Kottulinsky (Ralt-Heidegger BMW RT1), driveshaft; 

berto Colombo (March-GmbH BMW 752), crash; Roberto Marazzi 
(Chevron-Trivellato BMW B35) engine; Michel Leciére opseeekl 

pact V6 2J), engine; Keijo Rosberg (ToJ-GmbH BMW F201), 
clutch. 


Jean-Pierre Jabouille acknowledges the flag administered by race organiser Remo Cattini. 
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Flag get their Stratos 


ex-Preston Safari chassis bought 


Cowan wins 
Heatway Rally 


The International Heatway Rally, 
which finished in the South Island of 
New Zealand over the weekend was 
won by the Chrysler Avenger 1800 of 
Andrew Cowan from Blair Robson’s 
Escort in second place. The rally, run 
in persistent snow and ice, witnessed 
the early demise of favourite Mike 
Marshall’s RS1800 from the scene 
when he went off on the first leg 
after ChEreing off into an early lead. 
Another of the most fancied runners, 
Rod Millen in a Mazda RX4 also 
retired with mechanical trouble. 


NZ tightens belt 


Apart from dates already agreed to, 
no rallies will be permitted to be run 
in New Zealand between October 1st 
and February 28th each year in 
future. This was the decision taken 
by the Motorsport Association New 


Zealand at a recent executive 
meeting. 

Making the announcement, 
MANZ - secretary-general Alan 


Smithard said: ‘‘The executive have 
become increasingly concerned at 
the mushrooming popularity of this 
form of motor sport and are 
conscious of the privileged poser 
rallying enjoys in its use of public 
roads closed eee ly for rail ing, 
and private roads. In no way do we 
wish to abuse this privilege through 


over-use of these roads on which - 


rallying depends.” 

MANZ has also taken steps to 
rationalise the number of race 
meetings and rallies held throughout 
the country as it feels these have 
increased to the point where there 
are insufficient competitors to make 
meetings viabk. 

Race meetings and rallies will be 
cut back by about 30 per cent in an 
effort to make the events more 
financially attractive to competitors 
and provide better entertainment for 
spectators. 


Total men 


The top ten for the South African 
Total Rally which starts from 
Pretoria City Hall next Wednesday 
are seeded as follows: 1, Makinen/- 
Liddon (RS1800); 2, Andersson/- 
Hertz (Toyota Corolla 2-litre); 3, 
Clark/Pegg (RS1800); 4, Mikkola/- 
Todt (Toyota Corolla 2-litre); 5, 
Kleint/Boshoff (Datsun 1400); 6, 
Kallstrom/Drews (Datsun 160SSS 
Violet); oe Fekkon/Boreman 
(RS1800); 8, 
(Toyota Corolla 2-litre); 9, Pond/- 
Richards (Leyland Marina 2-Litre); 
10, Walfridsson/Kasselman (Datsun 
1400). 

Other favourites for overall 
honours include Andrew Cowan at 
13 (Chrysler Colt GS); Jan Hettema 
(RS1800) at 11, Sarel Van de Merwe 
at 12 (Datsun 1600 Violet); and 
Jannie and Chisto Kuun at 15 
(Datsun 160 SSS). 

The rally finishes back in Pretoria 
Saturday week and a full report will 
appear in AUTOSPORTS 29th July 
issue. There are 96 cars entered for 
the event. 
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Sclater/Thorszelius - 


Rally people, both spectators and 
competitors, will doubtless be very 
interested to hear that the stories of 
a ‘new’ Chequered Flag Stratos 
which have been filtering through 
the gloom recently, are true. On 
Monday night the Chiswick garage 
concern wrested their ‘new’ car away 
from Heathrow customs. The 
Stratos, air freighted from Nairobi, 
is the ex-Vic Preston Jnr machine 
which he used on the Safari two 


years ago and which this year was - 


used by the works as a recce car. To 
say it has had a hard life, as can be 
seen, would be an understatement, 
but as Graham Warner said to us, 
“we only really bought it for its 
chassis and the price was right, so 
we went ahead.” 

The ’Flag now face a complete re- 
build of the car, a task with which 
they are already familiar, and 
Warner is hoping to have it com- 
pleted and ready for the Burmah 

lly towards the end of August. 
Currently the car is a mass of ‘“‘very 
tatty parts,” with a score of mysteri- 
ous lugs and pick-up points attached 
to the chassis. where various experi- 
mental suspension arrangements 
have been tried during practice; but 


wheels! Itis likely that this sad machine may be altered before the Burmah! 


the most essential factor as far as 
Warner is concerned is that it is (in a 
manner of speaking), a Safari ‘spec’ 
car with long travel suspension, etc. 


The ’F lag have an engine and gear- 
box, as well as a host of spare 
Stratos parts at their disposal and 
one can rest assured that when the 
car appears for the Burmah it will be 
as immaculate as it is ever possible 
for the private team to make it. Per 
Inge alfridsson, the team’s 
number one driver, was apparently 
delighted by the news, and seems 
certain to continue to drive the car 
when his other commitments permit. 


We sincerely hope that the new car 
in-the-making is blessed with better 
luck than the old, and that Warner 
will be able to turn into a reality his 
statement to us on Tuesday ... 
“from August onwards, we hope it 
won't just be a case of which Ford is 
going to win the next rally because 
we're back in business, and the 
accent is firmly on the word ‘busi- 
ness’.” One must certainly admire 
this small team’s resilience and 
refusal to give up the struggle. We 
hope their return to rallying will bea 
resounding success. 


peas 


Ry 


Changes to Monte regs 


The 1977 Monte Carlo Rally, which 


is scheduled for 22nd/29th January, 
will be changed in a number of 
details from this year’s format, 
according to a Press Conference held 
in France over the French GP 
weekend recently. The most 
important decision taken has been 
the reinstatement of freedom of 
choice in rubberware following the 
largely abortive one tyre type ruling 
which led to so much abuse of the 
regulation this year. Needless to say 
however, with the event running on 
closed French public roads, there will 
be severe restrictions on the use of 
studs, though the choice of the latter 
remains free for the moment. For 77 
studs may only be fixed from the 
outside of the tyre carcase and the 
central band of the tyre (1/3) must be 
free of studs altogether. No more 


than 12 studs per 10 centimetres of 
circumference will be acceptable and 
depending on tyres size, this 
Sunpetee will allow between 180 
and 280 studs per tyreonly. 


The format of the event itself is 
also slightly changed in that con- 
centration routes will re-group at 
Gap, and Monte Carlo will again be 
used as a_ startin oint. The 
classification runs wi be held in 
the French Alps and not in Italy, and 
four supplementary stages on the 
common route will bring the total to 
16. The penalties for maximums on 
stages will now be calculated as the 
average time on the test put up by 
the first five cars (and not neces- 
sarily the fastest five) plus 60 per- 
cent. Prize money has apparently 
been substantually meronantl 


edited by Peter Newton 


Question time 
at ‘open day’ 


On Thursday, August 12th, the 
Rallies Committee will be holding 
their second ‘Open Day’ during 
which Motor Club representatives 
are invited to put their questions and/ 
or suggestions to the panel where- 
upon they will be discussed 
according toa pre-arranged order. 

So that the RAC can make the 
necessary arrangements for a table 
of ‘minutes’ and so that they have an 
idea of the numbers to be expected 
on the 12th, they would like 
questions to be written and posted 
to them as soon as possibJe so that 
discussions can be carried out with- 
out repetition. The questions should 
be accompanied by the name of the 
Motor Club concerned. 


Tony's tests 


Tony Drummond is one of the latest 
recruits to the Castrol Arkell Rally, 
the sixth round of the Castrol 
AUTOSPORT championship which 
takes place on Sunday 25th July. 
One of the principal aims (apart from 
winning of course) will be tyre 
testing for Dunlop using differing 
tread patterns on racing type tyres. 
The A2 pattern it seems gives some 
instability on pure tarmac surfaces 
and the unique combination of loose 
and tar at Cirencester provides an 
ideal testing opportunity. 


No Lancia on 
1000 Lakes? 


Latest reports from Italy suggest 
that neither Lancia nor Fiat will be 
seen on the 1000 Lakes in August. 
Obviously Munari’s precious points 
scored so carefully in Morocco have 
been seen as bemg sufficient; for 
even if Opel should win the 1000 
Lakes, they will then only be level on 
points in the WCR ehaneons is a 
situation which should not unduly 
concern Lancia who must feel justifi- 
ably confident over their chances on 
the remaining rounds of the WRC- 
San Remo, Tour de Corse and the 
RAC. Fiat would have been unlikely 
to have to compete in Finland with- 
out Lancia, although we hear that 
the latter would have gone with a car 
for Lampinen had he not been 
retained by Saab (Finland) for the 
event. 

The next rally on which both these 
Italian teams will be seen will be the 
San Martino di Castrozza on the first 
weekend in September. This event 
may well decide the ECR champion- 
ship and at present Pregliasco is en- 
tered along with Munari in Stratoses 
(the former because of his commit- 
ment to the Italian national 
championship) while Fiat are 
expected to field 131s for Cambiaghi 
and Verini at least. 

With the prospect of entries from 
the Chardonnet Lancia of Darniche, 
the SEATS of Zanini and Canellas, 

lus the Polski Fiat team with a 
Berated for the on-form Jaroszewicz, 


‘the San Martino might well be a very 


exciting rally on which to be 
involved. ... 
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Tour 
thoughts... 


Whatever one’s feelings towards the 
Tour of Britain, whether favourable 
or mixed, one fact is clear, this being 
that the formula of the event still 
has some way to go in order to 
achieve one of its chief promotional 
aims — namely that of getting 
racing and rally drivers together to 
compete on an event which allows 
both their skills to be played off in 
approximately equal segments. 

This year’s Tour of Britain had 
rather fewer racing than rally drivers 
— next year it could well be fewer 
still, for although the circuit mileage 
approximately equalled that of the 
stages, we know that time differ- 
entials between competitors on race 
circuits are by definition, far smaller 
than they are on stages .. . similarly 
there must be a world of difference 
between asking a rally driver to com- 
pete in a race and vice versa, 
especially when it comes to ‘real’ 
stages. To gain an advantage in his 
natural habitat, the racing driver 
would presumably wish his car to be 
‘set-up’ for circuits, yet at the same 
time he is being asked to adopt the 
frame of mind of the rallymen who 
hurl their cars down forest tracks all 
year, almost oblivious of the rattle of 
stones on the underside and the 
crash of overworked suspension, set- 
ting-up their cars for unseen bends, 
etc....Itis a frame of mind that can 
hardly come easily to the racing 
drivers, and certainly several leaders 
on the tracks (ie Gordon Spice) were 
totally unable to make more than a 
token effort at the stages, Gordon's 
efforts resulting in his holing the 
petrol tank at least six times! 

We are not suggesting necessarily 
that racing men are any less versa- 
tile than rallyists ... merely that to 
present an almost equal mileage of 
stages and races probably puts the 
boots rather too firmly on the rally 
driver’s feet. Quite how to strike the 


Castrol 
AUTOSPORT 


What price 
40p? 


Regulations are now available for the 
Castrol ’76 — the penultimate round 
of the Motor RAC championship and 
the final round of the 
Castrol/AUTOSPORT championship. 
The rally is promised to be very 
similar to the successful format run 
last year — ie: around 95 miles of the 
best forestry stages in Wales 
(Hafren, Dovey, Myherin, Ystwith, 
etc) within a total route of around 
only 200 miles. Once again the 
Wolverhampton and South Staffs 
MC are basing their excellent rall 
on Aberystwyth and as promised, 
the accent will be on long stages, 
rather than the short three and four 
milers to which the British brand of 
rally driver is so accustomed. 

A new innovation for this year, 
however, concerns prize money. The 
organizers have decided to offer 
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One of the De Nae of the Tour.... a relaxed, smiling Tony Fowkes and 


Mercedes 450 SL 
enthusiasm got the better of him. 


correct balance is a contentious 
question and this compromise event 
in trying to placate both parties, has 
always been open to criticism from 
both sides ... yet most manage to 
enjoy themselves immensely, none- 
theless. In the past the Tour has 
been accused of being biased in 
favour of the racers; too lenient with 
competitors infringing timing regu- 
lations; or finally with not being 
generally tough enough. This year 
the Tour was certainly tough. There 
was little time (perhaps too little) for 
dawdling, and the schedule was any- 
thing but relaxed with the result 
that many competitors found them- 
selves hurrying around most heavily 
populated areas of the country at 
rather higher speeds than perhaps 
would have been advisable for the 
retention of the sport’s public image. 
Many competitors were booked for 
speeding and associated traffic 
offences, some on more than one 
occasion, and a situation like this is 
never exactly beneficial to the cause 
of motorsport. Yet no one would 
argue that the event does not have 
tremendous potential, and as a pro- 
motional platform its importance 
can be gauged by the attitude with 
which works teams approached pro- 
ceedings. To win the Tour of Britain 
is still regarded as a most coveted 
prize, and the appearance of ‘per- 


similar prize money’ (namely £45) to 
each finisher between first overall 
and fifteenth overall, reasoning that 
the Russell Brookeses and Ari 
Vatanens of this world are not that 
desperate for the £100 or so which 
they might have won had the money 
been spread out in its usual differ- 
ential fashion. Similarly class 
winners will also receive the same 
amount, so morecompetitors will get 
aslice of the benefits. 

The entry fee is also £45 — a figure 
which takes into account the new 
forestry stage charges which are ex- 
pected to be in creas by October 
(this rally will the first major 
British event so affected) and David 
Cozens, the Secretary of the 
Meeting, has calculated that out of 
that fee, the Foresty Commission 
will be taking just over £41! This 
staggering total is another reason 
for the change of tactics over prize 
money, for the organisers felt, no 
doubt rightly that an entry fee of 
over £50 would have irrevocably 
alienated the rank and file from ob- 
taining an entry and competing. 
Budgetting for 100 or so entries wit. 
40p per car mile levies to con- 
eee te leaves very little in the 

itty.... 

The rally is scheduled for Satur- 
day, 16 October. Clerk of the Course, 
as usual, is David Stephenson and 
regs are available from David 
Cozens, Flat 11, West Lodge, 76 
Tettenhall Road, Wolverhampton, 
Staffs — SAE, please. 


'— Silverstone (above) was one of several places where his 


sonalities’ like Denny Hulme, Noel 


Edmonds and James Hunt gives it a 
‘showbiz’ feel which attracts both 
sponsors and media — two quan- 
tities with which the sport in general 
could do with a lot more of. The Tour 
of Britain, one hopes, is again estab- 
lished in the calendar . . . it would be 
a pity if it evolved into nothing more 
than a Group One rally for homo- 
logation specials. It seems that the 
racing men may shy away from the 
contest next year if the format 
remains the same. 


Quote of the week 


At Snetterton, Stuart Turner and 
Peter Ashcroft were standing 
watching the race from the Press 
Box. As Roger Clark’s smooth pro- 
gress around the circuit continued, 
so Mr Turner’s fingers drummed 
rhythmically on the back of a 
wooden bench .... despite the Timo 
Makinen shock at _ Silverstone, 
things appeared to be settling down 
well for Ford. The drummin 
continued as Roger extended his ad 
towardsthe close of therace. 

Suddenly commentator Norman 
Greenway’s voice rose in anti- 
cipation of a new drama .... “I 
think Clark’s slowing .... 
appears to be pulling in.... 
drumming stops. “‘No I think its OK, 
he going again now ... .”” drumming 
resumes. ‘‘Oh dear, he’s definitely in 
trouble and he’s pulling in now!” 
Drumming ceases again, and a 
pregnant pause ensues, broken 
eventually by a solitary, heartfelt, 
and well-known expletive! 

t? 


Time too tigh 


Criticisms about the tight road 
mileage on the Tour of Britain were 
refuted by John Davenport and 
Chris Sclater at the end of the event. 
These two experienced rallymen 


travelled every inch of the Tour in an 
automatic Granada but were delayed 
by alternator trouble (not as re 
ported). However, they kept within 
speed limits Ganmagnont, something 
that is obligatory for Sclater due to 
the state of his licence. 

Davenport laid some of the blame 
for the necessity to speed on public 
roads at the feet of the co-drivers, 
saying that they perhaps spent too 
much time chatting at the end of 
stages and delayed too long at 
service halts rather than getting on 
with the road mileage while they had 
sufficient time. Every minute of 
delay means more speed required on 
the road, so cups of tea, and general 
social has to be kept to a minimum. 
This was a problem that was 
aggraviated by the tightening of the 
Tour this year in comparison to 
years pees Some people suggested 
that the road mileage in Wales was 
tougher than the Welsh. 


Simpsons again 
this Sunday? 


The seventh round of the Esso 
Uniflo BTRDA Gold Star champion- 
ship takes place this Sunday when 
the first car leaves the Pointer Motor 
Company’s HQ in Aylsham road, 
Norwich at 08.30 for the start of the 
Lancia Pointer. The lunch halt is at 
the Phoenix Hotel, Dereham, where 
first car is expected at 12.00 and 
leading cars are expected back at the 
finish in Norwich at about 4.45pm. 
There are 15 stages in all, totalling 
just under 42 stage miles. Leading 
the championship at present and 
first car on the road is the RS1600 
belonging to the Simpson brothers. 
Top ten crews as follows: 


1, G. Simpson /A. Simpson (RS1600); 2, R. Whittal- 
Williams/R. Hemmings (RS1600); 3, F. Pierson/A. 
Brick ee 2 4, J. Eaton/D. Spence (RS1600); 
5, D. Wallace/P. Mayhew (RS1600); 6, T. Morris/R. 
Learis (RS1600); 7, R. Walker/S. Cross (RS1600); 
8, D. Palmby/P. Clark (RS2000); 9, K. Webb/D. 
Bates (RS1600); 10, D. Johnson/T BN (RS1600). 


Other leading crews include Terry 
Kaby’s Mini, Dick Beeby, Charles 
Eveson and John Lloyd. 


@ Northallerton AC is running its 
copromoted Autumn Stages rally on 
Sunday, 19th Sept. The event, run 
on maps 92, 98, 99 and 104, will have 
its emphasis on smoother stages and 
on keeping competitors’ costs to a 
minimum, with about 30 stage miles 
in a total distance of 110 miles. 
Regulations will be available soon 
from Mrs. Lyn Owen, “‘Motoscope”’, 
es + pies Road, Billingham, Cleve- 

nd. 


Victor and runner-up in Poland. Andrzej Jaroszewicz (centre) poses with 


Zanini (left) and an apparently despondent Petisco. Andrzej now leads the 
ECR championship with 230 points followed by Zanini (210) and Darniche 


(200). 


Three weeks ago, Jaroszewicz won the Golden Sands rally i 


ECR lead by winning the Polish. 


POLISH RALLY 


Pew. 


this car. Last weekend he moved into an 


Jaroszewicz tops chart 


Jaroszewicz’ Stratos win puts him into ECR lead — Zanini’s SEAT a 
close second — Report and photographs: MARTIN HOLMES 


Success in Polish rallying is a matter of 
honour for Andrzej Jaroszewicz, the driver 
of a Lancia Stratos, the leader of the Polski- 
Fiat rally team. Everything is at his 
disposal for the purpose of winning rallies, 
and now he has won the Polish Rally, the 
major event in his home country. It was a 
mighty near thing though, at one point he 
went off the road; while at a final control 
thanks to a co-driver error, he clocked in 
three minutes too late. But with an 
assurance that suggested he was meant to 
win, these little troubles did not spoil the 
outcome. He beat the menace of the Spanish 
challenge (Zanini’s SEAT was a close 
second, Canellas’ similar car had brake 
trouble) and in doing so he has now placed 
himself at the top of the ECR charts, with 
230 points. Behind with 210 comes Zanini, 
and then with 200 the French Stratos driver, 
Bernard Darniche. If Jaroszewicz proceeds. 
to hold his lead till the end of the year — and 
his energetic programme indicates a 
determined effort to this end — he will be 
able to look back with pride to the Polish 
rally, the event im which he took the 
championship lead. 

What a pleasant contrast is this year’s ECR 
series! Last year all we could see was the fast dis- 
spocaring figures of Maurizio Verini and ‘‘Coco” 
Rossetti leaving their rivals obscured by the dust 
of their little red Fiat Abarth 124, but this year 
we have a really close battle between three 
drivers, from completely opposite ends of the 
Continent. About the only common denominator 
between the three drivers are the cars: all are 
Italian-based, two of them drive Stratos. 
Darniche began his challenge on the French 
events and only gradually appreciated he would 
have to go outside France to stand a chance. His 
first event this year outside France was the 
Italian Four Regions, which he won and which 
took him at the time to the top in the series. 


Zanini presses on in pursuit of the Stratos. 
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Zanini with a heavy programme at home could 
only come away from Spain in mid-season and his 
fourth place at Ypres helped to consolidate the 
two excellent Spanish positions earlier in the year; 
While Jaroszewicz started the season in an old 
Abarth 124, waiting for the arrival of the 
Stratoses (yes, plural: he has three. One training, 
two for competition). Two tentative first outings 
helped him to become accustomed, and then on 
the third event in nearby Bulgaria the Pole 
launched his serious attack on the series with a 
win on the Golden Sands. On the Polish Rally, 
Zanini and Jaroszewicz did battle, with Darniche 
back home waiting anxiously to hear what the 
outcome would be. 


ENTRY 


The opposition to Jaroszewicz and Zanini was 

tentially powerful but in the event it failed to 
ive up to its promise. Canellas as usual is a 
worthy SEAT teammateas his Ypres second place 
showed, Stawowiak is at last able to show his true 
talents now he has the use of Jaroszewicz’s old 
124 Abarth and is no longer restricted to the 125P 
models. The Eastern drivers in Renault 17 
Gordinis always form a strong threat, in terms of 
determination and reliability rather than actual 
performance. This time all the three major cars 
were present: the Pole Krupa, the Hungarian 
Feriancz and the Bulgarian Tchubrikov. These 
are not far-away names with fancy cars: they are 
serious entries managed by France with drivers 
extremely adept at the Eastern events. The sight 
of Krupa with his old 12 Gordini last year would 
have convinced anyone of his ability. Feriancz had 
come third on the Golden Sands last month. The 
cars are almost identical, the only difference being 
that Tchubrikov does not possess the power 
steering for this FWD car that the other cars 
have. The Ladas are also active. They are tired of 
the Peace and Friendship Cup (the Eastern 
European championship) passing each year to 
Poland. Slowly their cars are being improved. 
Since the Acropolis Rally work has been done on 
the engines. ereas in Finland last year they 
had 90 bhp, they talk now of 140 bhp. Polski Fiat 
had three 125Ps, two, driven by Ciecierzynski and 
Komornicki with Abarth prepared engines and 
one with a normal motor (all with twincams at 
1600cc). Wartburgs were entered, as were no. 
fewer than five Skodas. Foreign entries came 
from Hungary, Spain, Sweden, Russia, Germany 
(East & West), France, Austria, Denmark and 
Bulgaria. 


RALLY 


The rally was a two-night affair, with inevitably a 
fair amount of daylight driving in the evening and 
the morning. Darlmess falls early at about 2.00pm 
with daylight breaking shortly after 3.00am, but 
despite a very wet first night, there was little if 
any of the traditional Polish fog in evidence. The 
rally territory in Lower Silesia is beautiful, being 
close to the Czechoslovakian border for much of 
the route. The two loops are each based on 


Wroclaw, the first being considerably longer than 
the second. Whereas most of the stages are on 
asphalt roads, the gravel stretches that were used 
were much tougher on the cars than many people 
wanted, except those who felt this, would give 
them the og 4 possible opportunity of stopping 
the Stratos from winning. The only other dis- 
agreeable aspect was the incessant use of radar 
traps. This was clearly with the approval of the 
organisers, as marshals were present at some of 
these traps simply to collect tear-off portions 
from roadbooks. At other places there were no 
marshals, and the loss of Plotys was the only 
deterrent. One special test was included — a very 
special one! It comprised two laps of an incredibly 
fast loop among the mountains, over 900 metres 
high, where the average speed of the fastest cars 
was considerably over 75mph. At this stage, 
Jaroszewicz took just 21} minutes for 48 kms! 

Jaroszewicz was, one senses, a little nervous. 
He scored fastest time on the first test and went 
off on the second. Admittedly it was slippery, 
admittedly it was a mixed gravel and asphalt 
stage where muddy tyres struggled for grip on 
the road, but to many people it seemed a Fittle 
early for such an error. Even if he finished the 
first night several minutes down, he could make 
good the deficit on the second. It séemed he 
earned his mistake, as the next few stages were 
tackled with far less abandon. Zanini took the 
lead until the eighth stage when there was 
confusion over some stage times. Ultimately this 
did not matter as the Stratos eventually pulled 
sufficiently ahead of the SEAT to cover the 
difference and the other people concerned retired. 

Canellas appeared to gain the advantage and 
hold a lead until he stopped with brake trouble. 
The servo developed a fault which appeared to 
lock the whole brake system solid. After five 
minutes it freed and the brake pedal went to the 
floor. The driver felt it was time to abandon. Then 
Stawowiak took over until he too had brake 
trouble, this time with pads seized onto the discs. 
Cold water eventually freed them, but eight road 
minutes were lost and then a pipe to the oil cooler 
broke and he was out. Zanini was back again, but 
Jaroscewicz was gradually overhauling him as the 
night dried out. 

The Renaults were in all sorts of trouble. 
Feriancz had a hub joint fail, Krupa had an “off” 
which badly bent the rear axle. This was changed 
completely at the loss of ten minutes penalty but 
then he went off again, this time damaging the 
front suspension beyond repair. Only Tchbrikov 
remained but as the rally cars made their way 
back to Wroclaw for the halt he retired with a 
failed crown wheel. The Stratos was just less than 
a half-minute ahead, with Komornicki third and 
the Ladas next. Brundza was complaining about 
misfiring at high revs but his position was satis- 
factory. 

The second night began drier than the first. 
With less of the gravel roads Jaroszewicz was 
able to cruise home to win. Certainly Zanini’s 
mind was more on the opportunity of those 60 
points for second place than the honour or win- 
ning. The speed test was exciting to watch, 
though Brundza found he was not able to main- 
tain progress thanks to alternator failure. He 
cruised through this test with almost no head- 
lamps, and when he found he still had consider- 
able distance to go before service, he was forced to 
give up. Girdauskas caught up a Polski 125P 
which would not give way: it sprayed the Russian 
car with dirt and broke all but one of the lights. 
Ciecierzynski lost 14 minutes road time with a 
broken fuel line while team-mate Bien lost a lot of 
time with punctures. Jaroszewicz was now well 
able to cruise to the finish, where he arrived some 
four minutes ahead on stage times. It became 
Zyszkowski’s turn to become anxious. He saw a 
“1” on his timecard, read it wrongly as a “4” — 
and clocked in at the final control three minutes 
too late. The difference was not too great, but it 
was an anxious moment. 

Thirty-one of the original 74 starters made the 
finish, 29 of them in another competition from the 
two up front. Official results did not entirely tally 
with results compiled by competitors — they were 
very late in being produced but the number of 
leading retirements and the spread of survivors 
made this, like the earlier wrong stage times, im- 
material. Poland has another ECR event in 
November, the final round in the series. This is 
the Polski-Fiat rally at Warsaw. It would be 
fascinating if the championship remains as close 
as it now is, and all three contestants have to’ 
return to Poland to enter this event as a decider. 
If Jaroszewicz does not win this event, heaven 
help Poland! 


1976 Polish Rally, 9-11 July,ECR coefficient 4 
1, A. Jaroszewicz/R. Zyszkowski (Lancia Stratos), 157.18.4; 
2,A. Zanini/J. Petisco (SEAT 1430/1800), 158.21.4; 
3, K. Komornicki/J. Wojtyna (Polski Fiat 125p), 172.28.0; 
4, K. Girdauskas/A. Girdauskas (Lada 1600), 174.00.1; 
5, T. Ciecierzynski/S. Brzozomski (Polski Fiat 1225p), 176.64.0. 
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Driving to perfection, Ari Vatanen kicks up the dust at Wiggenhall on the first day with the full 


responsibilities of Ford's effort on his young shoulders after the demise of Clark and Makinen. 


Hats off to Ari 


Ari Vatanen victorious as Ford's only works finisher — Clutch trouble 
hits Clark and Makinen — Pond retires but Culcheth second for 
Leyland — Two DTV Magnums in top four 
Report: BOBCONSTANDUROS—Photos:COLINTAYLOR PRODUCTIONS 


Two major victories in two weekends: that’s 
the record of Ford’s young protegé, Ari 
Vatanen; first the Jim Clark rally and last 
weekend, the Texaco Tour of Britain. The 
24-year-old Finn started badly perhaps with 
a near-spin and a minor collision at the very 
first competitive corner of the event but 
that was his only problem, and when the 
other Ford works cars of Timo Makinen and 
Roger Clark retired at Silverstone and Snet- 
terton respectively, the Finn and co-driver 
Peter Bryant took over Ford’s responsibili- 
ties on the event magnificently, hauling in 
Brian Culcheth’s leading Dolomite over the 
competitive stages in Wales during the 


night and finishing easy winners. The works ~ 


Dolomites of Culcheth and Tony Pond were 
lying first and second in the event, but Pond 
retired with no oil pressure after a brief off 
had holed his radiator. Culcheth continued 
well but was just no match for the young 
flying Finn, finishing a fine second overall 
with Ray Hutton for the second year 
running. Third and fourth, after various 
dramas, were the two works Vauxhall 
Magnums of Will Sparrow/Rodney Spokes 
and Gerry Marshall/Mike Greasley. Sparrow 
lost much of his time on the circuits and 
then had an off at Loton Park on the Sunday 
which cost him about a minute and a half, 
while Marshall started off by having to 
change a gearbox on the Friday at Silver- 
stone and later needed another one; he was 
also consistently plagued with selection 
problems indicating that the actual location 
probably wasn’t right in the first place. 
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There had been pretenders to third place, for 
both John Taylor/Charles Reynolds in 
Haynes’ RS2000 and Barrie Williams/Peter 
Jopp (RS2000) had been in that position but 
Taylor picked up a maximum on Loton Park 
with a misroute (which annoyed him 
greatly) and Williams, after losing his 

rakes early in the event, was in third place 
at the very last competitive event at 
Mallory Park, leading his race when the 
gearbox stiffened and the selector jumped 
out and left him gearless, a maximum drop- 
ping him to fifteenth after a fine run. 

Politically speaking, there was probably 
more controversy than in years past. Re- 
sponding, perhaps, to a call from rall 
drivers to tighten up the Tour, the BRSC 
found themselves under criticism from com- 
petitors for tight road sections, rough 
stages and running a mini-RAC rally. There 
were no longer the socials and stopping for 
meals, it was all go, go, go and at the end of 
it all, very few cars were undamaged and 
some were positively wrecked. Police 
activity was high, particularly in Lincoln- 
shire, and Gloucestershire and at least 
twenty drivers were booked, some more 
than once. All this will make a Tour of 
Britain in the future different proposition 
for competitors, and various drivers ex- 
pressed doubts as to whether racing drivers 
will be all that keen to compete in the 
future. The bias had swung very much in 
favour of the rally drivers, but one hears 
that plans for that to be rectified in the 
future are already under way. 
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As usual, the Tour of Britain, under its new 
Texaco guise, started in Birmingham at the Great 
Barr Post House early on the Friday morning. 
The wide grounds of the hotel revealed consider- 
ably more works participation than last year. 
There were three Vauxhall Magnums, three Ford 
RS2000s, two Dolomite Sprints and various semi- 
works cars including the gold Mercedes 450SLC 


- for Tony Fowkes/Jonathan Ashman. Vauxhall 


were running two DTV cars for Marshall/Greasley 
and Sparrow/Spokes and a third car, running at 
James 
Hunt/Noel Edmonds, this with sponsorship from 
Reveille/John Day Models. Ford had three cars 
too: Ralgex-sponsored for Timo Makinen/Henry 
Liddon, Allied Polymer for Ari Vatanen/Peter 
Bryant and Wigham Poland for Roger Clark/Jim 
Porter. Vatanen’s car was a _left-hand-drive, 
German-built model and all three featured various 
newly homologated bits with Racing Services 
engines, the most important of which was said to 
be their new high ratio steering rack. Brian 
Culcheth/Ray Hutton and Tony Pond/Dave 
Richards made up the Leyland Cars team, Cul- 
cheth in a Don Moore-engined G1 rally car and 
Pond in a new Broadspeed-powered example. Opel 
sent over Walter Rohrl and an Open Kadett GTE 
which had been rallying in Germany, Mike Broad 
being the co-driver for this event. Other fancied 
RS2000 drivers included John Taylor in a 
Haynes entered RS2000 with Hoyle power, Ronnie 
McCartney/Terry Harryman in a Woolworths- 
sponsored car and Barrie Williams borrowed a 

k1 version from Withers of Winsford and built 
it up in the road outside his London flat. Tony 


Lanfranchi and his brother Malcolm had an 


Arian-prepared Mazda RX3 sponsored by 
Richard Berry and Partners, London estate 
agents, while Denny Hulme and our man Pete 
Lyons were in Lanfranchi’s Radio One contending 
opel Commodore, being serviced by Monorep. In 
other bigger cars were Fowkes and Ashman in the 
Mercedes, Derek Worthinton, driving the PAO 
BMW 3.0 Si normally pedalled by David Taylor, 
and Brian Pepper and John Cooper were in their 
General Relays-sponsored cars, Opel and BMW 
respectively. Gordon Spice began a busy three 
days in Peter Clark’s normal 3-litre Capri, spon- 
sored by MM Plant Hire and run by Wisharts 
Garage. Competitive Avengers came from Chris 
Field, Robert James, Chris Daisy and Charlie 
Wood, while other competitive cars included a 
Mk1 RS2000 for Henry Inurietta, the same BMW 
as last year from Norway’s Valter Jensen and Jan 
Churchill and Richard Iliffe in Opel Kadett GTEs. 
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David da Costa had his Debenhams-sponsored 
Escort Sport out, while Mike Freeman was usin 
da Costa’s last year’s RS2000 and both Nige 
Clarkson and Chris Wathen had Mk2s. 

As usual, the rally started with a two-day 
stretch lasting through the night with an East 
eoptan loop, through the Midlands into Wales 
and then up through Gloucestershire and 
Warwickshire to Donmgton on Saturday. The 
first visit was to Silverstone for four 15-lap races, 
but already the first problems were arising, es- 
pecially for Tony Pond who found his motor going 
rough on the motorway and stopped to change 
the plugs and points which did not help much. At 
the start of the first race, both Pond and Marshall 
led for the first lap before Gordon Spice’s Capri 
came steaming past. Vatanen found Copse 
coming up a bit quick just after the start and used 
Culcheth to help him stop which delayed them 
both. After lap two, Spice was leading Makinen 
and then Marshall who had Pond and Clark with 
him; then a great shower of metal from under the 
RS2000 sto Makinen and the first Ford was 
out. Next, Marshall had his first problem and 
started dropping back, the Magnum stuck in 
fourth gear and Brian Perper was another to slow 
with a detatched oil-cooler pipe which sent out 
clouds of alarming smoke and he pitted. At ten 
laps, Spice was leading a very smooth Clark, then 
Pond, Williams, Culcheth, Marshall (slipping 
back), John Taylor, James Hunt and Walter 
Rohrl, but the latter wasn’t to last much longer. 
The Opel stopped out on the circuit with the 
whole car blown up. The oil overheated and then 
lost oil Direrure and finally blew. At the finish, 
Clark closed up very well on Spice and in fact 
crossed the line a second behind. Pond was 21s 
back with Marshall three seconds behind him, 
then Williams with Culcheth further back 


followed by John Taylor, having a good race on a © 


circuit he 
handling. 

Back in the Paddock, the cost of the first race 
was counted. Makinen was certainly out as was 
Rohrl. The Ford’s problem amounted to the 
clutch exploding, ultimately traced to some new 
three-strap clutches from AP. One strap gave way 
and the whole thing went off balance and just 
blew the bellhousing into pices too. There simply 
wasn’t time to change the bellhousing and the 
flywheel and get to the first stage. Ronnie 

cCartney ran out of petrol which wasn’t too 
geod and Jim McRae Bech ped his production 

auxhall Magnum sponsored by SMT when the 
fuel pump packed up. Both Dolomite Sprints had 
niggling problems, Culcheth’s with a jamming 
throttle spring and Pond’s with locking rear 
brakes. Marshall had to have a new gearbox as his 
was jammed in fourth and Sparrow needed a new 
alternator. Lanfranchi reckoned he lacked power 
and the exhaust was blowing. Clarkson won the 
second race with a respectable time with Walton 
second and Freeman third. 

Not far from Silverstone was the first stage at 
Yardley Chase but this wage never made any dif- 
ference for, down the field, Ian Marshall lost 
control at the finish, rolling his Alfa off the stage 
and proceedings had to be halted. Then Richard 
Piper, somewhat flustered through lack of time, 
arrived on a tarmac jump, landed badly and rolled 
his Penthouse/Rizla-sponsored Fiat 128 into a 
ditch. His delectable co-driver, Suzanne Turner, 
had some bad cuts on her forehead and needed 
hospital treatment; by the time other cars finally 
made it onto the stage, it was very late and a 
decision was taken to cancel the whole stage. 
However, some cars, including Wathen, seemed to 


never seen, despite extraordinary 
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Driving with his usual determination, Brian Culcheth takes his Dolomite Sprint 


« 


through the quarry at 


Bardon on Sunday afternoon heading for second overall. 


do the stage three times, always being step ed for 
one accident or another, and they arrived late for 
Snetterton’s 15-lap races. However, these road 
penalties were discounted. 

Spice was again an early front runner at 
Snetterton’s first race, but a couple of moments 
dropped him back behind Williams and Marshall, 
with Clark coming up on them both. Once again 
Clark showed his racing prowess (and the speed of 
the RS2000), and got by them both while behind 
were Spice, the two Dolomites and V atanen before 
a gap to Taylor and Sparrow. Spice got back on 
Williams only to slow again as the car overheated 
when the fan belt broke. Then, just as it seemed 
that Clark had the race in the bag, the gear-lever 
came off and then the car slowed and stopped: 
exactly the same problem again, an exploded 
clutch. Suddenly, Ford were down to one car. 
Walton benefitted from Clark’s retirement as he 

‘ot the front struts fitted to his car. Pond wasn’t 

appy, despite finishing fifth, for a tyre grew and 
upset the handling. John Cooper stopped his 
BMW with a chunkmg tyre so he collected a maxi- 
mum, and at this very early stage, Barrie 
Williams led by just three seconds from Spice and 
the two Leyland cars were equal, four seconds 
back. Vatanen was next, but 17sin arrears. 

So the proper stages started finally with a 
bunch of three in Norfolk, Hockering Wood, 


Sennowe Hall, Wiggenhall. There was quickly a 
delay on the first for Hunt put his Magnum into a 
tree and was all for giving up there and then. 
However, they got the car out, banged out the 
dent in the front of the car and fitted a new radia- 
tor. Pond came across the Vauxhall and nearly hit 
it, which slowed him considerably. Gerald Braith- 
waite, running at 88 in an RS2000, was two 
seconds faster than anyone else here, with 
Inurietta next before Vatanen, Culcheth, 
Williams and Charlie Wood’s Avenger. Williams 
was in trouble however, with a lack of brakes 
which was to become more serious. David Hard- 
castle’s Capri and Norman Dickson’s Datsun were 
both casualties here, the former with run 
bearings, the latter going off the road. 

Sennowe proved to be victorious for a hard 
trying Pond with Culcheth next. Sennowe, of 
course, was the stage where Pond pulled out such 
an advantage last year. Vatanen was third while 
Jensen was another to do well here as he did last 
year. Walton went off on this one, fairly lightly 
initially, but when he tried to get back on, he hit a 
low tree stump and although the car didn’t look 
too bad, it was heavily creased throughout. 

The third stage, Wiggenhall, proved to be the 
undoing of Williams who lost his brakes and 
clouted a bank hard which moved the right front 

> 


Bordon S pe Gerry Marshall and Barrie Williams dice at Snetterton prior to Spice’s overheating problem, which saw Williams and Marshall battle it out to 
the end of the race. 
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wheel back. However, a GPO telegraph pole 
proved to be a good solid anchor and they pulled 
the wheel back on that but he lost road time. This 
time, Vatanen and Pond tied for the fastest stage 
time, despite Pond’s going off through a dusty 
bank. Culcheth, Sparrow, Taylor and Inurietta 
followed. 

The run across Lincolnshire up to Cadwell Park 
from Norfolk isn’t a very good one, and then it 
started raining on the slippery road. The real 
headache however, were two police cars which 
proceeded to do ood business with rally cars. The 
much publicised Hunt incident obviously was 
caused by the initial accident for they were only 
just within their road allowance. However, 
Cadwell, (using two laps of the circuit before some 
rough), was not fortunate for Leyland, for while 
Culcheth lost two seconds on Vatanen, Pond, 
(leading the rally at this point), lost his oil pres- 
sure altogether and reckoned the main bearings 
had gone, so that was his Tour over and done. 
Williams, now with the car all sorted out, got 
third time here with Marshall next before Taylor 
and Inurietta, still going well. Both Mike 
Freeman and David da Costa did three laps of the 
circuit instead of two which didn’t help them 
while Williams actually booked in late from the 
road, after repairing a bent suspension part. 

Not far away was Ludford, a fairly short 
stage run in the gathering gloom of a wet, rainy 
evening. Inurietta was still gomg well and was 
fastest by a second from Culcheth and Vatanen, 
on the same time again. Taylor, Sparrow and Mc- 
Cartney were all spread out a bit behind. Freeman 
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stopped here with his high tension leads pinched 
but was mainly delayed by his extra lap at 
Cadwell. 

The James Hunt saga contmued here when he 
was taken away in a police car for 17 minutes and 
was met by Noel Edmonds further up the road. 
Then the lights packed up, but by this time, they 
were approaching OTL and having been detained 
once by the police, Hunt was loathe to be put in 
the same position again, even though the Tights 
would have taken only a few minutes. Thus 
Vauxhall number one retired after an undistin- 

ished run, said to have been so because of the 

oodyear tyres on which Hunt was obliged to 
run. In itself, this upset him, and he was 
aggravated by the police, of course.... 

e next stage was Balderton, or Cotham 
Fields as it’s sometimes known. By now, the 
weather had cleared up so that even if it was dark, 
at least it was dry. However, this was where the 
lead changed to Vatanen, the Finn setting fastest 
time, while Culcheth did a wall-of-death act on 
one corner and bent his steering rack which he 
never managed to replace. Taylor again went well 
as did Inurietta, third quickest, and MacCartney, 
too. McCartney’s Woolworths teammate Glen 
Mitton was also in the top six on this one. Sadly, 
Valter Jensen retired here with a broken engine 
moanting — not easy to change on a BMW 2002 


Donington was the next stage, run at night, and 
there was much criticism of the stage from 
competitors, principally the racing people. The 
problems were two-fold. First, the arrowing and 
second, the roughness. The stages were bein 
checked throughout by John Davenport an 
Chris Sclater in a Capri, but the car blew up and 
they arrived at Donington only just in time to go 
through, although no alterations could be made. 


Moment of impact as Barrie Williams charges the Wiggenhall bank. He pulled back but was cruelly 
robbed of third position in his last race when leading it. 
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nering styles: left is Will Sparrow and right, racing driver Gerry Marshall on the Wiggenhall stage. 


Williams, for instance, arrived over a flat brow to 
be confronted by a line of Donington’s not 
inconsiderable kerbing. He threw it sideways, 
fortunately the eight way, caught his wheel on the 
kerb which tore the tyre and had to continue on a 
flat. Peter Ripley rolled his Mexico on the stage 


‘but continued quite easily, but not so one of the 


little Norwegian Honda Civics, which stopped for 
ever. John Cooper changed the shape of his BMW 
here by hitting a kerb so hard that he completely 
twisted it and it continued crab-like for the rest of 
the tour. 

Gordon Spice was a considerable critic of the 
stage, maintaining that it was a car breaker, and 
to prove the point, he changed his front strut 
here, just one of his many problems. Overheatin, 
at Snetterton had damaged the engine, an 
subsequent stages had holed the fuel tank. 

On Donington itself, Vatanen was quickest, but 
some indication of how people were treating it can 
be gained from the times; sixth quickest was 20 
seconds behind the quickest man. However, 
Culcheth dropped five seconds here so that 
Vatanen fractionally edged ahead. 

Bardon was a little stage just down the road 
where Culch got three seconds back again but 
then there was a long haul over to a couple of 
stages in the Knighton area, both fairly short, 
where the two leaders tied on the first and 
Vatanen pulled up a second on the next. At this 
pointy Vatanen led by just four seconds from 

ulcheth while John Taylor’s consistent 
performance put him in third, albeit seventy 
seconds down on the second man. Sparrow was 
forty seconds down on Taylor, and then Williams 
was next in front of Marshall, Inurietta, Wood, 
Wathen and Spice. 

As day was just beginning to dawn, there were 
two Welsh forestry stages on Nanty, one 
followmg the other. These were ten minutes and 
four minutes approximately and Vatanen was 
easily quickest m each — there was just no 
tcuching him. Taylor was second on both while 
Inurietta was also quick. Wood was third on the 
second one but crossed the flying finish at such 
speed he disappeared down a ditch. A quick trip in 
a marshal’s car procured a tractor from a sleepy 
famer who duly pulled him out and he was on the 
way to Eppynt, albeit with a dented wing and 
deranged suspension. Lanfranchi retired his 
Mazda here as it had become too noisy, and 
threatened to wake the whole of Wales. 

The infamous Welsh Eppynt range saw another 
staggering time for Vatanen, one that people 
could scarcely believe for he was seventeen 
seconds quicker than Culcheth (second) and 43 
seconds quicker than Taylor (third), 

The flyimg finish, wisely, or unwisely, was 
situated on a yee which caused gasps as 
Vatanen finished in the air but cries of alarm 
when Inurietta came over. Seeing the finish 
board, he floored the car and finished flat out. But 
over the yump was a left-hand bend bordered by a 
ditch and Inurietta landed in it at considerable 
speed. The car dug in and started a series of rolls 
which finished three-quarters of the way up to the 
control. The two crew members were basically all 
right, eeeeeh Henry hurt his wrist, but they 
were very voluble in their criticism of the finish, 
especially when Mike Freeman arrived and did 
almost the same thing, except he came to a full 
stop with a badly wrenched front strut. No 
caution boards were in evidence so before they 
arrived, marshals waved down following drivers 
who slowed for the finish. However, Rod Birley 
accelerated after the finish and he too looped his 
Capri even further up the hill than Inurietta, 
which caused further gasps. Fortunately, once 
more, he was unhurt, but the car was absolutely 
wrecked. Freeman got going again after his 
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accident, having set sixth fastest time, just 
behind Williams. 

The road sections in Wales were fairly tough on 
cars and service crews alike so that when the Tour 
arrived at Aust, Seven Bridge, supposedly for a 
breakfast halt, few people had time for breakfast. 
It was straight on to Dodington just along the 
M4, and on this section, Jim Ranson fell asleep on 
the motorway and ran into the back of a van, 
suffering only a couple of small cuts; his Mazda 
was out of the pin ie Cul ueen was quickest on 
Dodimgton, from Williams and Vatanen (same 
time), and then Sparrow, Chris Field and 
McCartney. 

Then it was on to Castle Combe for a series of 


twelve-lap races. Both Culcheth and Taylor made. 


ood starts, but the order quickly changed: to 
ice leading Williams with a gap to Culcheth, 
atanen, Taylor and Marshall. But the latter 
again had pe linkage trouble and ekopiied back 
to eighth, losing more time to Williams who closed 
up on Spice and was given the sametime. ~ 
Two short Bs in Wiltshire saw no great 
changes. Although Culcheth won one of them and 
Vatanen the other, the time difference wasn’t that 
great, especially after Vatanen’seffortsin Wales. 
Cirencester Park had laid out a long stage in the 
estate, incorporating a water splash, so the Damp 
Start was in evidence throughout. Vatanen was 
fastest again, but only by two seconds from 
Culcheth, with Taylor their constant shadow. 
Freeman was back in the fray opeke, his damage 
repairs having lost him no time but Williams was 
held up by Pepper despite giving the Opel a two- 
minute start, and he felt he lost 20 seconds before 
the Opel driver saw him. Spice holed his tank here 
again while McCartney lost his exhaust, but that 
was soon repaired. 
Cheltenham racecourse was a short stage with 
an infamous yump in it and here, David da Costa 
claimed the title of the highest flyer in his 
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Above, Charlie Wood charges through the Wiggenhall straw bales on Friday but he survived the 


Debenhams Escort which bent on touchdown. 
‘He’d been off on Eppynt and having sprayed his 
Damp Start all over the coil in Cheltenham, he 
still stopped in the water splash. Thecoil had fallen 
off .. . into the water. Culcheth was quickest, but 
four seconds was still not much. Long Marston 
was short too, but very fast, and Culcheth got 
four seconds again there from Vatanen with 
Williams second quickest for the second stage 
running. Taylor, as usual, was well up and 
maintaining his third position, and Williams 
seemed to be getting time back on Sparrow all the 
time. 

The airfield circuit of Gaydon saw Vatanen 
never even lift for a long hairpin and he had to 
take to the outside of the markers briefly but this 
time it was Taylor equal quickest with Culcheth 
and Vatanen, with Williams two seconds down 
and Sparrow another three away. Spice hit a 
marker cone full of sand which showered into his 
eye and he had to stop in order to see. 

Weary crews then headed up to Donington 
again for another crack, this time a different stage 
in different order, and better arrowed. Vatanen 
and Taylor were fastest with Culcheth before 
Fowkes’ unmarked Mercedes which was very 

uick along the fast straight, if a little unstable at 
that phenomenal 3 

Back at Birmingham, the crews had time to 
reflect on a long hard 36 hours of competition, and 
the bars seemed to be more dese than usual. 
The state of play revealed that Vatanen was 
leading by just over a minute from Culcheth 


before Taylor who was nearly two minutes 
behind. ere was nearly the same gap to 
Sparrow who was less than 40 seconds ahead of 


illiams. Marshall was nearly three minutes 
behind his normal sparring partner, but half a 
minute in front of Chris Field. The latter had been 
having a quiet, steady event in a Gl Avenger, 
prepared for rallying, and his only problem had 
been at Cadwell, where a top suspension link 
broke. This isn’t a v common complaint, 
apparently and Chris had no spare, so co-driver 

eith Read managed to beg one from a lady who 
was just driving out of the Cadwell car park in her 


incident to finish seventh overall in his Europat Avenger. Below, John Taylor drops his RS2000’s wheel 
over the kerb on Friday at Snetterton. Taylor lost third place at Loton Park on Sunday witha wrong slot. 
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Avenger. They repaired their broken one to fit on 
her car and continued with her new one. Behind 
Field came Chris Wathen who had a broken shock 
absorber and gear lever at Donington during the 
night and then came Charlie Wood, his car not 
handling very well as it still had rather upset 
front geometry after his off. Completing the top 
ten, and a good effort it was, too, was Glen Mitton 
in an RS2000 who was having a good event 
without problems. 

So Sunday started with a quick run down to the 
Weston Park stage off the A5. Despite being 
slightly misled by the infamous hairpin, Culcheth 
was quickest by two seconds from Vatanen as 
usual, and Williams continued to take time of! 
Sparrow. 

And then came Loton Park, the stage 
incorporating the hillclimb, used this time wit 
loose first and then the hillclimb run downhill. Ii 
wasn’t Ford’s best, for a tricky junction nearly 
caught out Vatanen who finished out of the toy 
six, and John Taylor went completely wrong anc 
got a maximum. The junction preceded ar 
arrowed turn and it was too easy to turn too early 
Taylor protested the stage after his maximun 
and the clerk of the stage stopped it for a fev 
minutes to inspect the arrowing. He returnec 
Taylor’s protest fee but upheld his decision, nom 
of which pleased Taylor after a finerun. 

But that wasn’t all the drama there. Wil 
Sparrow remembered that the last corner was 

uite an easy right-hander on the tarmac. But 
that was going uphill. Downhill it sharpened, anc 
with full understeer, the DTV driver went off anc 
scraped up a tree. The car wouldn’t run backwards 
as the wheel was caught on the tree, but twenty 
people came to assist, half of them pushing the 
car up the hill, which is where Will wanted to go 
and the other half pushing downhill — just pushing 
the wheel into the tree. It cost him nearly ¢ 
minute and a half, and this instantly meant thai 
Williams jumped up two pce over Taylor anc 
Sparrow to third with Will holding his place ove 
his teammate. Charlie Wood had dramas here too 
for one arrow was neatly held in place by a 4 
rock which Charlie’s Avenger hit, smashing thi 
wheel, so he lost some time too. 

Just the other side of the M6 motorway wai 
Ingestre, by all accounts a rough stage and by 
this time, Vatanen was taking it a little easier 
Still, he was only two seconds behind Culchetl 
with a furious Taylor third in front of Williams 
McCartney and Freeman. There was half ar 
hour’s delay here for a delivering milk truck, s« 
down in the service area the DTV boule: 
competition was in full swing, and someone hac 
conveniently left a dozen crates of milk whicl 
were welcome on a hot day. 

But if Ingestre was rough, then Marchingtor 
was. ridiculous, so much_ so _ thai 
Davenport/Sclater suggested that drivers shoulc 
be warned of its roughness before the start 
Vatanen and Culcheth were again quickest, bui 
most others took it easy, except Fowkes whos: 
suspension obviously ironed out the worst of : 
mile’s washboard surface. Williams’s enthusiastii 
pan of mechanics, on a quick check, found : 

roken engine mounting, and it was a sweat fo) 
Williams to get on to the next stage in time afte: 
the repair. 

The final stage of the event was at Bardon, no} 
very long this, and here Marshall was quickest fo. 
the first time, five seconds up on Culcheth, twi 
morethan Vatanen and Taylor. 

So it was all down to the final race. Nothing 
much was going to happen among the times of th« 
top lot altiough Culcheth had inched back his 
time somewhat on Vatanen. In fact the real stai 
of the first of the twenty-lap races at Pere | 
Park was John Taylor who started from the back 
row of the grid. He made a charging start anc 
came right through the field. Initially, Barric 
Williams and Gerry Marshall had been dicing ai 
the front, but the latter cropped back and bot 
Gordon ice and Taylor an hauling ir 
Williams. Then the popular Williams felt th« 
gearbox tighten up and started to take it easy sc 
that Taylor was really closing te when, coming 
out of the hairpm on the twelft eo William: 
found he couldn’t engage any gear. He wrestlec 
with the gearstick, he moved into the passenge! 
seat and shoved it with his foot. Nothing. He 
cruised round Gerards still wrestling with it, anc 
finally pulled off at the Esses. The selector hac 
jumped out and there was no way he was going t« 
get a gear. While Taylor finished a good ter 
seconds up on Spiel in front of Marshall, Vataner 
and Culcheth, the man in third place collected ¢ 
maximum and instantly dropped right out of th 
top ten. That wasn’t the only hard luck story, fo 
Glen Mitton slowed with the engine cutting out 
finally stoppmg at the hairpin. It was fue 
vapourisation and he too collected a maximum 
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SPECIAL STAGE TIMES 


SS1 Yardley: cancelled. 

SS2 Hockering 1, Gerald Braithwaite/William Troughear; 2, 
Henry Inurrieta/Martin Whale 252; 3, Ari Vatanen/Peter Bryant 255; 
= 4, Brian Culcheth/Ray Hutton, Barrie Williams/Peter Jopp, Charlie 
Wood/Mike Smith 256. . 

SS3 Sennowe: =1, Tony Pond/Dave Richards, Brian Culcheth/Ray 
Hutton 364; 3, Ari Vatanen/Peter Bryant 368; 4, Valter 
Jensen/Haakon Stamnes 370; 5, Will Sparrow/Rodney Spokes 371. 

SS4 Wigan Hall: =1, Tony Pond/Dave Richards, Ari Vatanen/Peter 
Bryant 289; 3, Brian Culcheth/Ray Hutton 292; 4, Will 
Sparrow/Rodney Spokes 295; 5, John Taylor/Charles Reynolds 296. 

SS5 Cadwell Park: 1, Ari Vatanen/Peter Bryant 339; 2, Brian 
Culcheth/Ray Hutton 341; 3, Barrie Williams/Peter Jopp 342; 4, 
per Marshall/Mike Greasley 348; 5, John Taylor/Charles Reynolds 


$S6 Ludford: 1, Henry Inurrieta/Martin Whale 291; =2, Brian 
Culcheth/Ray Hutton, Ari Vatanen/Peter Bryant 292; 4, John 
Mie} parade Reynolds 296; 5, Will Sparrow/Rodney Spokes 299. 

S7 Bakderton 1, Ari Vatanen/Peter Bryant; 2, John 
Taylor/Charles Reynolds 160; =3, Henry Inurrieta/Martin Whale, 
Glen Mitton/Rob Pendleton 164; 5, Ronnie McCartney/Terry 
Harryman 166. 

sss pees 1, Ari Vatanen/Peter Bryant_ 369; 2, Brian 
Culcheth/Ray Hutton 374; 3, John Taylor/Charles Reynolds 380; 4, 
Henry Inurrieta/Martin Whale 385; 5, Ronnie McCartney/Terry 
Harryman 388. 

SS9 Bardon: 1, Brian Culcheth/Ray Hutton 112; =2, Ari 
Vatanen/Peter Bryant, Charlie Wood/Mike Smith 115; 4, John 
Taylor/Charles Reynolds 117; 5, Mike Freeman/Monty Peters 118. 

S10 Gatley: 1, Henry Inurrieta/Martin Whale 114; =2, Brian 
Culcheth/Ray Hutton, Ari Vatanen/Peter Bryant, Ronnie 
++ ane erry Harryman 116; 5, John Taylor/Charles Reynolds 


$S11 Knighton: 1, Ari Vatanen/Peter Bryant 118; 2, Brian 
Culcheth/Ray Hutton 119; 3, Mike Freeman/Monty Peters 120; =4, 
Will Sparrow/Rodney Spokes, John Taylor/Charles Reynolds, Henry 
Inurrieta/Martin Whale 121. 

$S12 Nanty 1: 1, Ari Vatanen/Peter Bryant 613; 2, John 
Taylor/Charles Reynolds 633; =3, Brian Culcheth/Ray Hutton, 
Charlie Wood/Mike Smith 639; 5, Andrew Smith/John Gemmell 6.44. 

$S13 Nanty 2: 1, Ari Vatanen/Peter Bryant 286; 2, John 
Taylor/Charles Reynolds 295; 3, Charlie Wood/Mike Smith 299; 4, 


Henry Inurrieta/Martin Whale 300; =5, Will Sparrow/Rodney 
Spokes, Ronnie McCartney/Terry Harryman 301. 

ynt: 1, Ari Vatanen/Peter Bryant 608; 2, Brian 
y Hutton 623; 3, John Taylor/Charles Reynok’s 651; 4, 


$$14 E 
Culcheth/! 


ie 


nd Sparrow/Rodney Spokes 660; 5, Barrie Williams/Peter Jopp 


$S15 Dodington: 1, Brian Culcheth/Ray Hutton 141; =2, Barrie 
Williams/Peter Jopp, Ari Vatanen/Peter Bryant 145; 4, Will 
Sparrow/Rodney Spokes 146; 5, Chris Field/Keith Read 148. 

$S16 Yatesbury: 1, Brian Culcheth/Ray Hutton 178; 2, John 
Taylor/Charles Reynolds 179; =3, Barrie Williams/Peter Jopp, Will 
Sparrow/Rodney Spokes 180; 5, Ari Vatanen/Peter Bryant 182. 

$S17 West Wood: 1, Ari Vatanen/Peter Bryant 124; 2, John 
Taylor/Charles Reynolds 128; 3, Charlie Wood/Mike Smith 129; =4, 
Brian Culcheth/Ray Hutton, Will Sparrow/Rodney Spokes, Ronnie 
McCartney/Terry Harryman, Chris Field/Keith Read, Andrew 
Smith/John Gemmell 130. 

$S18 Cirencester: 1, Ari Vatanen/Peter Bryant 519; 2, Brian 
Culcheth/Ray Hutton 521; 3, John Taylor/Charles Reynolds 528; 4, 
— Wathen/James Furnell 531; 5, Will Sparrow/Rodney Spokes 


$S19 Cheltenham: 1, Brian Culcheth/Ray Hutton 111; =2, Barrie 
Williams/Peter Jopp, John Taylor/Charles Reynokds 113; =4, Ari 
Vatanen/Peter Bryant, Ronnie McCartney/Terry Harryman, Charlie 
Wood/Mike Smith 115. . 

SS20 Long Marston: 1, Brian Culcheth/Ray Hutton 148; 2, Barrie 
Williams/Peter Jopp 150; 3, Ari Vatanen/Peter Bryant 151; =4, 
Gerry Marshall/Mike Greasley, John Taylor/Charles Reynolds 152. 

$S21 Gaydon: =1, Brian Culcheth/Ray Hutton, Ari Vatanen/Peter 
Bryant, John bp aac Reynolds 267; 4, Barrie Williams/Peter 
~ 269; 5, Will Sparrow/Rodney Spokes 272. 

22 Donington: =1, Ari  Vatanen/Peter Bryant, John 

Taylor/Charles Reynolds 209; 3, Brian a ag Hutton 211; 4, 
Tony Fowkes/Jonathan Ashman 217; =5, Will Sparrow/Rodney 
Spokes, Barry Williams/Peter Jopp 218. 

$S23 Weston Park: 1, Brian Culcheth/Ray Hutton 98; =2, Ari 
Vatanen/Peter Bryant, Gerry Marshall/Mike Greasley 100; 4, Barrie 
Williams/Peter Jopp 101; =5, John Taylor/Charles Reynolds, Ronnie 
McCartney/Terry Harryman, Andrew Smith/John Gemmell 103. 

$S24 Loton Park: 1, Brian Culcheth/Ray Hutton 207; 2, Ronnie 
McCartney/Terry H man 208; =3, Barrie Williams/Peter Jopp, 
Mike Freeman/Monty Peters 211;5, Chris Field/Keith Read 212. | 

SS25 Ingestre: 1, Brian ey meer, Hutton 138; 2, Ari 
Vatanen/Peter Bryant 140; 3, John Taylor/Charles Reynolds 143; 4, 


Barrie Williams/Peter Jopp 145; 5, Ronnie McCartney/Terry 
Harryman 146. 
$S26 Marchington: 1, Brian Culcheth/Ray Hutton 201; 2, Ari 


Vatanen/Peter Bryant 203; 3, Glen Mitton/Rob Pendleton 204; 4, 
Ronnie McCartney/Terry Harryman 208; 5, Tony Fowkes/Jonathan 


Ashman 211. . 

$S27 Bardon: 1, Gerry Marshall/Peter Jopp 104; 2, Brian 
Culcheth/Ray Hutton 109; =3, Ari Vatanen/Peter Bryant, John 
Were aan Reynolds 111; 5, Tony Fowkes/Jonathan Ashman 


Ronnie McCartney slides his Lloyds of Stafford RS2000 in fine style as he did throughout on the stages. 
However, he was only pulling back penalties gained at Silverstone after running out of petrol. Below, 


Tony Fowkes returned his 


ercedes to the works undamaged, despite a rapid run and some sideways 


antics. Mike Freeman, following, crunched his RS2000 at the finish of Eppynt, but kept going to finish. 


ax 
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RACES 


Silverstone — Race 1 (15 laps): 1, Gordon Spice 18m 25s; 2, Roger 
Clark 18m 26s; 3, Tony Pond 18m 46s; 4, Barrie Williams 18m 49s; 
5, Brian Culcheth 18m 57s. 

Race 2: 1, Nigel Clarkson 19m 11s; 2, Jeremy Walton 19m 17s; 3, 
— 19m 23s; 4, Chris Wathen 19m 48s; 5, Chris Field 

Race 3: 1, Andrew Smith and Jody Carr 19m 38s; 3, Tony 
Dickinson 20m 04s; 4, Glen Mitton 20m 06s; 5, Jeff Allam 20m 09s. 

Race 4: 1, Gerald Braithwaite 19m 44s; 2, Jim Ranson 20.15; 3, 
em Morris 14 laps; 4, Andrew Roughton 14 laps; 5, Alan Shaw 14 

ps. 

Snetterton — Race 1 (15 laps; 1, Barrie Williams and Gerry 
Marshall 21m 40s; 3, Brian Culcheth 21m 41s; 4, Ari Vatanen 21m 
46s; 5, Tony Pond 21m 50s. 

Race 2: 1, Mike Freeman 22m 06s; 2, Stuart Patterson 22m 27s; 
— 22m 37s; 4, John Dooley 22m 47s; 5, Nigel Clarkson 


Race 3: 1, Andrew Smith 22m 59s; 2, Chris Wathen 23m 15s; 3, 
= Allam 23m 21s; 4, Glen Mitton 23m 27s; 5, Tony Dickinson 23m 


Race 4: 1, Gerald Braithwaite 23m 12s; 2, John Morris 24m 13s; 
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3, Jim Ransom 24m 14s; 4, Malcolm Hague 14 laps; 5, William 
Barton 14 laps. 


Castile Combe — Race 1 4 lapsk 1, Gordon Spice and 
Barrie Williams 15m 52s; 3, John Taylor 16m 00s; 4, Ari Vatanen 
16m 01s; 5, Brian Culcheth 16m 03s. t 

Race 2: 1, Nigel Clarkson 16m 26s; 2, Chris Wathen 16m 29s; 3, 
ad 16m 33s; 4, Chris Field 16m 59s; 5, Charlie Wood 


Race 3: 1, Andrew Smith 16m 44s; 2, Tony Dickinson 16m 57s; 3, 
Glen Mitton 17m 13s; 4, Jeff Allam 17m 45s; 5, Jim Marsden 17m 


Race 4: 1, Gerald Braithwaite 17m 04s; 2, John Morris 18m 03s; 
3 ——— me 18m 05s; 4, William Barton 18m 06s; 5, Alan 

aw ¥ 

Mallory Park — Race 1 (20 a 1, John Taylor 19m 54s; 2, 
Gordon Spice 20m 04s; 3, Gerry Marshall 20m 14s; 4, Ari Vatanen 
20m 22s; 5, Brian Culcheth 20m 27s. ; 

Race 2: 1, Ronnie McCartney 20m 49s; 2, Derick Natet mony 
21m 11s; 3, Gerald Braithwaite 21m 12s; 4, Michael Manning 21m 
21s; 5, Stuart Patterson 21m 27s. ; 

Race 3: 1, Brian Pepper 21m 27s; 2, David Da Costa 21m 43s; 3, 
ee 21m 44s; 4, Jim Marsden 21m 56s; 5, Jan Churchill 

m 15s. 


continued 
while Culcheth had eased up with adtaapapine 
TV 


Back in the paddock, Monorep and 
combined forces to chisel off the transmission 
tunnel on Williams’ RS2000 and open up the 
gearbox, stick the selector back on and get him to 
the finish at the National Exhibition Centre, but 
it was cruel luck on the only real privateers to get 
in among the works teams at the head of the field. 
However, Barrie got the spirit of the rally award, 
a couple of gallons of Scotch to drown his sorrows 


in. 

Back at the National Exhibition Centre, the 
rally really finished and the hard work over, the 
crews enj bi pe courtesy of Texaco. It 
had been hard, and hard fought. Vatanen had 
kept ahead of his rivals, taking care to pull out on 
the long stages, and keep in contention on the 
short ones. For Culcheth, there had been another 
second place, where perhaps it should have been 
first, while for DTV, there had been two finishers, 
despite problems. Chris Field, Chris Wathen, 
Charlie Wood and Mike Freeman were the next 
finishers, all experienced drivers who’ve been 
successful in rallying, and all having had their 
dramas. 

In the classes, Fowkes came through with a 
clean motor car to take the big G1 class and tenth 
position which was a good effort, just behind 
Andrew Smith from Scotland in an RS2000, a 

ood showing from a privateer. Behind Nigel 

larkson came Denny Hulme to take the 
production saloon class. Life with Hulme will be 
recounted by Pete Lyons next week, but suffice to 
say that Denny took life steadily, enjoyed it 
thoroughly, wants to do some more and come 
back next year. Satra took the team award with 
three cars =—s and the little Simca Rallye 
2 of Tore Brathe/Bjorn Lie ran well up 
throughout to take the baby Gl class. Peter 
Ripley, despite his roll, collected the smaller 
production car class without front or rear screen. 


Texaco Tour of Britain, July S-1i, 
1, Ari Vatanen/Peter Bryant (2.0 Ford RS; Mk2), 11044; 
2, Brian Culcheth/Ray Hutton (2.0 Triumph Dolomite Sprint), 


11096; 
3 nl Sparrow/Rodney Spokes (2.3 Vauxhall Magnum Coupe), 
t; Gerry Marshall/Mike Greasley (2.3 Vauxhall Magnum Coupe), 


1550; 
5, Chris Field/Keith Read (1.6 Chrysler Avenger He 11641; 
6, Chris Wathen/James Furnell (2.0 Ford RS: k2), 11649; 

7, Charlie Wood/Mike Smith (1.6 Chrysler Avenger GT), 11713; 8, 
Mike Freeman/Monty Peters (2.0 Ford RS2000 Mk1), 11797; 9, 
Andrew Smith/John Gemmell (2.0 Ford RS2000 Mk1), 11809; 10, 
Tony Fowkes/Jonathan Ashman (4.5 Mercedes 450SLC), 11866; 11, 
oi: yt RH Prince Michael of Kent Ge Ford RS2000 Mk2), 
11884; 12, Denny Hulme/Pete Lyons (2.8 er Commodore GSE), 
11908; 13, Gordon Spice/Stan Robinson (3.0 Ford Capri 11), 11946; 
14, Chris Daisy/Roger Bateman (1.6 Chrysler Avenger GT), 11975; 
15, Barrie Williams/Peter Jopp (2.0 Ford RS2000 Mk1), 12073. 

G1 up to 1000cc and 1001cc to 1300cc: 1, Tore Batlie/Bjorn Lie 
a3 Simca Rallye 2); 2, Terje Sveinsvel/Thomas Thamsen (1.2 

jonda Civic); 3, Bill Barton/Donald George (1.3 Mini Cooper S). 

Gl 1301cc to 1600cc: 1, Field/Read; 2, Wood/Smith; 3, 


Daisy/Bateman. 

GI 1601cc to 2000cc: 1, Vatanen/Bryant; 2, Culcheth/Hutton; 3, 
Wathen/Furnell. 

G1 2001cc to 2500cc: 1, Sparrow/Spokes; 2, Marshall/Greasley; 
no other finishers. 

G1 2500cc to 3000cc and over 3000cc: 1, Fowkes/Ashman; 2, 


Spice/Robinson; no other finishers. 

Production up to £1600 and £1601 to £2000: 1, Peter 
Ripley/David Morton (1.6 Ford Escort Mexico); 2, John Morris/Philip 
Morris (1.6 Ford Escort Mexico); 3, David da Costa/Mel Butcher (1.6 


Ford Escort Sport). 

Production £2001 to £2400 and over £2400: 1, Hulme/Lyons; 2, 
Jim McCrae/David Porter (2.3 Vauxhall Magnum Coupe); 3, Andrew 
Major/Michael Smith (2.3 Vauxhall Magnum Coupe). 

‘eam Prize: Satra Motors. Mixed crew award: Jeff and Jacque 
Williamson .2 Mini Cooper S). Ladies award: being Markey/Alwyn 
Jones (1.2 Lada 1200). Private entrants award: Freeman/Peters. 
Index of Performance award: Ripley/Morton. Trade team award: 
Allam Motor Services. Best performance in races: Spice/Robinson. 
Best performance in stages: not awarded. 
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Last weekend’s Watkins Glen victory has given Porsche a clear lead in the G& championship. 


Porsche make it three-all 


Porsche achieve comfortable one-two-three finish — Evertz car splits the Martini 935s — Porsche now 
lead BMW by 14 points — Report: GORDON KIRBY 


Porsche equalled BMW’s tally of three 
Group 5 wins for the year as one of their 
turbo 935s. won last weekend’s Watkins 
Glen 6 Hours. It had been 3 months since the 
Stuttgart company had won a round of the 
Makes championship, but their return to the 
victory rostrum was a conclusive one. 
Troubled only by a flat tyre, the Martini & 
Rossi 935 driven by lf Stommelen/ 
Manfred Schurti scored a comfortable win 
from the 935-engined Carrera of Leo 
Kinnunen/Toine Hezemans/Egon Evertz, 
and the other Martini 935 driven by Jochen 
Mass/Jacky Ickx, which lost 10 minutes 
because of brake problems. Highest-placed 
BMW was the American entry of Peter 
Gregg/Hurley Haywood, which ran reliably 
into fourth place four laps clear of the 
Dieter Quester/Ronnie Peterson Schnitzer 
BMW, which lost time as a result of gearbox 
troubles. 

Their victory pushed Porsche into a clear 
lead of the Gb championship (102 points to 
88 for BMW), and their American weekend 
was completed by five Carreras followin 
the BMWs home in sixth through tent 
places. Otherwise this sixth round of the 
championship was a flat and uninteresting 
event. 

Most of the field consisted of Carreras 
and Corvettes prepared to SCCA TransAm 
specifications, and such was the lack of 
speed of some of them that the leading 
Porsche 935s first began to lap them by the 
third lap. Certainly the spectacle was a far 
cry from sports car racing days of yore, and 
had it not been for the presence of the three 
European Porsches and the pair of Euro- 
pean BMWs, the 1976 Watkins Glen 6 Hours 
would have found itself as little more than 
an overblown club event. 


ENTRY & PRACTICE 


A total of 34 cars appeared from an entry of 39, 
and of them the two white Porsche 935s soon 
showed themselves to be by far the classiest of 
them all. In a very serious effort to deal a telling 
blow to BMWs increasing challenge, Porsche 
loaned a 935 engine and gearbox to Egon Evertz 
for the German to use in his G4 Turbo Carrera. 
Porsche were hoping that this touch of generosity 
would help brin, em their first win since the 
CSI had forced them to change their turbocharger 
inter-coolers from air to water. Jochen Mass put 
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the car he would share with Jacky Ickx on the 
pole with a deceptively rapid lap (just like all 
turbocharged racing cars) at 1m 55.249s, while 
Rolf Stommelen was a little slower on 1m 55.881s 
in the second car, which Porsche test driver 
Manfred Schurti would co-drive. It was inter- 
esting to note that the sleek little 935s were 
achieving terminal velocities which were onl 
6mph slower than the fastest F5000 cars, whic 
were practising for the accompanying SCCA/- 
USAC championship round (174 versus 180mph). 
Evertz lapped his comparatively staid orange 
Carrera-935 in 1m 57.632s to take third place on 
the grid. As usual, his co-drivers would be Leo 
Kinnunen and Toine Hezemans. 

Leading the rest of the field was the Silver- 
stone-winning Hermetite BMW CSL. For this 
race, John Fitzpatrick and Tom Walkinshaw were 
joined by Brian Redman, who got down to 2m 
0.306s, some way quicker than the usal Hermetite 
drivers. Plainly enjoying himself in the BMW, 
Redman exclaimed, “I really like that car. You 
can slide it around all you like and give it armfuls 
of lock, it’s t fun!” The two other CSLs 
entered qualified sixth and seventh, Peter Gregg 
getting his private machine around in 2m 1.193s 
and Ronnie Peterson providing some gloriously 
entertaining sights in returning a best of 2m 
1.655s in the Schnitzer entry. For the first time 
this year, Gregg’s co-driver would be his old mate 
Hurley Haywood, while Dieter Quester would 
partner Peterson. 

Splitting the BMWs in fifth place was Mike 
Keyser’s neat, winged Chevrolet Monza, which 
the American lapped in 2m 0.411s, but shortly 
thereafter he announced that he wouldn’t be 
starting the race because of financial considera- 
tions. Keyser explained that the addition of Le 
Mans to his already strained IMSA schedule had 
badly upset not only his pocketbook but also his 
daily business, and he had suddenly found himself 
in the embarassing situation of not being able to 
afford the general wear and tear of a six-hour 
motor race, so he and co-driver Ed Wachs reluct- 
antly withdrew. ; 

Qualifying eighth fastest, and heading a 
phalanx of eight Porsches in the wake of the trio 
of BMWs and lone Monza, was Vasek Polak’s 

roduction Turbo Carrera, driven by George 
Poliner and John Morton with the beeae. of 
First National City Bank. Polak brought both of 
his Turbo Porsches (the second one is normally 
driven by Hurley ey te. but Follmer crashed 
one of them spectacularly at the already infamous 
“Scheckter” chicane which has since last October 
interrupted the sweeping esses which lead onto 
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the Glen’s knguet straight. In the other car, 
George returned a best lap of 2m 1.984s to nose 
out Al Holbert’s similar blue car, which he was 
shen on this occasion with Jim Busby. This 
would be the first time that IMSA protagonists 
Holbert and Busby would race together, and 
naturally enough it was Holbert who set the 
quickest time in his own car at 2m 2.40s. 

Tenth quickest was veteran Bob Hagestad, who 
was again Bhasin his gold Carrera with Super 
Vee man Jerry Jolly, while the pair of Heimragh 
Racing Carreras came down from Canada to place 
themselves 11 and 12 in the field. Norman Ridgel 
and Jim Cook shared one of these cars, while 
Ludwig Heimrath had invited Montrealer 
Jacques Bienvenue to codrive his own car. Com- 
pleting the get Carreras was Dale Heyser’s 
version for John Gunn/Carson Baird, the Ecurie 
Escargot entry driven as always by John Graves/- 
Dave Helmick/John Osteen, and a-brand new 
Turbo machine for Paul and Kenper 
Miller.Sixteenth fastest, before the first of the 
Corvettes and Camaros, was the Chevrolet Monza 
of Warren Agor/Steve Bradley. 


RACE 


Clearly this was not going to be a 6 hours fraught 
with much drama. It looked like being a plain 
pe of watching the Porsches pull clear of the 

MWs, and they in turn running away from the 
rest. Even more than normal in events of this 
nature, the race would be determined by mech- 
anical. or organizational failures, and certainly 
there was little suspecting that either of 
Germany’s most competition-oriented manufac- 
turers would fall victim to such intransigence! 
Shortly after mid-day, the pace car brought the 
field up to the start, and just like that the pair of 
Martini Porsches whooshed away together, Mass 
taking the lead at the first turn from Stommelen. 
Easily the two 935 Porsches ran away from 
Evertz who took a similar hold on third place from 
the BMWs of Walkinshaw and Peterson. Follmer 
paved his way up to sixth place just behind the 

MWs and clear of Heimrath and Gregg. 

Straight away, Holbert was in the pits because 


.a sealing plug had dropped from his Porsche’s 


turbocharger, so America’s leading GT driver 
found himself nearly five laps behind before he 
could even get going. Later the car’s fuel cell had 
to be removed in order to replace a torn fuel hose, 
and that completely ruined Holbert’s race. 

Three laps nto the race, and Peterson, runnin; 
close behind Walkinshaw’s Hermetite BMW, 
slipped past as they screamed by the pits. Next 
time around, and there was Peterson alone: the 
English BMW had pulled off with engine 
problems, never to return to the track. Already 
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the Porsches, pacing along 1-2-3, had this 6 hour 
motoring event well in hand. 

Mind you, it wasn’t all beer and skittles for the 
Teutons. Not much more than half an hour into 
the grind the white-overalled Martini mechanics 
had to snap into action when Stommelen, who was 
holding himself somewhere between two and four 
seconds behind his fellow-countryman Mass, felt 
his car’s tail go spongy, and within a few laps he 
was limping into the pits with a flat tyre. The torn 
Dunlop was quickly exchanged, and Rolf 
managed to resume in third place, just before 
Peterson came along in the shrieking BeeEm. 

Otherwise, however, all was falling into place 
much as planned, and the team’s electronic, push- 
button lap-charting machine was recording the 
day in a satisfying enough manner for Herr 
Singer’s outfit. 

About the one-hour mark, then, with everything 
looking tidy in the pits, it seemed time to make for 
the chicane. Only minutes after arriving, one’s 
attentions had been drawn into the race in a most 
surprising manner. Locking brakes, wheels 
bouncing hard off the kerbs, yellow flags flutter- 
ing busily; why, this hardly seemed like the same 
old drone we had watch 
yes, let’s settle back here for a short while. 

Funnily enough, it was Peter Gregg, a man who 
is reputed to be a consummately contained long- 
distance driver, who was provigns most of the 
spectacle. Time after time his white BeeEm came 
scrabbling into the narrow slot between the kerbs, 
its brakes locking in eee mes of smoke, some- 
times bouncing off this kerb, sometimes off that 
one, sometimes rattling about between both of 
them! Perhaps it was because, as Peter later told 
it, he was driving at a particularly slow pace (“too 
slow, some people said, but I knew it was right”). 
Perhaps the car was suffering some braking 
problems? No, no, reported the mechanics, 
nothing of the kind. Oh well, it was entertaining. 

But entertaining and attractive enough to spec- 
tators as ‘‘Scheckter’s Folly” may be, it really is a 
bitch for the drivers. Certainly the kerbs are too 
steep, certainly it’s too abrupt, and certainly it’s 
too narrow, but more than all of that, it’s just 

lain dangerous if a car spins or brakes or finds 
itself particularly slow through there. It didn’t 
take much watching at this formerly breath- 
taking esses (Jackie Stewart once described it as 
“One of the two finest sections of road I’ve come 
across in Grand Prix racing”) to feel convinced 
that, at the very least, this damnable chicane 
needs a complete redesign. 

First of all there were a series of dramas after a 


back at the pits. Ah 


dead cars could be pushed safely clear, it was 
necessary to bring a tow truck up to retrieve the 
Carrera. Now, as there is also nothing in the way 
of an access or sliproad to bypass the chicane, the 
tow truck had to drive through the chicane in 
order to reach the broken car. Fast and fearless as 
the truck driver may have been (aren’t they 
always?), the big, vertical vehicle was certainly no 
match for the racing cars, and the rate at which 
they were rushing up on the truck, and that gener- 
ally included a discriminating observance of the 
yellow flags, was quite distressing. While the 
tow truck was hooking itself up to the Carrera, 
one of the many Corvettes in the race spun to a 
halt, directly after the exit to the chicane, 
blocking the road completely for a few moments 
while the driver recovered his composure. This 
meant that the yellow flags had to be waved 
harder still, and any oncoming cars had to be 
directed at a snail’s pace around the outside of the 
chicane, through what might be rather wryly 
referred to as an ‘“‘escape” road, but which in fact 
is merely that piece of tarmac bordered by the 
backside of the kerbing on one side and roads of 
catchfence on the other. The space between the 
“escape road” is just wide enough for a single car 
to fit through. 

A little later, another Corvette ran out of fuel as 
it made for the chicane, dribbling to a stop near 
the point where the Carrera had stopped earlier. 
Again the lack of slots in the guardrail meant that 
the big car had to be pushed back to a position at 
the end of the line of catchfences before a Jeep 
could come around to tow it back to the pits. In 
fact, the Corvette rested there for some time 
about 5ft boven the point where that Carrera 
had previously thumped the barrier. ; 

Now in all of these cases (and others which were 
reported with disturbing frequency) it should be 
noted that the marshals performed their tasks 
admirably. Some of them, in fact, notably the man 
who stood in the middle of the track at the 
entrance to the chicane to flag cars down and 
direct them wide, were almost too brave for their 
own well-being. But the situation they have to 
work with is simply ludicrous. ‘“Scheckter’s 
Folly” needs a proper sliproad to the right, a 
proper escape road to the left, and two or three (or 
even four) well-placed openings in the guardrail so 
as to remove stalled cars quickly. Surely, if 
awkward chicanes are going to be the solution to 
the age-old problem of “‘slowing the cars down”, 
they must be thoughtfully and thoroughly 
designed. If safety is what these aberrations are 
supposed to be about, the Watkins Glen chicane 
represents a travesty of anything that might 
resemble intelligence. Enough of that. 


The events at other portions of the circuit were 
minimal, and the two Martini Porsches, driven 
with exceptional precision in comparison to most 
other cars in the race, continued to hold the first 


Above: BMW couldn't match the 935 Porsches and were sandwiched in fourth and fifth positions ahead 
of a horde of Carreras. Below: The Egon Evertz 935 engined Porsche Carrera finished in second place. 
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two-thirds distance, the leader suddenly ran into 
troubles. 

Just about the time that it was planned to make 
the only necessary change of brake pads, Mass 
came by with the rear tyres tering fea the 

avement as if the gearbox had lo up. Pain- 

lly, Jochen brought the car around to his pit, 
where it was discovered that the rear brake pads 
had worn down to nothing and the bare backing 
plate had welded itself to the calipers. At the 
same time, the other 935 came in to have its pads 
changed without drama, and for the first time 
Stommelen/Schurti moved into the lead. It took 
11 minutes to pry apart the rear brakes on the 
Mass/Ickx car and replace both calipers and discs, 
and when the car set off again it had slipped to 
sixth place, four laps behind its team-mate. 
Manfred Jankte, Porsche’s Chief Engineer on the 
935 project, explained that in practice the wear 
rates on the pads had consistently been equal at 
both ends of the car, but for some inexplicable 
reason the Mass/Ickx car had used up. all of its 
rear pads in the race while devouring little more 
than 60 per cent of its front pads. Ah well, it was 
at least a little heartening to see that the vagaries 
of motor racing’s Cyborg — like essentials can 
still upset the most assiduously-plotted theorems. 

As for Mass and Ickx, they found to their 
pleasure that they had some motor racing to do, 
and sure enough it wasn’t long before they were 
up to third place and slowly reeling in the E vertz/- 

innunen/Hezemans machine. Meanwhile, the 
Gregg/Haywood BMW had emerged im fourth 
place ahead of the Carreras of Heimrath/- 

ienvenue and Hagestad/Jolly. Behind them, the 
Schnitzer BMW was being driven aggressively by 
Peterson and Quester in an effort to make up for 
the time lost in a long stop necessitated by gear 
selection problems. And essentially that was the 
story of the last two hours of the race. 

Stommelen and Schurti ran without trouble to 
the finish, Rolf starting in the car for the final 
stint to the flag and scons bis first long-distance 
win in some time. After the race, he suggested, 
“The car is so strong I felt I could do another 
three or six hours at the same pace we were doin, 
at the beginning.” Beside him, Schurti sat an 
smiled benignly, flushed with the pleasure of his 
first major international success. Indeed, it was a 
typical ‘“‘No, no problems to speak of at all,” 

ene long-distance victory. Good for 
them. 

Evertz/Kinnunen/Hezemans confirmed the 
factory’s faith in them by bringing their cron? 
car home in second een one lap adrift of the 
winner. Not far behind, lights blazing away 
through the hot, humid afternoon, Mass and Ickx 
pushed their way into the same lap as the second 

lace car to complete a convincing 1-2-3 for 

orsche and the 935 engine. Clearly the reliability 
of the Turbo engine had returned, and with it 
Porsche’s place at the head of the championship 
table looks all but assured. 

Gregg and Haywood, the most successful 
American long-distance racers to materialize in 

ears, finished three laps behind the Mass/Ickx 

orsche, and four clear of the Quester/Peterson 
BMW, which recovered two places in the final 
hour. First Hagestad and Jolly ran into 11th hour 
gearbox problems, which dropped them back to 
ninth instead of the fifth place which they had 
looked like earning; then, barely 10 minutes from 
the end, Jacques Bienvenue made a mistake while 
outbraking another Porsche into the chicane. The 
Canadian Porsche bounced heavily against the 
ee then spun across the road into more 
steep kerbs. With the right front wheel badly 
deranged, Bienvenue limped around to the pits to 
retire and slip from fifth to seventh place. 
Another of the top ten runners to run into trouble 
during the last half of the race was the Follmer/ 
Morton Turbo Carrera, which ran out of fuel at 
the bottom of the circuit while Morton was 
driving, which lost them nearly 30 minutes. As 
Follmer climbed from the car and pulled off his 
helmet after it was all over, he turned away and 
said flatly, “It ain’t worth it.” A lot of people 
seemed to agree. 


Watkins Glen Six Hours 
July 11 


World Championship of Makes — round6 
1, Rolf Stommelen/Manfred Schurti (2.8 Porsche 935 Turbo RS), 
97.81mph, 174 laps, 587.60 miles; 
2, Leo Kinnunen/Egon Evertz/Toine Hezemans (2.8 Porsche 935 
Turbo RS), 173 laps; 
3, Jacky Ickx/Jochen Mass (2.8 Porsche 935 Turbo RS), 173 laps; 
4, Peter Gregg/Hurle Haywood (3.5 BMW 3.0CSL), 170 laps, 
5, Ronnie Peterson/Brian Redman/Dieter Quester @.5 BMW 3.0 
CSL), 166 laps; ; 
6, John O'Steen/Dave Helmick/John Graves (3.0 Porsche Carrera 
RSR), 164 laps; 

Tis ludwe Heimrath/Jacques Bienvenue (3.0 Porsche Carrera 
RSR), 163 laps*; 8, Jim Cook/Norm og id (3.0 Porsche Carrera 
RSR), 160 laps; 9, Bob Hagestad/Jerry Jolly (3.0 Porsche Carrera 
RSR), 157 laps; 10, John Bauer/Walt Mass (3.0 Porsche 934 Turbo 
RS), 157 laps. 

* did not finish. 
Fastest lap: Stommeten, 1m 55.53s, 105.23mph. 
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Giacomelli leads the F3 field from Keegan, Flux, Young, South, Riley, Needell an 


Bruno smokes them off 


A flag-to-flag win, plus a new lap record, 
were the achievements of Bruno Giacomelli 
on his first visit to Oulton Park last 
Saturday for a round of the BP Super Visco 
Formula Three sheet to bring him 
within eight points of Rupert Keegan, leader 
of the series from the start. Keegan’s two- 
year-old March 743 was soundly beaten into 
second place by nearly 14secs, while the 
underrated young New Zealander Brett 
Riley _.proved himself best of the Modus 
drivers (with a Ford engine, too!) by taking a 
strong third. Derek Warwick was back on 
the winning trail again with two more wins 
in the DJM FF1600 races, the other heat 
being won by fellow Hawke DLI15 driver 
Derek Daly. These were the highlights of an 
enjoyable BARC club meeting, smoothly 
run throughout after. the problems of last 
time, and the only pity was that more people 
did not come along to watch. 

One of the best fields for a ‘‘club’’ round of the 
1976 BP Championship assembled for the onl 
Oulton Park qualifiers of the year. Notable 
absentee was Geoff Brabham, who had crashed 
his Ralt at Old Hall the previous day in private 
practice. The time to aim for when the single 
practice session started was Danny Sullivan’s 
record from the same meeting last year of 59.88, 
and this was bettered by four drivers. Fastest, 
although some doubted it and the race seemed to 
confirm this, was Rupert. Keegan continuing with 
the ex-Brian Henton March 743 until his new 
Chevron is ready. Keegan’s time was 59.4 while 
Ian Flux in the Ockley Construction Ralt RT1, 
Bruno Giacomelli’s works March 763 and Mike 
Young’s Anglian Gilt Producers Modus M1 
shared 59.6 in that order. Young was a happy man 
again after sending his Toyota back to Nova- 
motor in Italy for a rebuild. The record was 
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equaled by Brett Riley’s Modus-powered-by-Ford 
(Neil Brown type) and Stephen South’s Dort- 
munder/Bogarts 763 which was plagued with un- 
desirable oversteer. On the minute were Tiff 
Needell, paving his first F3 race at last in the smart 
little Safir, and Paulo Gomes’s yellow Modus M1 
from Team Modus. Geoff Lees in the works 
Chevron B34 headed the rest of the 19-car grid on 
60.2. 


There was really no doubt about the winner 
from the moment Jock Sinclair whip the 
Union Jack down, for Giacomelli threw the white 
March into the lead from the outside of the front 
row, Keegan very little slower in his yellow and 
blue car, and the pair of them squeezing out Flux 
into third place. Round that first lap the lad from 
Brescia hurtled, taking Lodge in a full-blooded 
drift from apex to edge of the circuit, and 
screaming out of Deer Leap with an already. 
noticeable lead over Keegan, Flux and Young. 
South was narrowly holding off Riley for fifth, 
then came Gomes, Needell and Lees in a bunch 
and John Stokes holding down 10th in the second 
Bogarts March. While Bruno drove the 
opposition into the ground Monaco-style, Keegan’ 
had his work cut out holding off Flux and Young, 
but the promising youn, it driver was the first 
to come unstuck when he put a wheel off at Old 
Hall, spun and ripped off an oil line to retire on lap 
six. Two laps later Gomes, under pressure from 
the other two F3 newcomers Needell and Lees, 

un, having earlier lost his engine cover which 
blew off as he passed the pits on the first lap. The 
Brazilian fell to 12th and the Safir and Chevron 
were dicing now for sixth. 

Stokes gn at the Folly a lap later, losing his 
place to Cornelsen Filho’s second works March 
763, and then retired a lap later with a blown 
engine. This was only the first bad news for 
Bogarts for South, having held third from the 
Folly to Knickerbrook after Young had spun the 
Modus, himself spun when a front tyre punctured 


d (losing his engine cowl) Gomes. 
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and the 763 kissed the Armco at Clay Hill. These 
antics elevated Riley to third, Needell to fourth 
and Lees to fifth and, although these three stayed 
in sight of each other and Keegan to the end, the 
order never changed for the last 10 laps. Youn, 
stayed sixth after his spin, followed by Filho an 
Barrie Maskell’s brand new Dastle Mk12 which 
had never turned a wheel before practice, having 
been built by Barrie and Geoff Rumble in less 
than a fortnight. Gomes, after another spin, 
wound up ninth and Dyfed Roberts completed the 
unlapped runners in his March 743. 

The first Formula Ford 1600 heat was a battle 
between Derek Daly’s Hawke DL15 and Philip 
Bullman’s Crosslé 30F, one of the few cars during 
the day to challenge the DL15’s dominance. 
Despite excessive oversteer, the Irishman led 
throughout after a fine start but there was very 
little in it at the end. Bay close was the 
struggle for third where South African Geoff 
Smailes (Hawke DL15) just pipped Glenn 
Haglng Van Diemen RF75. Yellow flags at Old 
Hall after a first corner shunt slowed the pace of 
the second heat, led for four laps by Bernard 
Devaney’s DL15 from the similar cars of Derek 
Warwick and Rick Morris, chased by the Image 
Mk 2B of Frank Bayes. Warwick slotted past 
Devaney into Old Hall once the yellow flags had 

one in, but they both shared the same time at the 
inish, while Morris slipped back a little to hold off 
Bayes. ' 

The first lap of the final was a little messy. It. 
began with Bares and Smailes tangling at Old 
Hall, which did the Image no good and forced 
Morris on to the grass, severing a brake pipe. The 
Hawke arrived at the Folly brakeless, trailing 
clouds of smoke over most of the field, and Morris 
had to spin to reduce speed before hitting the 
bank backwards quite hard. All this split up the 
field and Warwick, Daly, Bullman and Devaney 
completed lap one well ahead of the rest led by 
Peter Morgan’s Royale RP21. Bullman’s stay 
near the front lasted only as far as Cascades 
where he spun down to last place and left the 
three yellow Hawkes to get on with it. Warwick 
made his mistake just after Bullman, running 
wide at the Folly and falling to third behind the 
Irishman, but he soon made up the ground and 
retook the lead on lap four. Daly hounded him for 
three laps before the clutch centre pulled out, 
leaving only Devaney who found, as others have 
done before, that Warwick is almost impossible to 
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pose round the twists of truncated Oulton. After 
organ had retired on three cylinders, Richard 

Jones in an old Hawke DL11 held off his Aintree 
rival Barry Pigot (Royale RP21) for third, Eaglng 
following not far behind after a hectic battle, 
which had also involved Stuart Veitch’s RP21 
until it retired just before the finish, with a loose 
rocker cover leaking all the oil out. 

-Bob Davis, last year’s champion, won the 
Formula 1300 race in his effective special, his 
nearest challenger Phil Lloyd having failed to 
take up his front row position after crashing the 
Nomad Mk 2 in practice. It was left to Vic 
Waterhouse’s U2 Mk14B to challenge the 
champion, which he was doing quite effectively 
towards the end as the leader’s car spewed out oil 
and misfired, only to aoe at Lodge on the last lap, 
touch the Armco and fail to fmish. U2s were 
second and third all the same in the hands of 
Graham Greig and Tony O'Neill, while Jim 
Ravenscroft’s Messer Mk2A, which had earlier 
called briefly at the pits to check body damage 
after a moment at Lodge, collected fourth at the 
expense of Steve Collier's Wells which had an oil 
breather pipe come off. Davis lopped over a 
second off his own lap record. 

Ginger Marshall dominated the 1-litre Forward 
Trust special saloon round with his very special 
Mini Estate but the 850s made most of the other 
1000s look rather slow. The Mini-Imp of Geoff 
Gilkes seemed set for second and the class until it 
lost third gear, allowing a hard-trying Charles 
Bernstein to close in and take over, breaking his 
recent record by 0.8sec on the way with his Arden 
Mini. Geoff Farmer’s Imp almost caught 
Bernstein on the line, after passing the felling 


Johnstone’s Imp dropped back from it when it ran 
out of brakes. 

The other Forward Trust round was a Nick 
Whitin 
Chevrolet had spun out of Lodge and damaged 
the front bodywork against the Armco, while 
pressing Nick’s Escort very hard indeed. Whiting 
went on to win by many seconds from Tony 
Sugden’s Brook Hire Escort. In the 1300 class 
Graham Goode’s Escort-BDA, after its habitual 
slow start, caught and passed Peter Baldwin’s 
Mini BDA which later retired when the gearbox 
broke. Goode only just made it with drastic over- 
heating but seemed in class, Phil Winter, had even 
worse problems for his Cooper S had lost all its 
clutch fluid. 

A dismal Formule Libre final was won over 10 
laps by the ex-John Nicholson Lyncar of Frank 
Potts from the slow F3 March 753s of Ken 
Silverstone and brother Phil, which started from 


the 10secs mark. 
IAN TITCHMARSH 


Formula Ford 1600, Heat 1 @ laps: 1, Derek Daly (Hawke- 
Minister DL15) 9m 7.4s, 87.02mph; 2, Philip Bullman (Crosslé- 
Minister 30F), 9m 7.4s; 3, Geoff Smailes (Hawke-Scho 
15.4s, Fastest lap: Daly and Bullman, 1m 7.4s, 88.34mph. 

Formula Ford 1600 Hest 2 @ laps 1, Derek Warwick (Hawke- 
Minister Meee 9m 15.6s, 85.73mph; 2, Bernard pevaney Hawke- 
Smith DL15) 9m 15.6s; 3, Rick Morris (Hawke-Scholar DL15), 9m 
18.0s. Fastest lap: Warwick and Devaney, 1m 7.8s, 87.82mph. 

DJM Records Formula Ford 1600 Ch nship round (12 laps): 
1, Warwick, 13m 43.6s, 86.75mph; 2, Devaney, 13m 43.8s; 3, 
Richard Jones (Hawke-Turner DL11), 14m 7.4s; 4, Peto Pigot 
eb lp P21), 14m 7.4s; 5, Glenn Eagling (Van Diemen- 

holar RF75/76), 14m 8.0s; 6, Nigel Gough (Van Diemen- 
cer pares 4m 16.0s. Fastest lap: Devaney, 1m 7.2s, 

.61mph. 

National Formula 1300 Championship round (15 laps): 1, Bob 
Davis (1.3 Davis-Ford Mk 2C), 17m 15.0s, 86.29mph; 2, Graham 
Greig (1.3 Mallock U2-Ford Mk 8B), 17m 41.0s; 3, Tony O'Neill (1.2 
Mallock U2-Ford Mk11B), 18m 6.8s; 4, Jim Ravenscroft (1.3 Messer- 
Ford Mk 2A), 18m 206s; 5, Steve Collier (1.3 Wells-Ford), 14 laps; 6, 
John Blundell (1.3 Mallock U2-Ford Mk 8/11), 14 laps. Fastest lap: 
Davis, 1m 7.4s, een (record). 

Forward Trust 1000 Special Saloon Car Championship round (15 
ire 1, Ginger Marshall (1.0 MiniClubman Estate), 18m 27.4s, 
80.65mph; 2, Charles Bernstein (850 Mini), 18m 50.2s; 3, Geoff 
Farmer (1.0 Hillman Imp), 18m 50.6s; 4, Geoff Gilkes (850 Mini- 
Clubman-Imp), 18m 52.0s. 851 to 1000cc: 1, Marshall, 80.65mph; 
2, Farmer; 3, Malcolm Johnstone (1.0 Hillman Imp); 4, Phil Hartley 
(1.0'Mini-Cooper S). Fastest lap: Marshall, 1m 12.8s, 81.79mph. Up 
to 850cc: 1, Bernstein, 79.02mph; 2, Gilkes; 3, David Enderby (848 
Mini); 4, Neil Dineen (850 Mini). Fastest lap: Berstein, 1m 13.8s, 
80.68mph yecordy 

BP Super Visco Formula 3 Championship round 20 tapes 1, Bruno 
Giacomelli (March-Novamotor/Toyota 763), 20m 4.0s, 90.91mph; 2, 
Rupert Keegan (March-Novamotor/Toyota 743), 20m 13.8s; 3, Brett 
‘Riley (Modus-Brown/Ford M1 t/c), 20m 17.2s; Tiff Needell Gafir- 
Novamotor/Toyota RJO3), 20m 20.6s; 5, Geoff Lees (Chevron- 
Novamotor/Toyofa B34), 20m 23.6s; 6, Mike Young (Modus- 


Novamotor/Toyota M1), 20m 28.2s. Fastest lap: Giacomelli, 59.4s, 


100.24mph (record). 

Forward Trust 1000 Plus Special Saloon Car Championship round 
(15 laps: 1, Nick Whiting (2.0 Ford Escort BDG), 16m 37.4s, 
69.54mph; 2, Tony eit (1.8 Ford Escort BDE), 17m 10.6s; 3, 
Graham Goode (1.3 Ford Escort BDA), 17m 46.0s; 4, Phil Winter 
g3 MiniCooper S), 14 laps. Over 1300cc: 1, Whiting, 89.54mph; 2, 

ugden; 3, Derek Walker (1.8 Ford Escort Il BDE); 4, Roy Yates (5.0 
Ford Zodiac-Chevrolet Mk Ilt V8). Fastest lap: Whiting 1m 5.0s, 
91.61mph. 1001 to 1300cc: 1, Goode, 83.78mph; 2, Winter; 3, Geoff 

jan (1.3 Nimi-Cooper S); 4, Malcolm Hamilton (1.3 Mini- 
ubman). Fastest lap: Goode and Peter Baldwin (1.3 Mini Clubman 
BDA), 1m 8.8s, 86.55mph (record). i 2 
. Formule Libre Ooleps: I, Frank Potts (1.6 Lyncar-Nicholson/BDA 
» llm_ 6.2s, .37mph; 2, Ken_ Silverstone (F3_March- 
Novamotor/Toyota 753), 11m 19.6s; 3, Phil Silverstone (3 March- 
Novamotor/Toyota 753), 1im 22.8s. Fastest lap: Ken Silverstone, 
im 2.8s, 94.82mph. 


AUTOSPORT, JULY 15, 1976 


benefit once Martin Birrane’s Capri-. 


lar DL15) 9m: 


Farthing’s 
first | 


Mini drivers provided most of the enter- 
tainment when the BARC organized a 
seven-race programme at Cadwell Park last 
Sunday. In the Leyland Challenge Series, 
Chris Tyrrell was the lucky winner of a 
hectic Mini 7 thrash while Ian Briggs was a 
convincing winner of the slightly less des- 
perate Mini 1000 contest. Russell Dell took 
the FF spoils, and other single-seater win- 
‘ners were Peter White, Joe Applegarth and: 
‘Ken Crook. Clubman’s winner was 17-year- 
old Steve Farthing, with Jon Fletcher the 
Modsports victor. 


Russell Dell, having only his third FF1600 outing 
headed the field all the way in the opening race, a 
BARC Northern Championship qualifier. The 
four-year-old Hawke DL9 was oversteering 
severely but Dell successfully fought it to the 
chequered flag, winning by 5s when the next two 
up tangled on the last lap. On the penultimate la 
John Harlow took his Elden through on the inside 
of Bryan Househam’s Van Diemen at Park to be 
second, but on the next lap as they braked for the 
fast Park corner again, Househam got round by 
bouncing off Harlow, the unfortunate York- 
shireman retiring unhurt but with a bent motor 
car. Third behind Househam was Barry Hodson 
in his three-year-old Royale RP16A. 

lan Briggs also led all the way with the Steve 
Harris/Wessex Kentreds car, scoring a convincing 
victory in the Leyland Mini 1000 Challenge. Mike 
Curnow quickly moved into second and chased in 
vain to the close. The demoted Phil Spurling was 
dropped by the leaders, but easily outpaced all the 
rest to finish third. In another last lap mix up at 
Park Peter Morris strained his relationship with 
Paul Perrara somewhat when he caused Perrara 
to take to the grass and then beat him to the flag. 

Steve Farthing made a fantastic start and at 
the end of the first lap of the Oceanair Cubmans 
round he had a lead of over 2s with his Mallock. 
Drivmg very well, Steve maintained that 
advantage until three-quarters distance when he 
began to ease his pace. At the same time Alex 
Ferrada (Team ACE Plant Mallock) had shaken 
himself clear of Steve’s brother, and with the odd 
tyres on the car then all equally warmed he put in 
two very rapid laps almost to catch Steve. Don 
Farthing slowed with a troublesome rear wheel 
vibration and was also almost caught by Ian 
McCullough. Poleman Dud Moseley fell victim to 
over-exuberance and damaged the A. H. Wilson & 
Son Mallock against a tree. 


“Who would have believed it?” said Jon 
Fletcher after he had won the BARC Modsport 
ualifier with his lightened Carter Bros 


(Rochdale) Ltd sponsored Elan. Third gear had 
stripped several teeth during practice and the 
team had loaded the car onto the trailer ready for 
home. But after lunch, the gearbox was emptied 
of all the debris and off went Jon to claim his pole 

osition with just 2nd and top gears available. 

or jae over a lap the race threatened to be a 
needle match between Fletcher and Dave 
Bettinson with the Speed Typesetting Caterham’ 
Super 7, a car ideally suited to the tortuous circuit 
but second time round Dave, who was having his. 


-Norvic), 15m 48.2s, 85.42mph; 2, Bruce Venn ( 
Daghorn), 15m 53.2s; 3, Olly SNe: emma Super Vee 
e 
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first taste of the place, went off and broke the 
nose/spoiler section. With the pressure off, 
Fletcher cruised to a surprised victory. 

A lot of the interest went from the FSV Silver 
Cup round before the start. Series leader John 
Morrison had suffered from dirt in the fuel lines in 
practice and the final straw came when the Votex 
Automotive Lola T326 expired on the warm-up 
lap with the same problem again. Then Tim Keen 
had to suffer the ignominy of being pushed from 
pole position with a broken cam follower — 
wretched luck after an excellent practice effort. 
All of which made it easier for Peter White to win 
with the Mike Izzard Racing Royale. Bruce Venn 
(Elden) went very well again at a circuit he enj os, 
and was the only challenger. A F4 championship 
round was run concurrently, Ken Crook (Lotus 
41C) being the surprise victor from the troubled 
Brabham BT28 of Roy Lewington after both Alex 
Lowe (Chevron B20) and Bill Cowling (Delta 
IRF4) had spun out of thelead. 

The opening laps of the Leyland Cars Mini 7 
Challenge were hectic with cars going off every- 
where, and the standard of driving left a lot to be 
desired. Out ahead of it all Graham Wenham just 
led Chris Tyrrell, both driving smoothly and 
sensibly. At the last corner Wenham’s Micktuned 
car broke its transmission and coasted over the 
line allowing Tyrrell to win. 

The Varley Batteries Mongposty Championship 
round was won by Joe Applegarth, driving the 
Brabham BT23C as well as ever in his usual 
relaxed style. Alan Baillie’s Viking broke a drive- 
shaft while leading, while David Coombs had to 
adapt to driving his Manta without second gear 
before making a determined but unsuccessful late 
challenge for the lead. Trevor Scarratt (Brabham) 
was a challenging third but next up Tony Ford 
was outpaced with the Emberton although he 


outran everyone else. 
ANDY LEEDER 


BARC Northern Formula Ford 1600 Championship round (8 laps): 
1, Russell Dell (Hawke DL 9/11 Minister), 13m 48.8s, 78.18mph; 
2, Bryan Househam (Van Diemen RF74-Scholar), 13m 53.2s; 
3, Barry Hodson (Royale RP16A-Minister), 14m 03.2s; 4, Mike 
O'Brien (Merlyn Mk20/29A-CEC), 14m 10.0s; 5, Rob Ellis (Ashtune 
Diemen RF76-Scholar), 14m 10.0s; 6, R. Ward (Merlyn), 14m 27.6s. 
Fastest lap: Househam and Dell, 1m 41.8s, 79.56mph. 

Leyland Cars Mini 1000 Challenge race (8 laps): 1, lan Briggs, 14m 
58.2s, 72.14mph; 2, Mike Curnow, 14m 59.6s; 3, Phil Spurling, 15m 
06.2s; 4, Peter Morris, 15m 31.6s; 5, Paul Perrara, 15m 33.0s; 
6, David Abbott, 15m 33.6s. Fastest lap: Briggs, 1m 49.8s, 
73.77mph. 

Oceanair Ciubmans Sports Championship round (8 laps): 1, Steve 
Farthing (Mallock-U2 Mk16B), 13m 04.0s, 82.75mph; 2, Alex 
Ferrada (Mallock-U2 Mk16B), 13m 04.8s; 3, Don Farthin eg s 
U2 6E), 13m 19.45; 4, lan McCullough (Mallock-U2 6), 13m 
21.2s; 5, David Campbell (Phantom P76 1B), 13m 34.0s; 6, Nigel 
Winchester (Gryphon C6B), 13m 36.4s. Fastest lap: Ferrada, 1m 

.44mph (record). 


34.8s, 85 

BARC Modsports Car Championship round (10 laps): 1, Jon 
Fletcher (1.6 Lotus Elan), 17m 24.2s, 77.57mph; 2, Dave Bettinson 
Caterham Super 7), 17m 29.8s; 3, Rob Haigh (1.9 MGA), 17m 
8.2s; 4, Pat Longhurst (1.0 Davrian MkVII), 17m 58.6s. Over 
2000cc: 1, J. Finch (MG Midget S/C), 18m 32.0s, 72.84mph; 2, Tony 
Wingrove (2.6 Porsche Carrera). Fastest lap: Finch, 1m 49.0s, 
74.31mph. 1501-2000cc: 1, Fletcher, 77.5/7mph; 2, Bettinson; 
3, Haigh. Fastest lap: Bettinson, lm 41.8s, 79.56mph. 1151- 
1500cc: 1, Keith Pe (MG Midget) 18m 03.0s, 74.79mph; 
2, Richard Oliver (MG Midget); 3, lan Hall (Mini Jem Mk2). Fastest 
is Hall, 1m 43.4s, 78.33mph. Up to 1150ce: 1, Longhurst, 
75.09mph. Fastest lap: Longhurst, 1m 45.0s, 77.1 4mph. 

Formula Super Vee and Formula 4 Championship round (10 
Overall andi Formule Super Vee: 1, Peter White sfovere RES. 

Iden RS +4 

, 
00.6s; 4, Bill Burley (Rove RP1 idegger), 16m 01.2s. Fastest 
lap: Burley 1m 33.0s, 87.09mph. Formula 4 Cars: 1, Ken Crook 
ffotus 41C), 16m 21.6s, 82.51mph; 2, Roy poe Brabham 

28), 16m 23.6s; 3, Eddie Heasell (Brabham BT38C), 16m 38.2s. 
incre Lewington, 1m 34.8s, 85.44mph. 

Leyland Cars Mini 7 Championship round @ laps): 1, Chris Tyrrell, 
15m 46.4s, 68.46mph; 2, Graham Wenham, 15m 50.4s; 3, Julian 
Cutler, 16m 05.0s; 4, Graham Woskett, 16m 05.2s; 5, Graham 


is): 1, Joe 

rth (Brabham BT23C), 16m 22.2s, 82.46mph; } David 
3, Trevor Scarratt (Brabham 

B), 16m 27.2s; 4, Anthony Ford (Emberton M2), 17m 05.2s; 5, 


Cathay BT21A), 17m 42.8s. Fastest lap: Coombs, 1m 35.8s, 
55mph. 


Alex Ferrada taking more than 5 secs off his class record at Cadwell. Don Farthing follows. 


LEPLAN 


with Taam Stumm 
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John Beasley’s Lister spins out of the Cooper race lead; Bell passes by. 


SILVERSTONE 


No waiting for Lee 


Following on the heels of their extremely 
successful debut at Brands Hatch, the 
Aston Martin Owners Club returned to 
more familiar surroundings at Silverstone 
for their annual St John Horsfall race 
meeting. Almost all the grids were filled to 
capacity with as varied a selection of in- 
teresting and often exotic motor cars as one 
could hope to see, and the excellent and 
appreciative crowd had a veritable feast of 
motor racing, packed with close finishes and 
some untoward incidents. 
The Robin Hamilton Jaguar versus Ferrari versus 
Aston Martin challenge race was for the first time 
distinguished by a really competitive Ferrari 
content, having Anthony Bamford’s 512 and 
Michael Vernon’s later 312P/B Spydes, Richard 
Bond’s Daytona and John Harper in the 
Breadvan, beautifully restored after its coming- 
together at Brands with Richard Thwaites’s 
Brabham. The driver of the JCB entered car 
proved to be a new name, Michael Lee, who is 
related to Willie Green and shares both his looks 
and his driving ability. Hardly surprisingly, the 
two Ferraris contested the lead without much 
challenge except for a hard-charging Neil Corner 
in the GP Aston DBR4 at first, and, although 
Louis Lorenzini managed to head Lee on the first 
lap, he was overtaken on the second, led again on 
the third and fourth laps but thereafter was 
headed home by the coupe 512 by a fine margin. 
Corner became a lonely third followed by the 
Daytona of Bond and the Breadvan, which had a 
savage tussle with the second Aston home, Dave 
Preece’s extremely hairily conducted, ultra-light 
DB4, which pulled out 10secs on Mike Salmon’s 
Project 212. are j 
e Academy Hotel Trophy event for 

HSCC Group 1 cars was dominated by the small 
sports-racers, and Birmingham dentist Rupert 
Glydon led in his Mk1 Lola from start to finish, 
pursued by Mike Weatherill’s Lotus 15 and 
Michael Ostroumoff’s Lola. Ian Holliday in yet 
another Lola was fourth ahead of Rob Mansfield’s 
swift Targa Florio Frazer Nash, fastest of the 
Road Sportscars. 

The St John Horsfall Trophy race itself suffered 
a rather small turnout, and there were only ten 
finishers out of an entry of 21 of the pre-war 
Astons in this Monsieur Houbigant-sponsored 
race. David Taylor’s pristine blue Le Mans ran 
away and hid from the others and most of the 
interest centred on the tremendous scrap for 
second place between Derrick Edwards’s Aston 
Ulster and Anthony Riseley’s International, 
Edwards getting to the flag only a second ahead. 

Robert Cooper collects Historic cars, races 
them, and is a scrap metal dealer. Not another 
Albert Steptoe, apt instead to purchase such 
items as ships and locomotives rather than old 
cars and bicycles, a different league indeed! 
Robert sponsored the next race for Historic 
Sports and Racing cars under the name of 
Coopers (Metals) Ltd, and this attracted the best 
and most varied field of cars seen in this type of 
racing. John Beaker. led the race away from pole 
position in his rapid Lister Corvette, followed by 

eil Corner’s DBR1 and the versatile Michael Lee 
in the beautifully prepared JCB-entered 250F 
Maserati. These two single-seaters were almost 
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touching as they powered through Woodcote for 


the first time, a superb exhibition of skilful 


driving of two very differently handling 
machines. This order continued until Beasley 
spun the always tricky Lister on braking for 

oodcote and let the other two cars through to 
fight for the lead. In his subsequent pursuit he set 
a new class lap record, and while Lee and Corner 
battled on they both equalled his time of 1m 2.4s 
(their own existing class lap record), Lee 
eventually winning and being presented with the 
trophy by Stirlmg Moss. A quartet of Lister- 
Jaguars filled the next places, Bobby Bell leading 
Bruce Halford, Chris Drake and Bert Young, 
while Chris Stewart (HWM-Jaguar) and Alain de 
Cadenetin Dan Margulies’s 250F Maserati were 
next. 

The Selkirk Metalbestos race for Vintage and 
Venerable (pre-1940) cars was led at first by 
brothers Peter and Christopher Mann in the ex- 
Waller/Scribbans ERA and ex-John Mudd Alfa 
Romeo Monza, one of the Scuderia Ferrari cars, 
but their place-swapping for the lead was destined 
to end when Martin Morris’s 2-litre ERA and the 
Hon Patrick Lindsay’s 1}litre ERA Remus 
caught them from the 10secs mark (forced upon 
them by their failures to practise). Martin yet 
again proved the 2-litre car’s superiority, al- 
though Lindsay was at his dashing best to watch 
as he slithered the less powerful car around in hot 
pursuit. 

The Oldham & Crowther Thoroughbred Sports 
Car race was enlivened by another drive through 
the field from a 10secs penalty, this time from 
David Preece in the snarling and almost 
habitually sideways yellow DB4 Aston. While 
John Harper’s Tester-prepared LHD aluminium- 
bodied ¥K120 battled with John Chatham’s 
DD300 Healey, Preece was making electrifying 
progress through the field, gaining steadily 
on the leaders. The climax awaited by the 
spectators as the Aston closed up on the last lap 
was heightened almost unbearably by the 
presence of a petrified Roddy MacPherson, 
stationary and sideways just past the apex of 
Woodcote. The Aston had already disposed of 
Chatham’s Healey in arbitary and paint- 
disturbing fashion the previous lap, and now the 
leading Jaguar took to the left of the stalled 
Frazer Nash and the Aston to the other side in a 
dash for the line, just headed by Harper by 0.2sec. 

The Cheyslemore Trophy race for post-war 
Astons was great fun, and Robin Hamilton set off 
to prove that the big V8 is really not the sluggard 
it is popularly supposed to be. Pity he forgot 
about Becketts, and had to sweat it out while 
much of the field passed before he could restart 
his car! His lead was taken over by Roger St John 
Hart, who led for the rest of the race followed by 
Mike Loasby’s very rapid DBS V8, Ian Hilton’s 
Zagato and Rachel Goate, driving very capably in 
the family DB4GT in marked constrast to 
husband John’s more abandoned style. Hamilton 
fought back to third place before the head gasket 
on one bank, known to be failing, cried enough. 

The race for GT and Sports Cars had a 
magnificent grid of exotic machinery, but un- 
happily an enormous massed shunt against the 
pit wall at the start eliminated several cars. 

ichael Lee went off the road on the first lap but 
fought back up to second place behind the race 
winner, Jeremy Lord in his tidy Lola T280. 


Richard Bond had held third place almost 
throughout in the growling Lola T70 Mk3 until 
displaced by the Ferrari 512 of Lee, and finished 
well ahead of Lorenzini in Mike Vernon’s 512 
ope after the latter spun away a good second 
ce at Becketts on lap 2. It was sad to see no 
Fea than four cars pulled away from the pit wall 
in damaged condition after the race. 
~- The Philips Electrical Trophy race was late 
starting after the wreckage-clearing, and this 
round of the Rochas Classic Car Championship 
had a bad start when, on the first lap, Sir Aubrey 
Brocklebank’s Morgan SLR (which had been 
shedding large quantities of petrol to the alarm of 
those following) burst into flames with startling 
suddenness right in front of the pits. The driver 
most fortunately got the door open and steered 
the car to a halt on the grass; happily Aubrey was 
only sli ney pried The restart took some while, 
but Mike in last-year’s winning Elva- 
BMW led with Martin Hilton’s rebuilt Cobra in 
hot pursuit and Brian Cocks’s Lotus 23B close 
behind. The Elva went sick on lap 8 and Hilton 
took the lead, only to spin in Woodcote on the last 
lap on oil dropped when Rupert Glydon’s Lola 
blew up. The 23B took the flag, and the Cobra just 
made it across the line ahead of Harper’s 
Breadvan. Richard Thwaites ran a steady race to 
finish a lonely fourth, Brian Classick in the 
somewhat troublesome Iso Grifo was fifth, and 
Amschel Rothschild was sixth in his early Tester 


E-type. 
ROBIN REW 


Robin Hamilton Jaguar v Ferrari v Aston Martin Challe race 
(10 taps 1, M. Lee (5.0 Ferrari ate) 10m 10.0s, 94.89 mph; 2, L. 
poreazint @ Olverar! 312P), 10m_10.6s; 3, Neil Corner (3.0 Aston 
Martin DBR4), 10m 59.0s; 4, R. Bond (4.4 Ferrari Daytona), 11m’ 
10.6s; 5, D. Preece (3.7 Aston Martin DB4), 11m 15.2s. Fastest lap: 
Lee, 59.6s, 97.1 3mph. 

Academy Hotel rey race go lepsy 1, R. Glydon see Lola-° 
Climax Mk 1), 11m 35.6s, 83.2: mpl , M. Wetherill (2.0 Lotus- 
Climax 15 Mk 3), 11m 38.2s; 3, M. Ostroumoff (1.2 Lola-Climax Mk 
1), 11m 41.4s; 4, |. Holliday (1.2 Lola-Climax Mk py 12m 46.0s. 
Sports-racing up to 2 litres: 1, Glydon; 2, Wetherill; 3, Ostroumoff. 
Fastest lap: Wetherill, lm 8.2s, 84.88mph. Road rts up to 
1600cc: 1, S. Danaher (1.2 Elva Mk 3), 11m 44.85, 73.92mph; 2, J. 
Lucas (1.5 Porsche 356), 12m 066s; 3, T. Standen (1.6 Porsche 
Roadster), 12m 39.4s. Fastest lap: Danaher, 1m 16.8s, 75.38mph. 
Road Sports 1601-2600cc: 1, R. Mansfield (1.9 Frazer Nash Targa 
Florio), 11m 43.0s (9 laps), 74.11mph; 2, P. Mann (1.9 AC Ace 
Bristol), 12m 39.2s; 3, Mrs T. Pilkington (1.9 Frazer Nash Sebring), 
12m 52.2s. Fastest lap: Roderick MacPherson (1.9 Frazer Nash Le 
Mans Rep), 1m 14.2, jel Road Sige over 2600cc: 1, J. 
Murray ¢ 9 Aston Martin DB2/4 Mk 2), 12m 21.4s, 70.27mph (9 
laps); 2, S. Bamford ge Aston Martin DB2), 12m 26.2s; 3, S. Magee 
2.9 Aston Martin DB2), 12m 26.6s. Fastest lap: Murray, 1m 19.8s, 


2.54mph. 

St John Horsfall Trophy race (10 laps 1, D. Taylor (1.4 Aston 
Martin Le Mans), 15m 02.2s, 64.16mph; 2, D. Edwards (1.4 Aston 
Martin Ulster), 15m 16.4s; 3, A. Riseley (1.4 Aston Martin Inter), 
15m 17.6s; 4, B. Joscelyn (1.4 Aston Martin Lionel Martin Sports), 
15m 52.2s. Fastest lap: Taylor, 1m 28.6s, 65.34mph. 

Cooper Metals Ltd International Historic Car race Ce laps): 1, M. 
Lee (2.5 Maserati 250F), 15m 53.8s, 91.04mph; 2, N. Corner (3.0 
Aston Martin DBR4), 15m 56.6s; 3, J. Beasley © 3 Lister Corvette), 
16m 3.6s; 4. R. Bell (3.7 Lister Es, 16m 50.0s. Upto 2000cc: 1, 
M. Morris (2.0 ERA), 16m 52.4s, 80.05mph (14 ps) 2, G. Walton, 
Ge Connaught A-type), 13 laps; 3, R. pacrs ee cooper Bristol Mk 

. Fastest lap: Morris, 1m 10.8s, 81.76mph. 2001-3000cc: 1, Lee; 2, 
Corner; 3, A. de Cadenet (2.5 Maserati 250F), 16m 21.6s. Fastest 
lap: Corner and Lee, 1m 2.4s, 92.77mph. Over 2000cc: 1, Beasley; 
2, Bell; 3, Bruce Halford (3.8 Lister Jaguar), 16m 56.6s. Fastest lap: 
J. Beasley, 1m 2.4s, 92.77s (record). 

Selkirk Metalbestos race tor PVT cars (7 laps): 1, M. Morris (2.0 
ERA), 8m 46.0s, 77.04mph; 2, Hon P. Lindsay (1.5 ERA), 8m 49.4s; 
3, P. Mann (1.5 ERA), 8m 55.0s; 4, C. Mann (2.6 Alfa Romeo Monza), 
8m 59.6s. Fastest Lap: Morris, 1m 10.4s, 82.23mph. 

Oldham & Crowther Championship race for Thoroughbred Sports 


Aston Martin DB4), 11m 33.2s; 3, J. 
, R. Woodcock (2.2 


, J. Lucas (1.6 Porsche 356), 12m 08s. Fastest lap: Brown, 
1m 12.8s, 79.52mph. 1651-2700ce: 1, Woodcock; 2, Alan Ede (2.2 
Triumph ic 12m 26.0s; 3, S. Phillips (2.0 Frazer Nash Le Mans 
Rep.), 12m 38.8s. Fastest lap: Woodcock, 1m 09.6s, 83.17mph. 
real aa alae 2, Preece; 3, Chatham. Fastest lap: Preece, 

m 06.8s (re: b 

Cheyslemore Trophy race for Post-War Aston Martins (10 laps): 1, 
R. St. J. Hart 3.7 Aston Martin Cae , 11m 57.0s, 80.74 mph; 
2, M. Loasby (5.3 Aston Martin DBSV8), 12m 03.8s; 3, | Hilton (3.7 
Aston Martin DB4 Zagato), 12m 25.0s; 4, Mrs R. Goate @.7 Aston 
Martin DB4GT), 12m 27.4s. Standard Feltham cars: 1, S. Magee, 
be Aston Martin DB2), (9 laps); 2, J. Murray (3.0 Aston Martin 

B2/4), no other starters. Fastest lap: Magee 1m 18.2s, 74.03mph. 
Standard Newport Pagnell Cars: 1, Loasby, 2, M. MacGregor (4.0 
DB5 Vantage), 12m 50.0s; 3, C. Elwell, (5.4 DBS V8), 12m 56.2s.: 
Fastest lap: R. Hamilton (5.4 DBS V8) 1m 09.6s, 83.17 mph. 
Standard Production Competition cars: 1, Hart; 2, Hilton; 3, Goate. 
Fastest lap: Hart, 1m 10.2s, 82.46mph. 

Goddard and Smith Trophy Race for GT and Sports cars (10 laps): 
1, J. Lord (3.0 Lola T.280), 9m 55.2s, 97.26mph; 2, M. Lee (5.0 
Ferrari 512), 10m 21.4s; 3, R. Bond (5.0 Lola T/0) 10m 28.8s inc. 
10s penalty; 4, L. Lorenzini (3.0 Ferrari 312P), 10m 47.6s; 5, W. 
Harris (6.0GT40), 10m 584s; 6, J. Beasley (5.3 Lister Corvette), 9m 
59.2s (9 laps). Unlimited Gen es and GTs: 1, Lord; 2, 
Lorenzini; 3, Beasley. Fastest lap: Lord, 58.0s, 99.81mph. Group 4 
(ot piste 1, Lee; 2, Bond; 3, Harris. Fastest lap: Lee, 57.8s. 

.15mph. 

Philtips Electrical Trophy Race, Rochas Classic Car Championship 
round (10 laps 1, B. Cocks, Ge Lotus 23B WG 1lm 00.2s. 
87.68mph; 2, M. Hilton (5.0 AC Cobra), 11m 07.8s, 86.69mph; 3, J. 
Harper (3.0 Ferrari Breadvan), 11m 08.8s, 86.56mph; 4, R. 
Thwaites (2.5 Brabham BT8 Climax), 84.78mph. Sports racing over 
2000cc; 1, Thwaites; no other finishers. Fastest lap: Thwaites, 1m 
05.4s, 88.51mph. Sports Racing, up to 2000cc: 1, Cocks; 2, M. 
Ostroumoff (1.2 Lola Mk.1), 11m 43.4s; 3, D. Dawson (1.0 Lotus 23B 
BRM), 11m 50.8s. Fastest lap: Cocks, 1m 04.6s, 89.61mph Front- 
engined GT over 3000cc: 1, Hilton; 2, B. Classic (5.3 Iso Grifo Le 
Mans), 11m 31.8s; 3, Hon. A. Rothschild (3.8 Jaguar E), 11m 34.0s. 
Fastest lap: Hilton, 1m 04.2s, 90.17mph. Front-engined GT1301- 
3000cc: 1, J. Harper 2, K. Eady (1.6 Lotus Bian) 11m 47.0s; 3, J. 
Webb (1.6 Lotus Elan), 11m 48.0s. Fastest lap: Harper, 1m 05.4s, 
88.51mph. Front-engined GT up to 1300cc: 1, R. Friend (1.2 Lotus 
Elite), 11m 59.2s, 81.05mph; 2, J. Marsh (1.2 Marcos Ford), (9 laps); 
ae canby (1.2 Lotus Elite), @ laps). Fastest Lap: Friend, 1m 10.0s, 

R ph. 
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The Guild of Motoring Writers seems to be 
making a habit of teasing top celebrities along to 
their monthly luncheons and squeezing a good 
story out of them. Last month the man on the hot 
plate was Ford’s Walter Hayes, from whom came 
the £500,000 new F1 engine scoop. 

This month the 40-odd regular lunching 
members of this elitist Guild decided that the 
theme should be ‘‘The British Grand Prix’’. And 
to this end they summoned a heavyweight panel 
of post-prandial speakers who, they felt, would 
both amuse and educate them. 

Ken Tyrrell, discussing the role of the modern 
day GP driver, revealed that the car is more 
important than the driver, while both John 
Watson and Jody Scheckter looked curiously 
askance. Witness, he said, the performances of 
Emerson Fittipaldi and Bernie’s two Carloses this 
year. Last year they had good cars and they won. 
races. This year they have less than averagely 
good cars, and they’re nowhere. 

Gone, it would seem, are the days when a good 
driver can wrestle a mid-grid car onto the front 
row. 

A good GP driver, according to Tyrrell, must be 
able to test and report what the car is doing. But 
he must be able to test, lap after lap, at racing 
speeds. “‘All cars handle well when they’re going 
two seconds too slow,” says Tyrrell, presumably 
speaking from his own experience as an ex-racer, 
as well as from clocking and watching some of the 
best in the business. 

“Above all,” says Ken with feeling, ‘drivers 
must be honest with their team. When they stuff 
the car it’s no good them coming back and saying 
they went off because something broke. All that 
does is to keep the lads up half the night sifting 
through the wreckage looking for what might 
have broken.” 


Bernard Ecclestone — underpaid? 


Ken believes that managers and mechanics 
have more respect for the man who comes back 
and says he’s sorry, but he had brain fade and 
tossed it into the fence. 

The impression that Ken gives is that since 
Jimmy Clark died, Stirling quit and Jackie 
retired, there aren’t any really good complete GP 
drivers left in the business. 

“Tf I could choose a perfect driver I’d want a 
man with the head of Niki Lauda, the car control 
and courage of Jody, the cool of Patrick, the per- 
sonality of James Hunt, the technique of 
Emerson and the public appeal of Clay,” quipped 
Tyrrell as the wind-up to his speech. Go back and 
look at Ken’s specification for the perfect racer. It 
tells you more about his qualities than those of 
the drivers he’s talking about. 

John Webb came out with some fascinating 
figures and was at some pains to point out that he 
was a very happy GP promoter and that he 
wasn’t in any way at loggerheads with the 
constructors. 

He and Silverstone between them in the past 
couple of years had invested over £1 million in cir- 
cuit: improvements, he said, and went on to ex- 
plain how the GP belonged to the RAC and how 
they gave it to promoters like him and Silverstone 
to run. And he made no bones about the fact that 
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he expected the GP to stay with the two big 
investors (himself and Silverstone) for a long time 
to come. (For which you may read that between 
them they have executed a neat lock-out on 
Donington). 

This year Webb will hand a cheque for £150,000 
to the Constructors for their presence at the 
Grand Prix. How they split it up is not his affair, 
he said. Bernie Ecclestone would explain that. 
Last time he had the GP it cost him £77,000. But 
he didn’t throw a wobbly when the price doubled. 
He nailed up 2000 more grandstand seats (13,000 
in all) and doubled the price of the lot and amazed 
himself by selling out in February. 

It costs Webb’s Grovewood-owned operation 
about £30,000 a month just to keep Brands 
functional. And the recent dramatic and much- 
needed improvements stand him at £303,000. 

Webb asserts that while most other GP organ- 
izers get financial support from the tourist 
boards, governments or principalties, he’s glad’ 
he doesn’t. “If you can’t promote a GP and make 
money from it you don’t deserve to be in the pro- 
motion business,” he says. 

“The cost to us has doubled in three years. A 


Ken Tyrell — no more complete drivers? 


few years back the sponsors’ contribution (John 
Players) was about 33 per cent. Now it’s more like 
15 per cent. If we in Europe can’t afford to pay 
the constructors what they want, I am sure that 
they will start looking towards the Middle East.” 

A few stray facts. ... Webb anticipates 110,000 
spectators over the three days of the GP, half a 
million cans of beer will be sold, 1000 people will 
be flown in by helicopter and there will be 6000 
“workers” on site. 

John Watson announced himself as no little dis- 
enchanted by his recent disqualification from the 
French GP and said he like to see a “gate” 


. One had the impression that he couldn’t find 


by Nick Brittan 


through which all cars were pushed onto the track. 
“If they went through they were legal to race and 
if they didn’t they weren’t. It could be that 
simple.” 

Bernie Ecclestone neatly _ side-stepped 
Guestons about how the $285,000 (£156,590 at to- 

ay’s rate) per race gets divided up. ‘The system 
is far too complicated. I’m not even sure I under- 
stand it myself,’’ claimed the man who devised it. 
“But one thing is for sure. We're badly underpaid 
compared with tennis and golf professionals. A 
tennis star earns over £150,000 a year and his 
only investment is a racquet, which he’s probably 
been given by the manufacturer anyway.’ 

What were the rewards for the car owners? Ac- 
cording to Bernie, “‘When Ken’s cars were first 
and second in the Swedish he’d done the ultimate. 
You can’t do better than that with a two-car team 
and his take-home winnings from the kitty were 
around £22,000.” 

Bernie chose not to explain how the balance of 
£134,000 got divided up between the pmsinne 2 
cars. But then Formula 1 constructors are like 
farmers. They always plead poverty but did you 
ever hear of a farmer going bankrupt? 

Jody Scheckter thought the turbocharged Renault 
engine could maybe work in Formula 1. He’d 
driven it in sports cars and it felt good. Nobody 
thought to nek him (or Ken) if Renault or Elf, who 
have half shares in the engine, had offered it to 
the Tyrrell team. Pity, that. 

A latecomer (‘‘I only dropped by because I 
thought I might catch a free lunch, but dammit 
the plane was late and I only got here in time for 
coffee”) was Jackie Stewart. 

Jackie talked about the Beeb’s ambivalent 
attitude to televising motor racing. Readin, 
between the lines, he’s obviously been trying har 
to sway the astigmatics at the top but emerged 
without success and somewhat baffled. 


John Webb — happy GP promoter. 
anyone at the Beeb (with whom he had a lucrative 


contract) to explain why you can’t have ads on 
cars but why it’s OK for boxer John Stracey to 
have an enormous sponsor’s name all over his 
belly and for Bjorn Borg to have an airline name 
knit all over his sleeve. 

Divina Galica said it was lovely to be the 
fastest lady in Britain and that she was going to 
have a real good go at qualifying for the British 
GP. “‘But I was upset when I got the record and 
all the media made such a great fuss of me. It 
really was very easy to do. Three days before, I’d 
scored my best-ever race result in F5000 — fourth 
and not lapped by Purley — and nobody wrote a 
thing about that.” 

I promised I would. And I did. Better now, 
Divi? 

Derek Gardner postulated amazement over just 
how GP drivers can keep their foot on the throttle 
when the engine is running on the rev limiter. “If 
those same blokes could see an engine on a dyno 
running on the limiter they’d run out of the room 
screaming. They vibrate as if they are about to 
explode any moment.” 

A good lunch. And fine conversation prompted, 
no doubt, by the unpretentious, but obviously 
effective, Chateau Langue Desserrage served 
throughout. 0 
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PAUL BERNASCONI 


Paul Bernasconi began his motor racing career 
five years ago in Formula Vee in Australia, where 
he received an Encouragement Award as the 
driver to show the most potential. In 1972 he 
scored a number of wins and secured the 1972 
Australian National Formula Vee Drivers Award. 
Despite the season being little more than half 
over, the Formula Vee was sold and replaced with 
a Bowin P4, ready for the 1973 Formula Ford 
series. After a cautious start he became a major 
contender, a win at Hume Weir being the high 
point of the year. 2 

The Sydney driver consolidated his efforts in 
1974 at the wheel of the one-off Mawer 004 
Formula Ford. After an unlucky 1974 season, he 
scored two wins, a second, a third and a fourth 
from five finishes and set lap records at Oran 
Park, Sandown Park, Surfers Paradise and Calder 
raceways. 

In 1975 Bernasconi joined the Grace Bros-Levis 
Race Team with his Mawer Formula Ford. 
Competing in the TAA Driver-to-Europe series, 
from seven starts he won five races and scored a 
second and fourth, giving him a clear win to take 
the 1975 Australian championship. 

Another step towards his ultimate ambition 
and further recognition came in the form of a 
works drive with Alfa Romeo Dealers Team Aust- 
ralia. Bernasconi’s services were obtained for the 
entire 1975 Manufacturers Championship as well 
as for the Hardie Ferodo 1000, in which he was 
partnered by Tim Schenken. 

Late 1975, Bernasconi delayed his trip to 
Europe by remaining in Australia to join the 
Sharp Lola F5000 Racing Team, headed by twice 
Australian champion Max Stewart. He competed 
in several races in Australia and the Peter 
Stuyvesant series in New Zealand, finishing with 
a sixth, a fourth and a third from four starts. 

During February 1976, 25-year-old Bernasconi 
relinquished his drive in Australia to try and 
make a name for himself in international racing. 
He is now resident in Britain and has obtained 
works assistance from Ron Tauranac to run an F3 
Ralt for the remainder of the 1976 season in 
preparation for a serious attempt in 1977. 
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MIKA ARPIAINEN 


For the first time in his driving career, Helsinki- 


born Mika jainen has got it all together, and 
consequently has already scored four wins in a 
row this year — no mean thing in the hotly con- 
tested continental Super Vee world. Now 28, Mika 
has been a keen competitor in the formala ever 
since it was instituted in Europe in 1971, but for 
1974, that is, when he unsuccessfully ventured 
into F2 and entered three races in a two-year-old 
GRD, with an uncompetitive Finnish-built Ford 
engine. 

Ithough problems of finance never before 
allowed this rapid Scandinavian to tackle the job 
in a really professional manner, success was not 
completely absent either. During 1972 and 1973, 
for instance, he once came third in the Goldpokal 
and in the Castrol-Pokal. Best results in 1972 
were a win at Zandvoort and a third place at 
Monza: the following year’s highlights were a wet 
win at Thruxton and a second place at the ‘Ring 
(GP meeting). 

During the years of Formulae Vee and 
Supervee, Mika always remained faithful to the 
Finnish marque Veemax. Since last season his car 
has been their bery neat monocoque Mk7 which, 
after initial flexing problems were sorted, went 
faster and faster during the second half of that 
year and is now very good indeed. Power comes 

‘om one of Bror Jaktlund’s demon units, con- 
sidered the fastest in the business at the moment. 
Before the middle of last year various jobs took 
up a lot of Mika’s attention. which hardly helped 
him in his ambitions as a driver. Now, however, he 
is the owner of a flourishing business manufactur- 
ing promotional clothing, which he leaves to the 
attention of his employees. Another important 
fact is that, unlike the old days, he doesn’t even 
own one bolt in the team. Everything is the 
property of constructor Max Johansson. As a 
result, this experienced pa a a ead from the land 
of the 1000 lakes can now fully concentrate only 
on driving his car. With financial worries a thing 
of the past, the real talent is showing very clearly 
and the results to back it up are there. As 
Kaimann boss Kurt Bergmann recently put it, 
“He is really the best driver in the formula at the 
moment”. 

Mika’s ultimate goal is Formula 1, but next 
year he would ideally like to do Formula 2 with a 
top-grade team. Of course it all depends on 
finding a sponsor; this Finn clearly deserves to 
get onein order to achievethose aims. uw 
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IAN HARRISON 


Being adventurous comes naturally to Ian 
Harrison, a trainee pilot, a skilled water-skier and 
one of Lancashire’s most consistently fast and 
successful rallymen. 

Tan, 25, is now the driving force behind his own 
business, Speed Spares of Burnley, but his motor 
sport links were forged straight from school as an 
apprentice at Primrose Garage, Clitheroe. Ian 
soon found his way to Minisport of Padiham as a 
general factotum and engine builder; the 
competition links of that company and the rally 
people fired his imagination and led to his first 
event, the 1969 Ribble . . . driving four-up in a 
Rover 3-litre bought for the princely sum of £90, 
which returned a handsome profit on its resale 
immediately after the rally! 

The bug had well and truly bitten, and a 
succession of cars followed in rapid order; 
Harrison became known as the bloke who would 
rally almost anything in order to follow his sport 
— Minis of all shapes and sizes, an Austin Maxi, 
even an 1800 Automatic on the occasion when his 
rally car of the moment was badly damaged in a 
road accident on the night before a club 
championship event. Despite the plethora of 
vehicles, the results were mounting up too; fourth 
on the Demdike in a Capri 3-litre and an Expert 
class win on the Association championship Bread- 
winners. 

For one who likes variety in motor sport, 
Harrison has had remarkably few navigators in 
his career, Pete Ainsworth surviving the rigours 
of that first Rover ride to bethe regular map man, 
except for some MN events with Stephen Bye. 

A defaulted purchase at Thomas Motors led to 
tthe purchase of Ian’s best known car, a big-wing 
RS2000 (OBN7) which took fourth overall on the 
icy Martin Group Rally, the last round of the 1975 
MN series. A cop snoot RS was bought to 
attack the 1976 MN rounds, and indeed took a 
fine eighth on the tough Border Uniflo Rally 
some weeks ago against tough opposition. 

A firm believer in the business advantages of 
sponsorship, Harrison’s Speed Spares concern 
has assisted several drivers such as David Scaife, 
Geoff Whitaker and Croft Brown. These worthy 
gentlemen now form the Speed Spares Road 

how, giving Forum performances in the area — a 
long way from four-up in a £90 Rover! 


AUTOSPORT, JULY 15, 1976 


Autosport :ar cise 


Organised by 


ery 


Inassociationwiththe 


} 
] 


| 


ques John Player British Grand Prix 


gp a 


CONTENTS 


John Player British Grand Prix entry list 5 
Timetable of events 5 
How to get to Brands Hatch 5 
Admission prices 7 
Brands Hatch Grand Prix circuit 7 
Previous British Grand Prix winners x 
Additional attractions 7 
World Championship points table 8 
Half-time score — Pete Lyons’s verdicts on the World Championship so far 8 
The Drivers 9 
The Cars - 9 
in colour: the John Player Special 77 Formula 1 car driven by Gunnar Nilsson 16 
Six wheels round Brands — A UTOSPORT columnist Jody Scheckter describes a lap of the circuit 24 
Project 34: it works — but why? Eoin Young asks Elf-Tyrrell’s rivals about one of the race favourites 26 
The BP Super Visco Formula 3 Championship race 30 
The Keith Prowse British Touring Car Championship race 30 
The Evening News ShellSport Escort Celebrity race 30 


The race of the year? 


Next Sunday’s John Player British Grand Prix, 
a classic among Grandes Epreuves. After as 
and Ferrari have suffered a couple of setbacks. These have r 
rediscovered awareness of their competiveness in 
flawless. At Brands Hatch, the scene of the premier mot 
and the competition intense. The John Player British G 
enthusiast can afford to miss, and in this special AUT 
background information you require to enjoy the meeting 


Twelve months is a hell of a long 
time, but finally the waiting is over 
and, yes, it’s British Grand Prix time 
again. Next Sunday’s event at 
Brands Hatch will be the 29th 
British Grand Prix, and recent 
events in the highly competitive 
world of Formula 1 racing suggest 
that it could take its place as one of 
the classics of a long and disting- 
uished series. 

On Niki Lauda lies a heavy weight 
of responsibility next weekend. At 
this halfway stage of the season, 
Lauda and Ferrari are way ahead of 
the chase for World Championship 

oints, but in the last two Grandes 

preuves the Austro-Italian 
machine has faltered. A slide in the 
second half of the season happened 
to this combination two years ago, 
and there are a number of eager late 
chargers ready to show that it can 
hee again. The World Champion 

ill be keener than ever to reassert 
his authority on a series which, until 
the Swedish Grand Prix, seemed to 
be his almost My right. 

But the Ferrari failures at 
Anderstorp and Paul Ricard, plus 
the result of the recent Spanish 
Grand Prix appeal committee hear- 
ing, have injected a much-need dose 
of hope into the veins of the other 
leadng teams. The  Marlboro- 
McLaren and Elf-Tyrrell teams, in 
particular, will tell you that they are 
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uite within striking distance of the 

ampions, and that there is still a 
long way to go in motor racing’s 
most important title chase. 

For McLaren, James Hunt has 
won two 1976 Grands Prix and, 
following his early-season victories 
in the nor emplogsi races at 
Brands Hatch and_ Silverstone, 
James will be doing his utmost, not 
only to achieve a hat-trick of “home” 
wins, but to inflict a further demoral- 
ization in the Ferrari camp. 

To AUTOSPORT’s Formula 1 colum- 
nist, Jody Scheckter, victory at 
Brands seems well within his Bras. 
The winner of the most recent Grand 
Prix at this circuit (although Lauda 
dominated most of the race in 1974), 
Jody can motor shatteringly fast at 
Brands Hatch, as his Race of Cham- 

ions drive last March (and his test- 
ing times with the six-wheel car a few 


weeks ago) testified. Scheckter on 


one of his favourite tracks is a real 
force, and the Kent circuit appears 
to favour the unique cornering style 
of Project 34. 

Scheckter and his team-mate 
Patrick Depailler and the fascinating 
new Elf-Tyrrells, and Hunt and the 
ageing Marlboro-McLaren M23 
design, are the only combinations 
really in a position to overhaul the 
daunting points leads_ currently 
defended by Lauda and Ferrari, and 
they have long-term purpose as well 


the face o 


as the desire to win this particular | 
race. But, in the light of the experi- 
ence of the last two races, nobody 
would predict that next Sunday’s 
winner is going to emerge from the 
<achge presently Lei 3 on points. 
ere are plenty of other drivers 
with the ability and the machinery to 
sepa the season’s fifth Grand 
winner. 

Clay Regazzoni, very much a fav- 
ourite of any Brands Hatch crowd, 
can of course never be discounted, 
and already has a 1976 victory under 
his belt. Jacques Laffite in the musi- 
cal Ligier-Matra and Chris Amon in 
the functional Ensign are both 
knocking on the door — and now 
that he has again achieved a level of 
performance worthy of his skill and 
talent, Amon will feel the crowd will- 
ing him on next Sunday; a driver of 
this calibre must not end a career 
without a Grand Prix victory. 

And what about the revitalization 
of John Player Team Lotus? Mario 
Andretti could win, too, and Colin 
Chapman’s designs somehow seem 
to incorporate some hidden factor 
which makes them fly round Brands. 

Although Lauda must start very 
much the favourite, any one of the 
others just might have pulled off a 
victory by five o’clock next Sunday 
afternoon which would accelerate the 
recent renewal of interest in the 1976 
World Championship. Lauda, Hunt, 


to be held at Brands Hatch in Kent, has all the makings of 
torming start to the first half of the season, Niki Lauda 
aised the hopes of their rivals to a newly 

f opposition which is, after all, not quite 
or sport event in Britain, the stakes will be high 
rand Prix is an occasion which no motor sport 
OSPORT guide you will find all the details and 

to the full. QUENTIN SPURRING sets the scene. 


Scheckter, Depailler, Regazzoni, 
Amon, Laffite, Andretti.... Eight 
men who have the ability and equip- 
ment right now to beat the rest of 
the world’s best racing drivers. 
Peterson, Watson, Reutemann, 
Pace, Jones .... Five more on an 
improving streak. 

ou must be there. It could be the 
race of the year. 


The details 


The 29th British Grand Prix, wit 
its £150,000 budget payable to th 
Formula 1 Constructors Associ 
ation, is the most ex 
The event, organized by the Roya 
Automobile Club, is sponsored by 
John Player & Sons and is promote 
in association with the Eveninj 
News. 

John Player & Sons, who came 
into motor racing in a major way 
back in 1968 by sponsoring the 
Lotus Formula 1 team (promoting 
their Gold Leaf pe brand), 
have remained one of the most loyal 
and enthusiastic sponsors of moto! 
racing, staying faithful to the Lotus 
team through thick and thin. In 
recent years, they have made the 
British GP their major sports 
event of the year, and their pro 
motion has helped to make the event 

DB 
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The race of 
the year? 


continued 


the gala occasion it has become. 

The Brands Hatch meeting is a 
three-day affair, and there is 
Formula 1 practice scheduled for 
both Friday (feeling a twinge of 
toothache?) and Saturday. There will 
be three supporting races: a round of 
the BP Super Visco Formula 3 
Championship, a qualifier for the 
equally popular Keith Prowse 
Butish Touring Car Cusp 5 
and one of those spectacular Shell- 
Sport Escort Celebrity events — this 
one of especial interest to 
AUTOSPORT readers, a large percent- 
age of whom selected the field of top 
British-based non-F 1 drivers. The F3 
and touring car events have received 
superb entries, and the F3 race, 
which will feature a very strong 
foreign invasion, will be run on 
Saturday. Additionally, Motor 
Circuit Developments have laid on a 
number of extra attractions to 
ensure that there is something 
happening all day on Sunday to keep 
you fully entertained. 

The organization itself is in the 
hands of the RAC, acting in their 
capacity of Britain’s national motor 
sport authority. The RAC will be 
drawing deeply from the resources of 
the various big British motor racing 
clubs by using officials and marshals 
from, primarily, the British Auto- 
mobile Racing Club, the British 
Racing & Sports Car Club, the 
British Racing Drivers Club and the 
British Motor Racing Marshals 
Club. As well as for the spectator, 
British Grand Prix day is naturally 
the high point of the season for our 
sport’s hard-working and mostly 
unpaid officials and _ marshals, 
without whom we would have no 
race. The timekeepers, in particular, 
will capeaely enjoy this weekend, 
since they will have a new toy: the 
latest in Omega timing equipment, 
capable of timing to the nearest 
thousandth of a second (although it 
will be used only to two decimal 
points on this occasion). 

The Brands Hatch circuit, the 


modifications to which received a 
vote of confidence from the Formula 
1 Constructors Association at the F1 
Race of Champions meeting last 
March, has been subjected to even 
more investment by Motor Circuit 
Developments since then. The entire 
pits complex has been totally rebuilt, 
and the Brands pits are now among 
the most modern in the world. The 
Formula 1 paddock has been 
relocated behind the pits area (the 
other cars will be in their own new 
peor behind the dip in Paddock 

end). The organizers have thought- 
fully laid on special facilities for 
viewing the F 1 cars (see timetable). 


Getting there 


It’s a free-for-all, but there is one 
rule: leave early. 

Brands Hatch is located right on 
the A20, twenty miles south-east of 
London between Swanley and 
Wrotham, Kent. If you are driving, 
it will help to avoid traffic suarbupe 
if you look out for and obey the 
RAC’s specially erected route signs. 
There is a regular ’bus service (Green 
Line 719 stops right outside the 
main gates), and for local enquiries 
you should telephone Swanley 
62075. There is a train/’bus con- 
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JOHN PLAYER BRITISH GRAND PRIX ENTRY LIST 


No DRIVER NAT CAR ENTRANT 
1 NikiLaidian:.. .c5.... 26 ANS anapsct Ferrari 31212 2c... e8. see Spa Ferrari SEFAC 
2 Clay Regazzoni..........- CH.... Ferrari312T2.............. Spa Ferrari SEFAC 
3 Jody Scheckter........... ZA .... Elf Tyrrell-Ford P34.......... Elf Team Tyrrell 
4 Patrick Depailler.......... L Beece ewer Elf Tyrrell-Ford P34.......... Elf Team Tyrrell 
5 Mario Andretti ........... USA... JPS-Ford 77 ...........++-- John Player Team Lotus 
6 Gunnar Nilsson..........-. Siete a JPS-Ford 77 sAtin ete: caewes John Player Team Lotus 
7 Carlos Reutemann........ RA .... Brabham-Alfa Romeo BT45 ... Martini Racing 
SB CariOS PACES) no axlg anes ales BR .... Brabham-Alfa Romeo BT45 ... Martini Racing 
9 Vittorio Brambilla......... Wi, crcvia's March-Ford 761 ............ Beta Racing Team 
10 Ronnie Peterson.......... REE March-Ford 761 ............ March Racing 
11 James Hunt.............. GB.... McLaren-Ford M23.......... Marlboro Team McLaren 
12 Jochen Mass............-- DF te McLaren-FordM23.......... Marlboro Team McLaren 
13 Divina Galica............. GB.... Surtees-FordTS19.......... ShellSport-Whiting 
16 TomPryce..........+-+-: GB .... Shadow-Ford DN5B ......... Shadow Racing 
17 Jean-Pierre Jarier ........ Foes Shadow-Ford DN5B ......... Shadow Racing 
18 BrettLunger............. USA... Surtees-FordTS19.......... Team Surtees 
19 Alan Jones ..........+4-- AUS... Surtees-FordTS19.......... Team Surtees 
DD JAC IKE oe Sis ck sepia ae BPs: Williams-Ford FWOS......... Walter Wolf Racing 
22 ChrisAmon............-. NZ .... Ensign-Ford N176........... Team Ensign 
24 HarakdErtl........... apa Lis Beers Hesketh-Ford 308D ......... Hesketh Racing 
25 Guy Edwards............. GB .... Hesketh-Ford 308D ......... Penthouse Rizla Racing 
26 Jacques Laffite........... Fests. Ligier-Matra JS5............ Ligier-Gitanes 
28 John Watson............. GB .... Penske-Ford PC4 ........... Citibank Team Penske 
30 Emerson Fittipaldi ........ BR.... Fittipaldi-FordFD........... Cupersucar-Fittipaldi 
31 IngoHoffman ............ BR .... Fittipaldi-FordFD........... Cupersucar-Fittipaldi 
32 Loris Kessel ............. CH.... Brabham-Ford BT44B ....... RAM Racing 
33 DamienMagee........... GB .... Brabham-Ford BT44B ....... RAM Racing 
34 Hans Stuck.............. Se March-Ford 761 ............ March Racing 
35 Arturo Merzario.......... Porter March-Ford 761 ............ Ovoro Team March 
39 HenriPescarolo.......... eee Surtees-Ford TS19 .......... Team Norev 
RESERVES 
40 Mike Wilds............... GB.... Shadow-Ford DN3B ......... Team P.R. Reilly 


41 Brian Maguire............ AUS... Williams-Ford FWO4......... Driver 


TIMETABLE OF EVENTS 
FRIDAY JULY 16 


From08.30 Scrutineering: Formula 1 and Formula 3 cars 

10.00-11.30 Practice and qualifying: Formula 1 

11.40 Presentation of 100 bottles Charles Heidsieck champagne 
12.00-13.00 Practice and qualifying: Formula 3 

13.15-14.15 Practice and qualifying: Formula 1 

14.15-16.15 Public viewing of Formula 1 cars from startline 
16.30-17.30 Practice and qualifying: Formula 3 


SATURDAY JULY 17 

From10.00 Scrutineering: Touring Cars 

10.00-11.30 Practice (untimed): Formula 1 

11.45-12.45 Practice and qualifying: Touring Cars 
13.00-14.00 Practice and qualifying: Formula 1 
14.00-16.00 Public viewing of Formula 1 cars from startline 


16.30 THE BP SUPER VISCO FORMULA 3 CHAMPIONSHIP RACE — 20 LAPS 
17.45 Marlboro-Goodyear Pit Stop Competition 

SUNDAY JULY 18 

06.00 Gates open 


08.30-10.30 Public viewing of Formula 1 cars from startline 
11.15-11.30 Practice: Evening News ShellSport Escort Celebrity cars 
11.40-12.00 Practice (untimed): Formula 1 


12.20 THE EVENING NEWS SHELLSPORT ESCORT CELEBRITY RACE — 7 LAPS 

12.55 THE KEITH PROWSE BRITISH TOURING CAR CHAMPIONSHIP RACE — 20 LAPS 
13.30-14.30 Lunch interval demonstrations 

14.30 Warm-up laps: Formula 1 

15.00 THE JOHN PLAYER BRITISH GRAND PRIX — 76 LAPS 

17.00-18.00 Parc Ferme: first six finishers and drivers (on startline) 


From17.00 Chris Barber and His Jazzband 
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The race of 
the year? 


continued 
nection on race morning from 


Westfield Bend 
GRAND PRIX CIRCUIT LENGTH: 2.6136 


Swanley Station (on the line from Derek Minter Straight \ 
London Victoria and Holborn 9 ee TOULET Ean: ee 
Viaduct to the Medway towns, CAFETERIA 


Sevenoaks and the Kent coast), and 
the telephone number for train 
enquiries is West Malling 842842. 
There will be a special bus service 
from London (Victoria) — telephone 
01-730 0202. If car, ‘bus or train is 
not your scene, then Biggin Hill is 
the nearest airfield (Biggin Hill 
72277). 

Most people, of course, will be 
driving. It is important that you 
cooperate with the police, and, 
incidentally, look out for roadworks 
on the A20 a few miles north of the 
circuit. 


Admission prices 


PROGRAMMES (MAUVE HUTS) 
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Hawthorn Bend ee PARK 


af Dingle Dell Corner 


Hawthorn Hill 


Stirling’s Bend 


Pilgrim’s Drop 


77 
This major international motor race Ped 
meeting seems expensive, but in fact Entrance od WK 
on an entertainment per hour basis it South Oe eT 
provides excellent value for money Bank 7 Druids C 


compared to other sports, and the KE 
British race compares extremely 
favourably with prices in Europe. 

A few £4.00 advance tickets for 
race day might just be available: ring 


the Brands Hatch hoc keig, office on Ralweod 


Ices 4 Hill s\\ 
Ash Green (0474) 872331. Admission 4 Wc 
on Friday is £1.00 (children 30p); on i 
Saturday, £1.50 (children 50p). Race ‘ 
day admission is £5.00 (children £1), " 
and parking is free on all three days. Paddock i. 
There are also paddock transfer and Paddock Hill i CAR PARK 

grandstand tickets; the latter are Grandstand Seren x " 
going to be few and far between, but , bentre Se ag a || 
it is worth enquiring at the circuit. 2j-— ane tS es AN 

| her events Paddock @ Start & Finish T Child PI i 

Bar = ildren’s Playground 

The RA MCD h i an oe cT i ; I 
ececiil tenn nae very ae ae IY Petrol Station Shop ng ilar rapa i Bee ities wet 
various “sideshows” at Sunday ISSSC7 Administration >= eee op cuachtne == == == = = 
lunchtime. The highlight looks like Telephones Grandstand CAR PARK 


being a display by British Aerobatic 
Team member Philip Meeson, who 
will demonstrate his specially built 
Jaeger Pitts Special aerobatic air- 
craft. This machine weighs only 
900lbs all-up and is powered by a 
200hp Lycoming engine; its marvel- 
lous power/weight ratio gives it a 
rate of climb of about 3000ft/min, so , 
Meeson’s display should really be 
something. 

In addition, the Red Devils (the 
Army free-fall parachute team) will 
be dropping in, not to be confused 
with the Blue Eagles, the Army Air 
Corps helicopter display team, who 
will also bethere. 

The de Cadenet Lola which went so 
well for Britain at Le Mans will doa 


Grand Prix Grill Bar 


Rear Entrance & 
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BRITISH GRAND PRIX PAST WINNERS 


Year Circuit Race First Second Third Speed 
distance 


M 1948 Silverstone . Villoresi(Maserati)......... Ascari (Maserati) ..... Gerard(ERA))......-....----s-0-2: 72.28 mph 
lap of honour, and there will be a 1949 Silverstone . de Graffenried (Maserati)....  Gerard(ERA)........ Rosier (Talbot) ......... 000s eee eee 77.31 mph 
parade of battery- owered electric 1950 Silverstone . Farina (Alfa Romeo) ........ Fagioli (Alfa Romeo)... Parnell (AlfaRomeo)...........-.--- 90.95 mph 
vehicles laid on b ucas. These in- 1951 Silverstone .. Gonzalez (Ferrari).......... Fangio (Alfa Romeo)... Villoresi(Ferrari) . .. .. 96.11 mph 

i ee 1952 = Silverstone Ascari (Ferrari)............ Taruffi (Ferrari) ...... Hawthorn (Cooper Bri: .. 90.92 mph 
clude a front-wheel-drive Bedford Silverstone Ascari(Ferrari).... .... Fangio (Maserati). .... Farina(Ferrari)....... . .92.97 mph 
van, converted into a sort of super- Reconeceute pawthors rere: mer earl ad ted : any —_ 

< loss cedes). ‘angio (Mercedes) .... ing (Mercedes) ..............0--- A7 mp 

pone personnel eailal an Gl Fangio ea de Portago/Collins .... Behra (Maserati) On ae Ns a oea toe eee 98.65 mph 
ondon taxi; the taxi will attempt to Brooks/ fanwall) . . Musso (Ferrari) ...... . Hawthorn (Ferrari)..............565 86.89 mph 
establish an electric-power speed polis (Ferrari) Eaten Ferrari). ... Sauscon pet) pes ome moh 

i jam (Coope! SS Bint . McLaren (Cooper). . .89.88 mp 
peor eC brea (it has a top speed Brabham tcoene .. Surtees (Lotus) . lreland(Lotus) ... 108.69 mph 
or aroun’ 60mph). von Trips (Ferrari) P. Hill (Ferrari) Ginther (Ferrari). . 83.91 mph 

Finally, the Band of the Royal ark rots) puriees ce) a eet ae eee one ne 

a ‘ min : jark (Lotus) urtees (Ferrari). » (GVFRI(BRM) ia 0. Siras ee cone .... 107.75 mp 
oe val i ee ms a 10- Age 25 Clark (Lotus) G. Hill(BRM)........- Surtees (Ferrari). ...........-.5+-- 112.02 mph 
parade, and will also be responsible, 1965 Silverstone....... 23A4miles Clark (Lotus)......... .. G.HiI(BRM)......... Surtees (Ferrari)..........-. ..112.02.mph 
of course, for the various anthems 1966 BrandsHatch..... 202 miles Brabham (Brabham)........ Hulme (Brabham). .... G. Hill (BRM)............- 95.48 mph 
and fanfares 1967 Silverstone....... 240 miles Clark (Lotus)......... ... Hulme (Brabham)..... Amon(Ferrari) ... 117.64 mph 
* 1968 BrandsHatch..... 212miles Siffert(Lotus) ...... . Amon(Ferrari) ... Ickx (Ferrari)... .. 104.83 mph 

1969 Silverstone ....... 246 miles Stewart (Matra). .  Ickx(Brabham)....... McLaren (McLaren) . eras .. 127.25 mph 

Late news 1970 BrandsHatch..... 212 miles Rindt(Lotus).... Brabham (Brabham)... Hulme(McLaren)..........---..-- 108.69 mph 
pee pel deat g Beare eat miles Pei ae aoe a ead) ea Fittipaldi (Lotus)................-- 130.48 mph 

: nds Hatch ..... miles Fittipaldi ‘ewart (Tyrrell)...... Revson (McLaren) .........-.-+2+- 112.06 mph 

Our guide to the John Player Grand 1973 Silverstone ....... 195 miles Revson (McLaren Peterson(JPS)....... ‘Hulme (McLaren)...............- 131.75 mph 
Prix had to go to press early, but any 1974 BrandsHatch..... 199 miles Scheckter (Tyrrell) Fittipaldi(McLaren)... ‘Ickx (JPS) .. 2.2.06... 00s sees sees 117.74 mph 
late news about the meeting can be 1975 Silverstone....... 196 miles Fittipaldi (McLaren) Mass (McLaren)...... Scheckter (Tyrrell)... ... 202+ +000 120.01 mph 
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Half-time score 


The John Player British Grand Prix officially marks the halfway point in the 1976 World Championship. 
Reigning Champion Niki Lauda has a 26-point lead in the drivers’ championship, and Ferrari an 18- 
point advantage in the constructors’ series. Can the Ferrari advantage be further reduced? 
PETE LYONS discusses the Formula 1 situation at halfway and the prospects for Brands Hatch: 


WORLD CHAMPIONSHIP OF DRIVERS 


Brazil 
South Africa 


USA West 


Spain 


Belgium 
Monaco 
Sweden 
France 


POS DRIVER 


Niki Lauda A 
James Hunt GB 
Patrick Depailler 
Jody Scheckter 
Clay Regazzoni 
yeh _ 
acques Lafitte 
Hans Stuck 
Carlos Pace 
Tom Pryce 
Gunnar Nilsson 
Mario Andretti 
13 Carlos Reutemann 
14 John Watson 
Chris Amon 
Alan Jones 
Emerson Fittipaldi BR 
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** Provisional. 


INTERNATIONAL CUP FOR FORMULA 


1 Ferrari | 9 6; 9 4\)— 

2 Elf-Tyrrell GB 6 —| 3 9 | 6 

_Marlboro-McLaren GB Mi Oey 2:9 

4 Ligier Matra F — —| 4 3 )/- 
5 JPS-Lotus GB _ 4) — —|3 7 
Martini-Brabham GB — a —|4 7 
March GB 3 —|— —|i1 7 
' 8 Shadow GB 4 —}|— —j|—]| 4 
9 Penske USA | — —|— —|— 2 
Ensign GB _— 2;— —|—]|] 2 
Surtees GB _ —/|!2 — |— 2 
Fittipaldi BR _ —|— —|-— . 


13 Parnelli 


* Score dropped. 
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There’s a bit of a war going on in 
Formula 1 at the moment — 
between Us and Them. The 
spectators and the competitors. 

Perfection is a curious thing. 
Everyone admires it, many 
strive to achieve it, some do. But 
once in hand it sometimes loses 
its power to satisfy. In Grand 
Prix racing today the sheer mass 
of the competition, perhaps the 
greatest in the history of the 
sport, has proms’ an absolute 
necessity for perfection. Perfec- 
tion in driving, in design, in 
development, in planning and 
preparation, and in _thinking- 
under-pressure. To be in the run- 
ning now a _ team’s whole 
operation must be very near to 
100 per cent. One has too many 
rivals too close to perfection 
themselves for a slip-up to go un- 
punished. 

A seemingly ideal state of 
affairs for the enthusiast on the 
sidelines; and yet there is a wide- 
spread sense of dissatisfaction. 
One hears many individual 
grumbles, about catchfences and 
commercialism, about over- 
taking and overselling, about 
sliding and safety; they can all 
essentially be reduced to one cen- 
tral complaint: Formula 1 has 
become so refined that it de- 
mands too much specialized 
knowledge of the spectator. 

The drivers speak of “‘impos- 
sible” handling problems; not 
one spectator in a thousand will 
be able to detect it. A driver slips 
from the front to the back be- 
cause he misapprehends a vital 
sequence of mds onto a 
straight; for all a spectator 
knows the engine might have 
gone off-song. The drivers say 
they won’t race unless a certain 
hazard is removed; the people 
two hundred yards away think of 
huge brakes and enormous tyres, 
of crush space and fire extin- 

ishers, of runoff areas and de- 
‘ormable barriers, and they must 
wonder however it could happen 
that a modern driver could pos- 
sibly hurt himself. 

To lose a GP nowadays is to 
have your performance degraded 
from, let’s say, 99 per cent, to 97 
per cent. It could come about 
simply because, on the eighth 
lap, you pushed too hard into a 
corner and overheated one front 
tyre. 

However do you expect to 
keep your hero’s image if you try 
to explain that to your public? 

That’s why, even before it 
happens, the John Player 
(British) GP represents a victory 
for the spectator. It’s because of 
the circuit. 

Brands Hatch is a_ hateful 
place to race — if you listen to 
the a doing the racing. It’s 
cramped, and it’s very bumpy. 
Its slopes and cambers are 
awkward, and its racing lines 
complex. Much of it is blind and 
little of it can be used for over- 
taking. Rises and dips and steep 
hills are the norm, and all of this 
means that a highly refined 
racing car must at Brands Hatch 
be so compromised that it is a 
long, long way from perfection. 
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NIKI LAUDA 52pts 


B Vienna, Austria, 1949. First GP: 1971. Has 
driven for March, BRM and Ferrari works teams. 
World Champion 1975 and leader this year. 1976: 
Ferrari 312T2. Helmet: orange. - 


elf 


PATRICK DEPAILLER 26pts 


B Paris, France, 1943. First GP: 1974. Has driven 


for Williams and Ligier-Matra works teams. Euro- 
pean F2 Champion 1975. Currently equal fifth in 
World Championship. 1976: Ligier-Matra JS5. 
Helmet: dark green. 


CLAY REGAZZONI 16pts 


B Lugano, Switzerland, 1939. First GP: 1970. Has 
driven for Ferrari and BRM works teams. Winner 
Italian GP 1970 and 1975, German GP 1974, USA 
GP West 1976. 1976: Ferrari 312T2. Helmet: 
white with red stripe. 


B East London, South Africa, 1950. First GP. 
1972. Has driven for McLaren and Tyrrell works 
teams. Winner British GP 1974, South African GP 
1975, Swedish GP, 1974 and 1976. 1976: Elf- 
Tyrrell P34. Helmet: white with ochre band. 


wy 
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55pts 


Designer: Mauro Forghieri. Team Manager: 
Daniele Audetto. The Ferrari 312T2 made 
its first appearance at the Race of Cham- 
pions in March. In Lauda’s hands, the car 
retired with brake trouble, but since then it 
has scarcely looked back, Lauda winning at 
Monaco and Belgium, and taking second in 
Spain and third in Sweden. At Zolder, 
Regazzoni made it a one-two for the team. 
So far the much-heralded bolt-on De Dion 
rear suspension layout has proved inferior 
to the conventional set-up, and the cars 
have never raced in this form. Until the 
recent French Grand Prix, the Ferrari flat- 
12 engine appeared to be virtually 
unbreakable, but at Paul Ricard both cars 
had their engines seize, which must give 
heart to the Cosworth brigade. However, 
let them not forget that Lauda completely 
dominated the last Grand Prix at Brands 
Hatch, in 1974. Ferrari, of course, do not 
have a main sponsor as such, save for the 
vast Fiat chequebook in the background; 
additional support comes from Heuer. 


ELF-TYRRELL 


37pts 


Designer: Derek Gardner. Team Manager: 
Ken Tyrrell. There was a sense of total 
bewilderment in the racing world as news 
began to spread that the new Tyrrell had 
six wheels. This was science-fiction stuff, 
surely. From the very first time he drove it, 
however, Patrick Depailler put four-wheel 
cars out of his mind, confidently asserting 
that this was the way to go. And time 
appears to have proved him right. In Spain, 
he raced the car for the first time, running 
a strong third until the car's retirement. At 
every race since Jarama, a Tyrrell py 
34 car has figured in the results, and at 
Anderstorp they finished —_ one-two, 
Scheckter taking the flag first. Inthe minds 
of most people, the car’s main advantage 
lay in its incredibly low frontal area, result- 
ing in increased top speed, but its ability to 
“turn in” has proved to be of far greater 
benefit. Remember that Scheckter won this 
oe two years ago. . .. Main sponsors are 
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It-leaps and lurches, wallows-and 
weaves, and generally behaves 
so erratically that the least ex- 
perienced of onlookers can 
appreciate what a fight the 
driver is having with it. We don’t 
need plastic windows in the cock- 
pits sides at Brands — we can 


see the front wheels waggle! _ 


Brands is primitive in this 
sense and it brings out the ata- 
vistic qualities of the racing cars, 
‘so starkly that everyone can see; 


‘them. Thus Brands will be a 


wonderful place to watch the 
second half of the Fl season 
begin on July 18. Here will stand 
out in relief the snarl of exotic 
factors which, on easier circuits, 
tends to vanish under the polish 
of perfection. In years to come, 
the grey columns of statistics in 
the historical summaries of this 
year will be illuminated by 
memory. “Yes, that car was a bit 
that way; I well recollect watch- 
ex take it through. ...”’ 
ertainly the most Enportant 
question historically right now 
is: can Niki Lauda start all over 
again? His engine breakage in 
France last week pointed up a. 
auite astonishing fact — that his. 
errari had not failed to bring: 
him to the finish line throughout 
seventeen previous GPs. It is a 
record of reliability which, 
whether or not it has been 
matched, is unique. For such 
heavily stressed machinery to 
absorb such abuse so well for so 
long tells us the most important 
thing about why it won the 
World Championship. The basic 
team has been very, very close to 
perfection, in all its parts. 

Now, though, the chain Ferrari 
was wrapping about the 1976 
season has been broken by three 
styaight losses: at Anderstorp, 
at Paul Ricard, and in Paris. 
Different reasons, same result: 
imperfection. 

hey are only halfway as far 
along in points as he is at the 
halfway mark, but the drivers of, 
a McLaren and a Tyrrell sud-. 
denly appear to be running with 
a hope of beating Lauda out of 
his second ene Sud- 
denly one’s memory goes back to 
the year before last, when Niki’s 
Ferrari was the supers car at 
so many circuits that his first 
Championship seemed assured, 
at this same stage in the season. 
Yet a series of niggling imperfec- 
tions, no two alike, conspired to 
cut him out of it. The second half 
of his 1974 was a disaster. 

What will the second half of 
1976 do to him? 

If you ask. him, does he think 
he could be World Champion 
with a Ford-Cosworth engine in- 
stead of the Ferrari, he says im- 
mediately: ‘“‘Yes, I do. It’s as 
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JACQUES LAFFITE .. 


JAMESHUNT  _26pts. 


B Epsom, Surrey, England, 1947. First GP: 1973. 
Has driven for Hesketh and McLaren works teams. 
Winner Dutch GP 1975, Spanish and French GP 
1976. 1976: McLaren M23. Helmet: black with 
white bands. 


JOCHEN MASS 10pts 


B Cologne, Germany, 1946. First GP: 1973. Has 
driven for Surtees and McLaren works teams. 
European Touring Car Champion 1972. Winner 
Spanish GP 1975. 1976: McLaren M23. Helmet: 
white with blue lateral stripes. 


Marlboro 
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SPO! HH BARE 


MARLBORO 
MIcLAREN | 31 pts 


Designer: Gordon Coppuck. Team 
Manager: Alistair Caldwell. A very curious 
motor car, the McLaren M23. Since its first 
appearance, at Kyalami in 1973, its 
fortunes have gone through amazing lows 
and highs, no matter who the driver. 
Denny Hulme, Emerson Fittipaldi, James 
Hunt, Jochen Mass. . . . Like no other car 
it has swooped from victory to midfield and 
back again, several times. At the beginning 
of this year, it seemed that the bad times 
were a thing of the past, as Hunt took pole 
after pole, the only serious challenger to 
Lauda in the race. He won at Brands, at 
Silverstone and at Jarama, temporarily to 
“lose” the Spanish race because of five- 
eighths of an inch. 

Right after that contretemps, in totally 
legal form, the car slipped from serious 
contention and Teddy Mayer put their 
return to form (in France) down to ‘‘a tiny 
aerodynamic tweak”. ... Whatever the 


cause, the team is right back at the front, 
and Hunt is a strong contender for the win. 
Major sponsor is Marlboro. 


10pts 


B Clermont Ferrand, France, 1944. First GP: 
1972. Has driven F1 only for Tyrrell works team. 
European F2 Champion 1974. Currently equal 
third in World Championship. 1976: Tyrrell P34. 
Helmet: blue, orange and white. ? 


LIGIER-MATRA. 10p%: 


Designer: Pau! Carillo. Team Manager: 
Gerard Ducarouge. When the first photo: 

raphs of the Ligier-Matra JS5 were circu: 
ated to the press, many responded tc 
them disparagingly. The car looked huge 
had to be tremendously heavy, and was 
dwarfed by the biggest airbox in the world 
On top of that, the Matra V12 engine hac 
hardly been impressive in the back of Jean 
Pierre Jarier’s Shadow DN7 in 1975. Anc 
was Jean-Pierre Beltoise, 38 years old anc 
out of Grand Prix racing for the whole o 
last year, the man for the job? On the lasi 
point, clearly there were doubts within the 
team, and soon JPB was unceremoniousl} 
bundled out to make way for the fier) 
Jacques Laffite. Right away, the car wa: 
impressive during tests, report succeeding 
report of unbelievable times around Pau 
Ricard. Many were sceptical, but the car’: 
form this year has belied all the critics, witt 
Laffite consistently right up with the 
leaders. The car’s best showing was a 
Zolder, where Jacques was a very fin 
third, behind the Ferraris. The team’: 
biggest sponsor is Gitanes. 
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the engine which is so good, it’s 
the whole team, the whole team 
effort. Look, if I had so much 
horsepower as people say I 
would be driving with one hand 
and waving with the other, Bye- 
Bye!” 

Go on to ask. him, does he 
reckon that perhaps his own 
dedication to the job of 
achieving perfection was the 
single most important reason for 
the Italian team’s incredible 
‘turn-about in methods of oper- 
ation when he joined them in the 
winter of 73-74, he says, no, 
without showing any false 
modesty. They were already 
doing the job like that when he 
arrived, he says. But his steady, 
unrelenting drive to eliminate all 
chance of bad luck appears from 
the outside at least to be the 
backboneoftheteam. = 

Lauda will sometimes stand 
idly by his car, smiling and 
joking and giving almost every 
sign of a man at ease — but his 
eyes never stop darting every- 
where in the Ferrari zone of oper- 
ations. He will suddenly stop 
halfway through a sentence and 
move quickly over to, perhaps,. 
the front of his car where a 
mechanic has commenced to 
study, say, one brake disc with 
more than perfunctory care. He 
doesn’t miss a trick — for the 
very obvious reason that any 
tricks played by his car are 
pbyed against him. A worried 

own is his most characteristic 
expression. 

‘T’ ll bet you didn’t know that 
just before every race he flies 
down to Maranello,’ says the 
Goodyear chief engineer; even 
his seen-it-all eyebrows are 
raised a little. ‘‘He just does ten 
aps or so, just to make sure it’s 
all working properly before they 
load it into the transporter.” 

It is that about Niki Lauda 
that the others, personally, will 
have to beat. 

Can they do it technically? Ob- 
viously, yes, the Marlboro- 
McLaren has done it twice and 
the Elf-Tyrrell once so far. 
Gordon Coppuck @ M23 ought to 
be ageing by now, but well into 
its fourth season it is still com- 
petitive. Interestingly, it is com- 
petitive despite departing in a 
number of particulars of desi 
— track Satin nose shape, radi- 
ator layout — from what seems 
to have become more of a norm 
at would-be rival teams. Of 
course the Project 34 Tyrrell of 
Derek Gardner departs from the 
norm as well; when we were told 
two year ago that the 007 was 
merely an interim design for the 
two new drivers to learn their 
trade upon, little did we ney 
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MARIO ANDRETT! Apts 


B Montana, tate 1940.. First GP: 1968. Has 
driven for Lotus, Ferrari and Parnelli works teams. 
Winner South African GP 1971, Indianapolis 500 
1969, Daytona 500 1967. 1976: JPS 77. Helmet: 
silver with red stripe. 


ayer British 


GUNNAR NILSSON ' 4pts 
B Helsingborg, Sweden, 1948. First GP: 1976. 
Great success in 1975 with March (F3) and 


Chevron (FAtlantic). Third place Spanish GP 1976. 
1976: JPS 77. Helmet: white, yellow and blue. 


JOHN PLAYER 
SPECIAL 7pts 


Designer: Colin Chapman. Team Manager: 
Peter Warr. John Player Team Lotus hada 
miserable time in 1975, the old 72s just not 
competitive any longer. But better things 
seemed to be on the way. After a whole 
year of trying all he knew to leave the team, 
Ronnie Peterson agreed to stay on for 
1976. No second driver was signed, but 
Mario Andretti agreed to drive the car in 
Brazil. That weekend was probably an all- 
time low in Lotus fortunes. Both drivers 
found their cars simply diabolical, and even 
contrived to collide with each other in the 
race! Andretti showed little sign of wishin 
to Groin the experience and departed, 
and then Ronnie went away and did a deal 
with March. Hence, here was a brand new, 
uncompetitive motor car, and no-one 
wanted to drive it. But things picked up 
from there. Gunnar Nilsson joined the team 
and eventually Andretti put his name on a 
contract for the season. In Spain, Tony 
Southgate joined the team, and his 
presence has made a_ tremendous 
difference. Main sponsor, of course, is John 
Player. 
ed 
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rf am « tin 
HANS STUCK 7pts 


B Grainau-Zugspitze, Germany 1952. First GP: 
1974. Made his name with B! saloon car team 
and with works F2 March. Numerous victories 
with both. Fourth Monaco GP 1976. 1976: March 
761. Helmet: metallic blue. 


RONNIE PETERSON 


B Orebro, Sweden, 1943. First GP: 1970. Has 
driven for JPS and March works teams. Winner 
French, Austrian, Italian, US GP, 1973; Monaco, 
French, Italian GP, 1974. 1976: March 761. 
Helmet: metallic blue with yellow band. 


MARCH 7pts 


Designer: Robin Herd. Team Managers: 
Robin Herd and Max Mosley. After Vittorio 
Brambilla’s incredible showings with the 
March 751 last year, many people believed 
that Ronnie Peterson in such a car would 
disappear into the middle distance. But no. 
The Swede has been going better of late, 
but there is no sign of the frightening form 
he showed two or three years ago. Nor has 
Vittorio shown the form of last year, the 
orange March spending a great deal of time 
off the road, as in days of yore. Hans Stuck 
(except, at Monte Carlo) and Arturo 

lerzario have not been particularly im- 
pressive. The team’s reliability record has 
been appalling this year. However, Ronnie 
did set the quickest time in one of the 
practice sessions at Ricard, the 761s being 
the quickest cars of all on the long straight, 
so maybe a change in fortunes is on the 
way. Sponsorship for the four March cars 
comes from Beta Tools, John Day Models 
and Ovoro. 
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just what the Elves of Ripley 
adin mind.... 

Why does the McLaren work? 
Coppuck will have a better idea 
than anyone on the outside, but 
what is noticeable from the out- 
side is twofold. One, James Hunt 


really is an outstanding driver, 
clean and forceful and _intelli- 
ent. Two, the Kiwis of 


‘olnbrook (ooh, how they hate to 
be called that) beat everybody 
else in their untiring inventive- 
ness. Six speeds, pneumatic 
starters. ... these are gimmicks 
which in themselves don’t win 
races, but they do demonstrate 
the state of mind that does win 
races. 

The Gitanes Ligier-Matra was 
a peappoitmeny at its native 
race, but it comes to Britain 
holding fourth place in the 
Championship standings. Here 
again, it is a car beyond what 
has become the norm. It has 
been going well, better in fact 


Grand Prix 
centre spread 


The colour centre spread of 
our special John Player 
British Grand Prix guide 
features the latest Formula 
1 challenger from Colin 
Chapman’s Lotus team, the 
JPS-77. Sudden reversals in 
fortunes are very rare in 
Grand Prix racing, but 
John Player Team Lotus 
have achieved a truly 
remarkable comeback since 
the early races of the 
season, when the two team 
cars were struggling at the 
back of the grids. Since 
then, the Hethel (Norfolk) 
based team has worked a 
meteoric increase in 
competitiveness, and the 
JPS-77 is now a front 
runner in the hands of 
Sweden’s Gunnar Nilsson 
(pictured here) and 
American Mario Andretti. 
Lotus Formula 1 cars 
have always gone well at 
Brands Hatch, and have 
won four of the six British 
GPs which have been run 
at the Kent circuit. Colin 
Chapman’s team has a 
total of eight British GP 
victories to its credit (five 
of them achieved by the 
great Jim Clark). With 
such aggressively 
competitive men on the 
driver strength, John 
Player Team Lotus must 
stand a good chance of 
making it nine next Sunday. 


Photo: David Winter. 


AUTOSPORT GRAND PRIX GUIDE 


CARLOS PACE 5pts 


B Sao Paulo, Brazil, 1944. First GP: 1972. Has 
driven for Williams and Brabham works teams. 
Winner, Brazilian GP, 1975. Third, French GP 
1976. 1976: Brabham-Alfa Romeo BT45. Helmet: 
black with yellow stripes. 


CARLOS REUTEMANN . 3pfs 


B Santa Fe, Argentina, 1942. First GP: 1972. Has 
driven only for Brabham works team. Winner, 
South African, Austrian, US GP, 1974; German 
GP, 1975. 1976: Brabham-Alfa Romeo BT45. 
Helmet: white with blue stripe. 
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MARTINI- 
BRABHAM 7pts 


Designer: Gordon Murray. Team Manager: 
Mike Blash. When the Brabham-Alfa 
Romeo project was first announced, few 
took it seriously, believing that Bernie 
Ecclestone would scarcely get involved 
with an engine known to be temperamental 
when his Cosworth-powered cars were 
going so well. We were all wrong. The BT45 
was no half-hearted one-off. On the other 
hand, it has been far less successful than 
its DFV-powered predecessor. The main 
problems have lain with the engine. It is 
eavy and it is temperamental, and neither 
driver can be exactly thrilled with the way 
their season has gone. But at Paul Ricard, 
the BT45 did show genuine promise for the 
first time. Carlos Pace finished a strong 
fourth on the road (a position later 
improved by his team manager). The 
team’s main sponsor is Martini & Rossi. 


\ . 
TOM PRYCE 4pts 


B Ruthin, Wales, 1949. First GP: 1974. Has driven 
for Token and Shadow works teams. Winner, Race 
of Champions, 1975. Third Brazilian GP, 1976. 
1976: Shadow DN5B. Helmet: white with black 
vertical stripes. 
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on 
JEAN-PIERRE JARIER 


B Paris, France, 1946. First GP: 1973. Has driven 
for March and Shadow works teams. European F2 
Champion, 1973. Pole position, Argentina, Brazil, 
1975. Third, Monaco GP 1974. 1976: Shadow 
DNSB. Helmet: blue with white bands. 


SHADOW 4pts 


Designer: Tony Southgate. Team Manager: 
Alan Rees. Not a happy time, this, for the 
Shadow team. The DN5s are getting old, 
and have not been serious contenders for 
many races now. On top of that, Jean- 
Pierre Jarier has been going through 
another of his periodic temperamental 
phases, sending telegrams of resignation, 
driving other people’s cars and so on, 
which can hardly have a settling effect ona 
team. Tom Pryce continues always to do his 
best, sure that better times are ahead 
but there is about the team an air of 
resignation for the present. This has beena 
very difficult time for them, largely brought 
about by the sudden withdrawal of UOP 
sponsorship at the end of last year. From 
being one of the best-financed teams in the 
business, suddenly they have had to come 
to terms with comparative poverty. 
However, sponsorship for next year is said 
to be organized. For Pryce, anyway, the 
wait should be worthwhile. 
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PENSKE 2pts 


Designer: Geoffrey Ferris. Team Manager: 
Heinz Hofer. The Penske team has had 
nothing go right for it since entering Grand 
Prix racing last year. The PCl was a 
disaster, poor Mark Donohue lost his life in 
Austria, and John Watson has had a 
struggle on his hands with the PC3, and 
latterly the PC4. However, a lengthened 
wheelbase (for Paul Ricard) made a 
Significant improvement in the handling 
department (albeit at some cost to straight- 
line speed), and Watson finished the race a 
delighted third. Whereupon Fate — in the 
shape of the wing-measurement spectre — 
took a hand, and the Penske was out of the 
results. However, Watson has always been 
good at Brands Hatch (remember the Race 
of Gampins) snd can be relied upon to go 
well this weekend. Main Penske sponsors 
are First National City Bank. 
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JOHNWATSON _—_s2pts 


B Belfast, Northern Ireland, 1946. First GP: 1973. 
Has driven for Hexagon-Brabham, Surtees and 
Penske teams. Third (until disqualification), 
French GP 1976. 1976: Penske PC4. Helmet: 
silver with orange stripe. 


ENSIGN 2pts 


Deer: David Baldwin. Team Manager: 
Mo Nunn. This has been the shaker of the 
season. Six months ago, few people took 
Mo Nunn's little Ensign team seriously, and 
most people thought Chris Amon was over 
the hill, no longer a serious Grand Prix 
driver. Those same people are now saying 
that, of course, they knew Chris and the 
1976-model Ensign would go well.... 
Between them Chris and Mo have proved 
that a massive budget is not a prerequisite 
for competitiveness. A simple, straight- 
forward motor car and a smooth, precise, 

uick driver count for a good deal more 
than all the motorhomes in the world. After 
missing the French GP through injury 
(sustained at Anderstorp), Amon will be 
back for Brands, a circuit he dislikes 
intensely. Even so, it is a sure bet that the 
red car will be up near the front. For the 
British race, First National City Bank are 
backing this team also. 


— | 


CHRIS AMON 2pts 


B Bulls, New Zealand, 1943. First GP: 1963. Has 
driven for Ferrari, March and Matra works teams. 
Winner Le Mans 24 Hours, 1966. Tasman Cham- 
pion 1969. 1976: Ensign N1 76. Helmet: white with 
redand blue chevron stripes. 
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than one would have predicted 
with fore-knowledge of the pre- 
sently somewhat restrained 
team operation. It could be that 
a bigger push would bring a new 
accent to the top of GP racing. 

John Player Team Lotus share 
fifth place at the moment with 
two other teams as they come to 
their sponsor’s own race; but it 
is a very good place in the 
context of all that has gone 
wrong over the past couple of 
years. Andretti and Nilsson are 
both spectacularly hard triers, 
and Colin Chapman’s own enthu- 
siasm has been redirected into 
the racing side of his many busi- 
nesses at long last. The cars still 
look difficult to drive, and they 
are still certainly far too unreli- 
able, but the drivers both retain 
their keen anticipation of doing 
better; they are, after all, in the 
best seats to judge the progress 
of the team. 

March Engineering has had a 
competitive fei design for a 
couple of years, and recently, at 
long last, Peterson has been 
coming back to form. He begins 
to threaten to get up into the 
sorts of positions that Brambilla 
enjoyed last year. 

The Alfa Romeo-engined 
Martini-Brabhams represented a 
gamble at their conception, and 
they remain that to this point; 
here, too, however, there have 
been signs of new life. There has 
been no way out but forward 
with this project, and Gordon 
Murray’s fand of ideas has been 
second only to McLaren’s. The 
cars are still too heavy, which is 
inherent in the basic concept of 
the engine. It also uses far too 
much fuel. Nor has it been as 
reliable as is needed these days 
— even when it keeps running, 
the drivers cannot depend upon 
the engine to run strongly. But 
that there is basic reason for 
hope has been shown recently by 
good speed on occasion, and by 
excellent speed only last week. 
Careful development of the 
suspension has apparently over- 
come the weight problem as 
much as could be expected. In 
another year or two, this gamble 
might just have paid off. 

Between them the above seven 
marques have so far accumu- 
lated 155 manufacturer’s points; 
another six manufacturers have 
won but 13 between them. 
Shadows are fading, although 
this is a team whose fortunes 
have sometimes become bright 
abruptly in the past, and it 
might happen again. Penske is 
just now showing signs of 
coming good, and Watson did 
finish third at Ricard, no matter 
what the officials think about it. 
The Ensign has been the Saas 
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SURTEES 


Designer: John_Surtees. Team Manager: 
eee Thornton. When the latest Surtees 
(the TS19) was announced, it was obviously 
the neatest Formula 1 car to have emerged 
from the former champion's Edenbridge, 
Kent, stable, and Alan Jones gave it a 
rousing debut at Brands Hatch in the Race 
of Champions. Since then, the Aussie has 
had some good outings, but the team has 
not been quite as competitive. A very 
functional design, Jones's TS19 wears the 
controversial insignia of the Durex con- 
traceptive firm, while two more of the 1976 
cars have raced in the livery of the 
American tobacco company Chesterfield 
(Lunger) and Norev (Pescarolo). Last 
week’s announcement that Divina Galica is 
entered by ShellSport in another TS19 
means that, for the first time, John Surtees 
hopes to have four of his cars on the 
starting grid for the first time. 


2pts 


COPERSUCAR- 
FITTIPALDI 2pts 


Designer: Richard Devila. Team manager: 
Wilson Fittipaldi. Former World Champion 
Emerson Fittipaldi left McLaren to join his 
brother's team for 1976 amid a flurry of 
= and stories of gigantic 
retainers, but success has eluded this all- 
Brazilian combination. The 1975 car was a 
disappointment in every way, several 
details of design being too far advanced for 
a first-time Formula 1 effort. In many ways, 
the team is still suffering from last year's 
season in terms of development, but the 
Brazilians are gathering about them a 
growing team of talented engineers, and 
things are improving all the time. Emerson, 
twice World Champion, is a driver of great 
talent, andin recent races there have been 
indications that anew ore of competitive- 
ness might be just around the corner. The 
team’s major backer is the Brazilian sugar 
company, Copersucar. 
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ALAN JONES 2pts 


B Australia, 1946. First GP: 1975. Has driven for 
Hesketh, Hill and Surtees teams. Sixth, German 
GP, 1975; fifth, Belgian GP, 1976. Winner, 
Mosport F5000, 1976. 1976: Surtees TS19. 
Helmet: white with black pinstripes. 


Pa 


EMERSON FITTIPALDI 


B Sao Paulo, Brazil, 1946. First GP: 1970. Has 
driven for Lotus, McLaren and Fittipaldi works 
teams. World Champion, 1972 and 1974. Winner 
of 12 Grandes Epreuves. 1976: Copersucar- 
Fittipaldi FD. Helmet: dark blue andred. 
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BRETT LUNGER 

B USA, 1945. First GP: 1975. Has driven for 
Hesketh and Surtees works teams. CanAm racing, 


1970/71/72. F5000, 1973/1974. 1976: Surtees 
TS19. Helmet: white and blue. 


INGO HOFFMAN 


B Sao Paolo, Brazil, 1953. First GP, 1976. Has 
driven F1 only for the Copsucar-Fittipaldi team. 
Raced FV and FSV cars at home, and was Brazilian 
Sports Car Champion 1972-73-74. F3 and F5000, 
1975. F2, 1976. 1976: Fittipaldi FD. 
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menon of the year, and there 
isn’t a person anywhere on the 
scene who won't be cheering 
Chris Amon on at Brands. The 
Surtees operation has been re- 
vitalized this year — and Jones 
in the Race of Champions was 
fantastic. The Fittipaldi has 


‘been no better than many critics 


expected — which has come as a 
bitter shock after being so good 
early on in Brazil. Something 
that does not show yet, but must 
at any time soon, is the fact that 
Emerson and Wilson have begun 
to gather to them a new wave of 
talented personnel. They do 
mean business. 

The Parnelli, of course, is out 
of business now, which is the 
greatest disappointment of the 
year. 

The Williams and the Hesketh 
teams, alone of the regulars this 
year, have so far failed to earn 
points. The latter team is — at 
the moment, anyway — nothin 
but a rent-a-racer operation, an 
nothing much can be expected. 
The former manufacturer is as 
deadly serious as any other, and 
if fortunes have been dismal so 
far, well, they say they knew the 
first patch would be rough 
before they started. 

What keeps Niki Lauda 
running so hard is the certain 
knowledge that nothing is sure 
in motor sport, effort must be 
unceasing, perfection attained 
one day counts for nothing the' 
next. The fact that his two 
recent reversals in as many days 
has enlivened the points situa- 
tion unexpectedly going into the 
second part of the season has 
merely pointed up what he 
already knew, that he may not 
let up. There are too many 
hungry men snapping at his 
wheels. 

His designer, Mauro 
Forghieri, spoke of the ‘‘walls’’ 
enclosing the technology of F1. 
He was talking about the ever- 
increasing stack of rules which 
govern the cars, and his con- 
clusion was that the only ways 
to higher performance _in- 
creasingly lay straight ahead. 
One had to strike harder and 
harder along one’s path, driven 
by the other men who were being 
ne forced into the same 
path. 

What counts more and more is 
the human factor. in F1. The 
ability to see the problems and 
then to solve them — in the time 
available. The process is in- 
creasingly hard to see from the 


outside, because of the in- 
creasing refinement of the 
solutions. 


So go to Brands Hatch next 
weekend, because it is a place 
where you can still see it. Oo 
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The Formula 1 cars described 
and illustrated on the preceding 
pages are those which have 
scored points in the 1976 Inter- 
national Cup for Formula 1 Con- 


structors during the first half of 


the Grand Prix season, and the 
drivers are those contracted to 
these points-scoring teams. Of 
the 30 accepted entries for the 
John Player Grand Prix, 17 
drivers have scored World 
Championship of Drivers points 
so far. 

Among the drivers already 
eeored. Jarier, Lunger, 

offman and (amazingly) Peter- 
son have yet to open their points 
account, and neither have any of 
the drivers on this page. Miss 
Galica and McGuire (one of the 
two reserves) have both yet to 
drive in a Grande Epreuve. ' 

Among the teams entered for 
Brands, Frank Williams’s W alter 
Wolf Racing equipe is the most 
notable of those who have yet to 
score, Jacky Ickx having for- 
feited his temporary single-point 
score from Spain. 


HARALD ERTL 


B Zell-am-See, Austria, 1948. First GP: 1975. Has’ 


driven Fl only for Hesketh. Had great success 
racing BMW saloons in Germany 1971/72/73. F2, 
1974. 1976: Hesketh 308D. Helmet: yellow. 


, u/ i> , 
ARTURO MERZARIO 


B Modena, Italy, 1943. First GP: 1973. Has driven 
F1 for Ferrari, Williams and March works teams. 
Winner, innumerable World Championship sports 


car races. Fourth, Italian GP, 1974. 1976: March. 


761. Helmet: white. 
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VITTORIO BRAMBILLA 


B Monza, Italy, 1937. First GP: 1974. Has driven 
F1 only for March works team. Winner, Austrian 
GP, 1975; second, Graham Hill International 
Trophy, 1976. 1976: March 761. Helmet: orange. 


GUY EDWARDS 


B Liversccl, England, 1942. First GP: 1974. Has 
driven F1 for Embassy-Hill and Hesketh teams. 
Seventh, Monaco GP 
1975. 1976: Hesketh 


F5000 Championship, 
308D. Helmet: white. 


HENRI PESCAROLO 


B Paris, France, 1942. First GP: 1968. Has driven 
F1 for Matra, Williams, BRM and Surtees teams. 
Winner, Le Mans 24 Hours, 1972, 1973, 1974. 
Third, Monaco GP, 1970. 1976: Surtees TS19. 
Helmet: light green. 


, 1974. Third, European. 


DIVINA GALICA 


B Bushey Heath, Herts, England, 1946. Her first 
GP will be at Brands Hatch. Currently lying fourth 
in ShellSport 5000 Championship. Former 
Captain of British Women's National Ski Team. 
1976: Surtees TS19. Helmet: white. 


LORIS KESSEL 


B Lugarno, Switzerland, 1950. First GP: 1976. 
Has driven F1 only for RAM Brabham. F3, 1974; 
F2, 1975. 1976: Brabham BT44B. Helmet: white 
with red stripe. 


MIKE WILDS 


B Chiswick, England, 1947. First GP: 1974. Has 


driven for Ensign, BRM and Shadow teams. F3, 
“1972-73. F5000, 1974. 1976: Shadow DN3B (P.R. 
Reilly). Helmet: yellow. 


JACKY ICKX : 


B Brussels, Belgium, 1945. First GP: 1967. Has 

driven for Cooper, Ferrari, Brabham, JPS and 

Williams works teams. Winner, Le Mans 24 Hours, 

1969, 1975, 1976. Winner of eight Grandes 

E reuves. 1976: Williams FWO5. Helmet: dark 
jue. 


DAMIEN MAGEE 


B Belfast, Northern Ireland, 1945. First GP: 1975. 
Has driven F1 for Williams and RAM Brabham 
teams. F3, 1972-73; F5000, 1974-75. 1976: RAM 
Brabham BT44B. Helmet: white. 


BRIAN McGUIRE 


B Melbourne, Australia, 1945. His first GP will be 
at Brands Hatch. F3, 1971-72. F5000, 1974, 
1975. 1976: Williams FWO4. Helmet: black. 
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Six wheels at Brands 


JODY SCHECKTER, our Formula 1 columnist, is confident that he has a very good chance of victory 
inthe John Player British Grand Prix with the six-wheel Elf-Tyrrell. Jody won the last Grand Prix at Brands, 
and was fastest in unofficial testing recently. Here he describes a lap of the circuit. 


I have a great affection for Brands 
Hatch. Drivers aren’t supposed to 
have favourite circuits — as profes- 
sionals we’re supposed to be able to 
perform equally well on any race 
circuit. But that doesn’t stop me 
believing that Brands is a circuit I 
enjoy, and it’s one at which I’ve had 
some good results. 

Brands was the first circuit I raced 
on the week after I arrived in Europe 
as a very green South African Driver 


to Europe. I took pole position in my: 


ex-Emerson, ex-Vandervell Formula 
Ford and went on to finish second on 
a wet track. Sunny South Africa had 
never provided me with a damp race 
track. So it was a weekend of 
pleasant novelties. 

Two years ago I won the John 
Player Grand Prix at Brands, so that 
goes down as another pleasant 
memory I have of the Kentish 
circuit. 

At the last Race of Champions, I 
was over 2secs faster than anyone 
else with my pole position time, and 
was leading the race until the car got 
away from me at Dingle Dell. My 
fault. 

Then, at the Test Day a month or 
so ago, I took the six-wheeler Elf- 
Tyrrell there for the first time and 
again was faster than anyone else. 
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So you'll forgive me if I arrive at 
Brands for this GP happy and 
confident. Happy to be back at 
Brands and confident that (Sods 
Law aside) we can do well again. 

Now let’s have a look at a — 
en of the newly improved trac 
which, despite its expensive 
improvements, remains sub- 
stantially the same from the driver’s 
viewpoint. 

I come over the line in fifth gear 
eer p- about 10,000rpm (we are red- 
ined at 10,500) and take fourth for 
Paddock or third early in the race 
while I’m on full tanks. Paddock is a 
blind-apex bend, and I like to throw 
it injust a little bit. That way it digs 
in and gets a real good bite at the 
apex, by which time I’ve got the 
power full on again. 

The exit line is very tricky. The car 
is very active, it’s fully down on its 
suspension and I aim to kiss the 
kerb. Not touch it, just kiss it. Bum 
over the kerb and the car gets all off- 

alance, and you then have to 
wrestle it all the way up to Druids. 

Druids — another funny corner — 
is taken in second. I’ll shift through 
third to second for this one. Some 
fon will a it straight from 

ourth to second, but I like to go 
through the ’box. 


I choose a line through Druids 
which, to the untrained eye, may 
look less than perfect. Well, it is. But 
there’s a reason. I’m using a slightly 
“‘wrong”’ line for Druids in order to 


set myself up on a perfect line for. 


Graham Hill Bend. Druids is a very 
slow corner and not very important. 
But the next one is fast and there 
fore much more important. So the 
very small sacrifice at Druids 
becomes a big advantage. 

Along the lower straight and into 
Surtees. This is the most important 
bend on the circuit, strangely 
enough, although few people realize 
it. You've got a long, fast straight on 
which you can maximum in fifth gear 
after the bend. If you cock up your 
approach and come out of the corner 
5mph slow, you're that 5mph slow all 
the way up the straight. A Brands 
race can be won or lost on this sector 
of the circuit. : 

Hawthorn is taken in fourth and 
you can get through faster than you 
ever thought was possible. But it’s 
very yg! and you need to be 
careful when you're really fully 
wound up that the bumps don’t edge 
you over too close to the greenery! 

I hold fourth through to Westfield, 
which is a very similar corner to the 
previous one except that it’s slower, 


butit’sjustasbumpy. __ 

From here, it’s down into Dingle 
Dell, where you get the real feeling of 
being on a road circuit, and on to 
Dingle Dell Corner. It was here that 
I crashed at the Race of Champions. 
A tricky corner, and one from which 
you never exit feeling that you have 
done it 100 per cent right. It seems 
that, whatever I do, I get a slight 
understeer coming in that I don’t get 
areas else on the circuit. 

n to Stirling’s Bend, which is 
taken in third. This is a bend where 
there’s no sliding or getting the back 
out. To be quick through here you 
need to be right on the line, and very 
neat and tidy. 

Up to Clark Curve in fourth, and 
take third for the bend. Here I liketo 
twitch the car a little going in and 
get it well pointed into the infield. 

en it’s power on — fourth and fifth 
and over the 
Straight. 

If I can do all that just right in the 
race — well, I’ll bein with a chance of 
another win. 

There are one or two things — 
special little tweaks — which I’ve 
missed out. But you'll pardon me for 
not passing them on. You never 
know who’s reading AUTOSPORT 
these days! oO 


line on Brabham 


BRANDS HATCH GP CIRCUIT 


Westfield Bend 


Hawthorn Bend 


Pilgrim's Drop 


Paddock 
‘al Bend 


Cooper Straight 


Dingle Dell 


Dingle Dell Corner 


Stirling’s Bend 


Brabham Straight- 
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chieved by Derek Gardner’s latest Elf-Tyrrell cars promise much 


for Brands. Hatch next weekend. The six-wheel concept works — but does 


anyone really understand why? EOIN YOUNG discussed the car with Gardner's rivals 


Designers of Grand Prix cars are in- | hoax, a car specially created as a 


dividualists, non-conformists in the 
main, extroverted or introverted, 
but all dedicated to the pursuit of 
pei from their drawing boards to. 

e race track. The designer is one of' 
the most important elements in any’ 
successful racmg team because in 
the final analysis it is the design of 
the car which tips the scales on race 
wins. Of course the driver is im- 
portant, but if you cast a glance at 
race results it becomes apparent 
that _good drivers win with good 
cars. Even mediocre drivers can do. 
well with Ecce cars. But the best 
driver in the world cannot do a lot 
with a car that has imherent 
problems. 

Every ten years or so, a designer 
will break new ground in Formula I. 
and create an “era”. Thus we had 
John Cooper and his rear-engined 
cars, Co Chapman and his 
monocoque Lotuses.... and now a 
six-wh ‘car from Elf-Tyrrell de- 

i Derek Gardner. When the car 
was first announced last September 
it- crested a wave of international 
publicity, and there were those 
critics yho felt it could have been a 
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publicity vehicle for. the French Elf 
oil company which sponsors 


Tyrrell’s team. At that stage even’ 
Ken Tyrrell hadn’t made up his mind: 


whether the car would race. It was 
an outstanding development, a 
radically new approach to a theme 
which was tending to stagnate, but 
it took three months before Tyrrell 
and Gardner were convinced to the 


point of building six-wheeled racing 


cars based on that first prototype. 
The flaunted design advantages 
were its arrow-like shape for superior 
speed on long pene and better 
braking from the four little front 
wheels in tandem. It was not 
thought to be particularly suited to 


_slow tracks. The first three races for 


the six-wheeler were on slow tracks 
— Jarama, 
the Belgian GP Scheckter finished 
fourth, at Monaco Scheckter and 


Depaille finished second and third, 
and two weeks later at Anderstorp’ 


they finished first and second. In the 
French Grand Prix at Paul Ricard, 
the Elf-Tyrrells were running second 
and third again until Scheckter’s 
engine went sour and he drifted to 


Zolder and Monaco. In 


sixth place in the closing laps, 
leaving Depailler to finish second 
behind Hunt’s Marlboro-McLaren. 
* So after five GPs and five finishes 
in the first three placings, including 
the Swedish one-two, how do other 
‘designers rate the six-wheeled Hif- 
Tyrrell which started life as the well- 
kept secret Project 34 on Derek 
Gardner’s drawing board? It was 
interesting to gather design epinins 
in the pit lane at the Paul Ricard 
track, opinions which tended to 
read and differ, agreeing only in 
the area of “maybe” and “wait and 


see”. 

_ Richard Davila, designer of the 
Copersucar for the Fittipaldi 
brothers, said he thought it was a 


great idea for ng additional 
rubber on the road, but he wasn’t so 


impressed by the aerodynamic ad- 


vantages, pointing out that you still 


had to consider the size of the rear 
tyres. “The ability of the car to ‘turn 
in’ is important, but then thereis the 
expense and the complication and 
the need to get the car down to the 
weight limit. The six-wheeler is con- 
sistently quick but the edge is not 
convincing yet. I think the main 


| edge at 


resent is a psychological 
one. For the amount of work, money 
and engineering you would have to 
put into a six-wheeler, you could get 
a four-wheeler going as fast. But 
that’s talking about now. The 
amount of development left in the 
six-wheeler is a moot point. Maybe in 
a year you could develop the six- 
wheeler more than a four-wheeler. 
“It’s an intriguing idea, but you 
can’t afford to go way out unless 
you're extremely well set up. We 
went way out with our first car, and 
the backlash has been with us ever 


since. ... 

Tony Southgate has gathered an. 
enormous amount of design mileage 
over the years with various top 
teams, recently moving from 
Shadow to Lotus where he is Chief 
Engineer. When he first heard about 
the six-wheeler he thought it was an 
interesting idea, but didn’t think it 
was a joke or a gimmick; he also 
doesn’t think that it goes quick for 
the reasons originally envisaged. . . . 

In fact Southgate said that when 
he was working with Eric Broadley 
at Lola Cars in the early 1960s, “ 
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it works 
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considered building a six-wheeled car 
for Formula Junior with the second 
pair of front wheels more or less in 
the centre of the car, but the idea 
then was to improve suspension. 
rather than any thoughts of aero- 
dynamics. “I thought the six- 
wheeler was a very brave move by: 
Derek because I knew the effort. 
involved with something like that — 
and if it doesn’t work you have to 
throw it on the scrapheap.” 
Southgate has definite doubts about 
the aerodynamics. “I would think 
the aerodynamics don’t make more 
than one per cent advantage, but 
they have a lot of weight on the front 
and the front wheels are doing more 
than their usual share. It’s doing 
things that I think Derek and Ken 
would have been aware of, but not: 
what they expected. The advantage 
would appear to come from things 
other than aerodynamics, so people 
are studying this car to see what the 
‘other things’ are, and see whether 
current cars can be adapted.” : 

Gordon Murray, the tall, slim 

oung South African designer of the 

artni-Brabhams, is somewhat 
sceptical of the six-wheel design, 
‘mamly on the grounds of the in- 
creased effort and cost. ‘Initially I 
thought they’d have a lot of trouble 
balancing brakes, and they did have 
locking front wheels initially. On the 
aerodynamic side there is a small 
advantage in pure penetration, but 
they’re getting more advantage from 
handling than from top and I 
think they’re as surprised at this as 
anyone else. Penetration is the first 


third of the car.... frontal area is. 
the complete frontal silhouette, so. 
you still have to consider the size of: 
the rear tyres and they are no, 
smaller. At the moment, we don’t 
consider the effort and the expense is. 


Postlethwaite (Williams). _ 


worth the advantuge — at the 


moment. The is doing a lot better 
than I Sicugnt and they have cer- 
tainly sort 


paid for itself four times over in 
publicity for the sponsor, and that’s 
very important thesedays....’ 

Robin Herd, designer of the March 
cars which out-stripped the six- 
wheelers on top speed at Paul 
Ricard, thought Gardner’s concept: 
was refreshing. “Irrespective of 
whether it worked or not, it was re- 
freshing to see some original 
thinking. The six-wheeled idea ob- 
viously has advantages, but it’s a 
matter of quantifying those advan- 
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it out quickly. Apart: 
from any other eoaaulecaiion: it’s” 


tages. It’s like the football pools — 
you know: you’ve got a winning 
ticket but you have to wait and see 
how big.... As I see it, there are 
three or four advantages. There is 
reduction in drag; as well as reduced’ 
drag, you get a greater total foot- 
print area, and with that you can 
play a variety of entertaining tricks. 
And it’s safer — if one front wheel 
comes off, the driver can rescue the 
situation. The disadvantages are 
that there is more to go wrong, more 
tyres to change, and more weight. 


tion to make it work, but now 
they’ve managed the project so well 
that there’s a prospect of them 
making it go quicker and quicker. 
They’ ve got it to handle and erhee 
it to go faster than it does now. But 
I'd like to think that there are 
alternative ways of increasing the 
‘envelope’ which may be easier than 
using six wheels... .” 

Mauro Forghieri, the Ferrari 
design engineer, speaks as much 
with his hands as with his voice, in. 
true operatic Italian style. Between 


Davila (Fittipaldi). ” 

“At the moment, it’s like a very 
good four-wheel car. I think if Ken 
and Derek had put that much effort 
into a four-wheeler it would have, 
been as quick. But if the six-wheeler 
goes faster with development then 
you have to give credit to it being a 
six-wheeler rather than the effort, 
and the expence and the expertise.. 
But you also have to remember that 
it is not the fastest car, and it has not 
started a race from pole position yet. 
The only reservation I have about. 
the six-wheeler is the size of its ad-’ 
vantage. I’m not arguing with the 
fact that it hasone....” 

Harvey Postlethwaite proved 
himself an innovator when he experi-. 
mented with rubber as a means of 
suspension on the Hesketh cars in 
place of steel springs. clear 
thinker, Postlethwaite moved from. 


ha rtatcc tiene 
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Coppuck (McLaren). 


comments on the six-wheeler in the 


‘Forghieri (Ferrari). 


March to Hesketh and then to the 
Wolf-Williams organization when 
the Hesketh team folded. “All de- 
signers are looking for a way to in- 
crease the performance envelope of 
the car,” says Postlethwaite care- 
fully, ‘extending the boundaries 
rather than increasing the per- 
formance within those boundaries. 
Derek has increased the contact area 
and he has reduced drag signifi-. 
cantly.... My own _ scepticism: 
originally was whether they could 
make the car handle well. I also 
thought that it was a project of some 
complexity, increasing the com- 
plexit of somethmg already 
complex. It needed a good organiza- 


‘back of the giant new Fiat trans- 
porter, Forghieri was indulging in 
what, for him, was a ‘‘calm’’ shouted 
conversation with team manager 
Audetto. He said he had tremendous 
respect for Derek Gardner’s work, 


would produce an ‘unserious’ car. 
-One of the major advantages of the 
small front wheels, in Forghieri’s 
view, was a political solution to the 
Goodyear situation where “when 
you work in testing, you are workin, 
_for every team, you know what 
mean?’’ But with the tiny 10in tyres 
fitted only to the Elf-Tyrrells, their 


and he didn’t believe that Gardner |' 


for Elf Team Tyrrell. “‘The aero-' 


dynamics are the right solution con- 


sidering the present regulations 
governing construction, sizes, 
widths, etc. What stops performance 
today is the front of the car. ... With 
the four front wheels, this must be 
improved. I think it must be a diffi- 
cult car to set up, and I think it must 
e good for some tracks but not for 
others.... | 
“Then you have to consider — do 
you want to win races now or do you 
develop a completely new car? Do 


Murray (Brabham). 

‘you need a car with more than four 
wheels?” And then he smiled, almost 
embarrassed at what he had just 
said. “But this may be just poetry, 
not racing. We are a factory and we 


build road cars with four wheels. 
How could we build a racing car with. 
six wheels and tell the customer four 
wheels are enough?” The interview is 
ended, and the shouting continues. 
Forghieri moves in a blur. : 

The man who designed the 
successful McLaren M16 and M23 
family of racing cars, Gordon 
Coppuck, said he initially thought 
that the six-wheeler would be fast on 
the straight but awkward to balance 
on corners. Now he is not so sure 
that his initial reaction was correct. 
“The car’s main advantage seems to 
be extra rubber on the front givmg 
better handling. It was obvious that 
the small front wheels and narrow 
track would improve penetration, 
but the overall aerodynamic ad- 
vantage is cancelled out by the rear 


- wheels. On any racing car you have 


profile drag and induced drag due to 
ownforce. The six-wheeler is only 
scoring in the latter area through its 
improved penetration.” 

‘he main question had to be, 
would Coppuck consider designing a 
six-wheel McLaren? ‘‘When the first 
of the race cars came out — as 
opposed to the prototype — we kept 
a very close eye on the difference in 
performance between it and the near- 
est. Cosworth-powered car. If the six: 
wheeler had appeared to have an 
advantage which was insurmount- 
able, we would have built one. No 
question. But at the moment the six- 
wheel idea seems like only another 
way to go.” : 1 a 

uck said that in a different 
sort of way he had been as impressed 
with Mo Nunn’s new ree = gi 
think the advantages of the Ensign: 
are at present equal to the six- 
wheeler. Basically Mo Nunn has 
built a four-wheel car, taking ad- 
vantage of all the features I think 
are desirable.” 

So seven different Grand Prix de- 
signers have seven different views 
on Derek Gardner’s six-wheeled Elf- 
Tyrrell. But those views tend to 
merge on the fact that the six- 
wheeler has an advantage — maybe 
not the advantage originally ex- 
pected, and an advantage yet to be 
measured totally, but an advantage 
worth watching in an intensely com- 


testing results in advantages only ! petitive area of automotive design.O 
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John Player British Grand PrkK 


British drivers all out 
to beat Giacomelli 


QUENTIN SPURRING previews the supporting races 


The Formula 3 event supporting the 
British Grand Prix is always one of 
the highlights of the F3 season and, 
as ever, this year’s race (a round 
of the BP-sponsored Super Visco 
Championship) is full of interest. 

The gong points of F3 at the 
present are the fine form of Italian 


works March driver Bruno 
Giacomelli, and the prospect of 
renewed battle between the Monaco 


winner and British hope Rupert 
Keegan. At the start of the season, 
Giacomelli and Keegan produced 
some magnificent duels which enter- 
tained crowds all over the country. 
Recently, however, the age of 
Keegan’s 1974-built BAF March has 
been beginning to show, and Bruno 


(with the very latest model from | 


Bicester) has had things pretty much 
his own way. The British Air Ferries 
team have been hard at work 
preparing Adrian Reynard’s new 
design, the first F3 car from Hawke, 
in an effort to provide Rupert with 
more modern equipment to enable 
him to restore the balance. The 
Hawke, as well as the team’s 
“interim” Chevron, has been entered 
at Brands, and the pair should be 
renewing their current battle for the 
series lead with vigour. 

There is a capacity entry for the 
race, of course, and all the stars will 
be there — provided, that is, that 
German Bertram Schafer (second to 
Bruno at Monaco) gets a run, as for 
some absurd reason he only has a 
reserve entry with his BMW- 
gore Ralt. Tiff Needell, the 

F2000 star who began his career by 
winning a Formula Ford i 
AUTOSPORT competition, is also dis- 
a gow ef on the reserve list with 

e Safir, but British interest is still 
very much alive, for there are now 
some very competitive young 
Englishmen in the formula, like 
oe South, Ian Flux, Geoff Lees 
and Mike Young. Like most of the 
field, all these drivers use Toyota 
engines modified by the Italian 
Novamotor firm, but in an attempt 
to make it an all-British affair Dick 
Parsons and Tony Dron will be out in 
their Unipart-sponsored, Triumph 
Dolomite g rint powered machines. 

Among the foreign entry, there are 
some real fliers. Watch out in par- 
ticular for Swedes Conny Andersson 
and Conny Ljungfeldt, American 
Eddie Cheever and Dutchman Boy 
Hayje. And, of particular interest, 
the Australian ba Geoffrey 
Brabham (son of Jack) and Paul 
‘Bernasconi. 


Touring cars 


Saloon car racing has always been 
one of the favourite categories for 
Brands Hatch spectators, and the 
Group 1 cars which contest our 
national championship will be out 
again on Sunday for their second 
race on the new circuit. As is often 
the case in the British Touring Car 
Championship (sponsored this year 
by the ticket agency people, Keith 
Prowse), the use of four engine 
capacity classes makes for a very 
close chase after overall cham- 
pionship points, even though the 
class battles themselves may not be 
that intense over the season. 

In the two smallest capacity 
classes, Win Percy in the rapid Team 


30 


in an 


Toyota Celica GT and Bernard 
Unett in the Chrysler team’s 
Avenger have had it all their own 
way and, after six championshi 
rounds, they come to Brands eac 
with a 100 per cent record and 54 
series points. Although Barrie 
Williams will chase Percy for all heis 
worth in the Samuri Celica, it’s 
getting to look as though whoever of 
these t wo breaks first loses. 

In the other two classes, things are 
rather more competitive and, as has 
been the case in the past, the drivers 
battling it out for overall race leads 
are losing out in the championship 
stakes. But the real old-fashioned 
saloon car spectacle is up at this end 
of the field, with some proper no- 
holds-barred racing between the 3- 
litre V6 Capris and the four-valve 
Dolomites, with the odd Opel 
Commodore, Vauxhall Magnum and 
rotary-engined Mazda thrown in at 


the deep end. 
Those Fords swamp the 3000cc 
entry list, and rdon Spice 


(currently third in the ents table 
with 4l1pts), Tom alkinshaw 
(33pts), the saloon car ace Brian 
Muir, Rod Birley, Vince Woodman 
and Le Mans hero Chris Craft are all 
aiming for the winner’s circle. But 
they will have to watch out for, 


among many others, the works 
Dolomites of Andy Rouse (26pts) 
and Derek Bell, the DTV Magnum of 


Gerry Marshall (the 2300ce class 
leader with 37pts) and the dealer 
team Mazda of Dave Brodie. 

Look out for fireworks. 


AUTOSPORT Escorts 


The opening race on the Sunday pro- 
gramme will bean interesting one for 
readers of AUTOSPORT, and in par- 
ticular the many readers who 


- entered our competition a few weeks 


ago. This will be the Evening News 
ShellSport Celebrity event, and it 
should be an Escort race to 
remember. 

In our competition, readers were 
invited to t the 16 drivers to 
take part in the race, the first time a 
magazine readership has been 
offered the opportunity to take such 
a decision. The response from 
readers was tremendous, and the 
final outcome most interesting, with 
over 200 drivers mentioned in your 
selections and the most votes going 
to Gerry Marshall (906), Divina 
Galica (765), Rupert Keegan (645) 
and David Purley (610). The other 
drivers (in Ee order) are 


Derek Bell, Noel Edmonds, Bob 
Evans, Brian MHenton, Tony 
| Lanfranchi, Damien Magee, Andy 
Rouse, Tony ‘Trimmer, Tom 
Walkinshaw, Ted Wentz, Nick 
Whiting and Barrie Williams. 


Of these, of course, Divina and 
Magee will be trying to qualify for 
the Grand Prix, and if they succeed 
they will be officially precluded from 
taking part in “your” race. In this 


case, the reserves are men 
Stephen South and _ Bruno 
Giacomelli in that order. 


The whole merry bunch will do 
seven as of what promises to bethe 
closest ShellSport Escort racing ever 
seen at Brands, and the winner wi 
receive a prize of £500, to be donated 
to any officially recognized charity 
of his choice. oO 


BP SUPER VISCO 
FORMULA 3 CHAMPIONSHIP RACE 


Driver Car Entrant 

Dick Parsons. ..........+++55 Anson-Triumph..........--+-- Driver 

COOH LORE, 605 cesses cen ones Chevron-Toyota....... . .Rob Roy Racing/D J Bond 
Rupert Keegan ......... .Chevron-Toyota. . . BAF Racing Team 

Bruno Giacomelli....... . March-Toyota .... March Racing Ltd 

Aryon Cornelsen Filho. . . .. March-Toyota .... March Racing Ltd 

Conny Anderson. ...... ..March-Toyota .......- . . March Engineerin, 

Terry Perkins .........0520+> March-Toyota ...........---- Team KWS Deutschland 
Bo Hagberg .....-..2-seeeees March-Toyota.........- . .. Hotel Lrdal Shoed 

Huub Rothengatter........... March-Toyota . . Driver 

Stephen Sou’ A ..March-Toyota . . Dortmunder Union/Bogarts 
John Stokes. . .. March-Toyota . . Dortmunder Union/Bogarts 
Ken Silverstone .. March-Toyota . weseeeae Driver 

Tony Dron .....-.sseesenceees March-Triumph........2--.-- Unipart Racing Team 
Lamberto Leoni............+-- March-Toyota ........---5-+-- Team Everest 

Giordano Regazzoni .......... March-Toyota . .Ausonia Docking 

Guido Pardini ..... . .March-Toyota ... Driver : 

Pierre Dieudonne ..March-Toyota _.Dr Joseph Ehrlich 
Richard Hawkins ..Ehrlich-Toyota.......-...+++- Dr Joseph Ehrlich - 
Eddie Cheever..........----+ Modus-Toyota ......----+-.+ Team Modus Ltd 
APPS Modus-Toyota . . . Tearn Modus Ltd 

Paulo Gomez.........-+--05> Modus-Toyota . . . ... Team Modus Ltd 

Ruedi Gygax ... . . Modus- Toyota .. . ... Tear Modus Ltd 

Mike Young.... Anglian Gilt Producers 
Walter Penker Driver 

Brett Riley....... Driver 
WalterSchoch............--- ...Jim Russell Racing School 
Jac Nelleman.......- . Texaco Racing Dk 

Ole Vejlund...... . Texaco Tacing Dk 


Thorkild Thyrring . . Team Thunderball 


Geoffrey Brabham. . .Brabham Racing Org. Ltd 
Poy Haye Ceideanehs F &S Properties 
an FlUXGesn ch ead dansescces = 


...Ockley Team Racing 


Pierrgiovanni Tenani. 
Luigino Grassi. ..... 


Paul Bernasconi .... .. Ralt-Toyota . . Driver. 

Conny Ljungfekt. . . . .. Viking-Toyota .......+-..+5-- Rotel Racing Team 
Reserves 

vedas éetesusreessesststs ... Hawke-Toyota .......--++60-5 BAF Racing Team 

Phil Silverstone. BA ... March-Toyota . . Driver 

Paulo Bozzetto ... Modus-Toyota . . Team Modus Ltd 
Robert Werl.... e Modus-B: : . Driver 

Bertram Schafer as Ralt-BMW ...........---005- Valvoline Deutschland 
i: eer er Safir-Toyota..........--+++- Safir Eng Ltd 


KEITH PROWSE 
BRITISH TOURING CAR CHAMPIONSHIP RACE 


Driver Car Entrant 
2301cc to 3000cc 
Chris Craft Ford Caprill .........-...555 Hammonds Sauce Group 
Stuart Patterson...........-- Opel Commodore . .Nu-Luxe Foam Products 
Rod Birley..........+-++0-55 Ford Capri ll ............-555 Home Tune & Chastilian 
Motor Spares 
Vince Woodman Ford Caprill..........+-.55 Team Esso Uniflo 
Gordon Spice. ......... zs i ps M M Plant Hire 
Stuart Rolt. .....--.eeees . -ShellSport 
Tom Walkinshaw . Team Castrol London 
Sports Car Centre 
Brian Muir... 2. ccc ccceeenes FordiCapri . sceccsscccs ssw: Norman Reeves for Ford 
Richard Lloyd. ......+--055 Opel Commodore .......-+++- Viadivar Vodka/ 
Ottershaw Motors 
Colin Vandervell ............- Ford Caprill .........eeeeees Triplex Safety Glass 
Terry Watts . . Ford Capri Driver 
Alec Poole ......:<+«s. oa MM Plant Hire 
Jean-Claude Lagnieze......... Opel Commodore .........++- Ottershaw Motors 
1601 cc to 2300cc 
Andy Rouse. .......-+-s0000 Triumph Dolomite Le Leyland Cars 
Derek Bell .........-0-0see0 Triumph Dolomite Sprint ...... Leyland Cars 
Dave Brodie .......0eeeecess ee aa Mazda Dealer Team 
Paddy Loughnane..........-- Triumph Dolomite Sprint ...... Team Standish 
Martin Thomas ...........065 Triumph Dolomite Sprint .... . . Driver 
Thomas Hunt. . . eee MO@GO RAB... ces cccr ee veces Driver 
Gerry Marshall . .. Vauxhall Magnum Dealer Team Vauxhall 
Dick Adams.... Ford MOMS, 5 ccs cccccsccte White Lodge/White Hart 
1301cc to 1600cc 
Win Perey 5. sc ccnsuceecees Toyota Celica GT ..........++ Team Toyota 
Patrick Cobb. ........--+00++ Toyota Celica GT ..........-- Samuri Racing 
Barrie Williams ............+. Toyota Celica GT ..........-+ Samuri Racing 
Upto 1300cc 
Jon Dooley. .....s2ssecvenens Alfa Romeo AlfasudTI......... Campari Alfa 
Romeo Dealer Team 
Simon Kirkby. .......--...5+ Alfa Romeo Alfasud Tl........- Campari Alfa 
Romeo Dealer Team 
Malcolm Wayne....-..-.++++ Alfa Romeo Alfasud Tl......... Campari Alfa 
Romeo Team/Westune 
Bernard Unett..........0.00: Hillman AvengerGT.......... a Competition 
entre 
Peter Hilliard. ..........+-455 Alfa Romeo GT Junior........- Dependable Delivery 
ith Squadra Alfa 
Bee SIDA oc ius cee kee ees nae ee Cee Renault Elf Racing 
Dave Hedges.......-.---+0++ Mini-CooperS...........++-: Driver 
Derek Lawrence . . Alfa Romeo AlfasudTI......... Mario Deliotti 
Rex Greenslade. ........--++- Alfa Romeo AlfasudT!......... Campari Alfa 
Romeo Dealer Team 
Richard Longman . . . Richard Longman &Co 
Steve Soper Mini Clubman ..........-++++ Driver ‘ 
Michel De Deyne. .. . Alfa Romeo AlfasudTl........- Delta Auto Ricambi 
Reserve ‘ 
Jeff Williamson .....-.....+5 MiniCooperS.......--++-++> Driver 
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Who said men have got one track minds? 


AUTOSPORT GRAND PRIX GUIDE 


Cosworth ends 
American independence 


Three weeks ago, at the Pocono Motor Speedway, former USAC Champion Al Unser scored a major 
triumph by winning the Schaefer 500 with the Parnelli VPJ6B, a chassis designed by Englishman 
Maurice Phillippe. More significant, the car was powered by the Ford-Cosworth DFX engine, 

effectively a turbocharged Formula 1 DFV unit. This was the first-ever USAC formula victory by a British 


engine. GORDON KIRBY examines the background. 


Ever since Jim Clark’s Indianapolis 500 win in 1965 English and American 
designers and craftsmen have been fusing their talents in the construction of 
new and often trend-setting USAC Championship cars. Colin Chapman’s 
Lotus 38 was followed by successful designs from Lola and Brabham and 
later Mclaren advanced the state of the art even more. But through all this, 
whatever the combination of designer, team boss, mechanics and driver, it 
remained that the engines were always of American manufacture. First it was 
the stock-block Ford V8 vanquishing the four-cylinder Offenhauser which 
had previously reigned for thirty years. Then the Offy underwent a resur- 
gence with the serious advent of turbocharging, and finally the Ford V8, at 
last fully transformed into a complete racing engine by A. J. Foyt, became 
again a match (and sometimes even morethan that) for the old four-cylinder. 

At the same time tyre and aerodynamic technology enabled the lap speeds 
of the turbo single-seaters to climb at startling rates. In 1970 Al Unser took 
the pole at Indy at _170.221mph. The next year Peter Revson managed 
178.521mph. Then Bobby Unser qualified fastest for the 1972 500 at 
195.940mph! Next year Johnny Rutherford lapped his McLaren at over 
198mph, and at California’s Ontario Motor Speedway it began to look as if 
200mph laps would soon become a common thing. 

But none of this was worth that much. In fact, it only made the races less 
spectacular, for the speeds were such that there was hardly any room or 
opportunity for overtaking. Two years ago, in an attempt at improving this 
situation, USAC introduced a series of step-by-step restrictions on wing sizes 
and turbocharger boost pressures. Soon USAC races were TA VORIDG, to being 
more car against car competitions than simply demonstrations of blinding 
speed. And it became obvious, too, that a more agile machine than those in 
existence would be far better suited to the prevailing regulations. 

Once again, as it had a decade before, an Anglo-American partnership was 
the first to take advantage of what was offered. But this one was different 
than any before. It was certainly first and foremost an American outfit, 
owned and operated as it was by Vel Miletich and Parnelli Jones. Yet most of 
its mechanics were British and Maurice Phillippe, famous for the Lotus 72, 
was the team’s designer. What this team did was to produce a USAC version 
of their new Formula 1 car with a destreked, turbocharged Cosworth DFV 
(renamed DFX) providing the motive power. 


Debut at Indy 


Now that was a first. A British engine in a British-designed, American- 
constructed chassis, driven by an American driver. It made its first appear- 
ance 14 months ago at Indianapolis driven by Mario Andretti and Al Unser. 
Plainly it was too new to race, and needed proper edpeation to the narrower 
and taller USAC dimension tyres as well as the extra load of 350 more horse- 
power than the F1 DFV. The Parnelli VPJ6 was retired for six months while 
the team’s new designer, 30-year-old John Barnard, began to change all 
manner of thecar’s detail layout. 

By last November, the car was ready to reappear for its race debut at 
Phoenix, the final round of the USAC Championship. Driven by Al Unser, the 
modified first chassis, renumbered VPJ6B, ran well to finish a good fifth, a 
lap behind A. J. Foyt’s winning Coyote. Four months later, the same chassis 
made its second start, again at Phoenix, where Unser qualified fastest and led 
for some time until bad luck with yellow flags contributed to the Parnelli 
losing a lap and finishing fourth. By then, though, the car had plainly proved 
its worth. Indeed, Drake Engineering, manufacturers of the durable four- 
cylinder Offenhauser, let it be known they were designing a new V8 which 
would be ready by 1977, while McLarens announced their own F1-like, 
Cosworth-engined USAC car which they hoped to race (and still do) before the 


Al Unser heads for the first USAC victory for a British engine in the Schaefer 500 at Pocono. 


end of the year. Even A. J. Foyt was heard to say he didn’t reckon his own V8 
could deal with the potential of the Cosworth-propelled Parnelli! 

With the backing of American Racing Wheels, Vel’s Parnelli Jones took a 
pair of brand new chassis to last May’s Indianapolis, confident that the car 
had a strong chance of winning. But fast as he was in each chassis during 
practice, Al Unser’s race was ruined by tyre problems and a jammed waste- 
gate, so that when rain ended the race as early as it did the “‘Cosworth-car” 
(as it was by then referred to) was no higher than seventh. Two weeks later 
Unser qualified the same chassis 12th fastest at Milwaukee without benefit 
of any poring prior to the single day of qualifying — a fair enough excuse for 
not being right in the hunt immediately. Inthe race the car again ran well and 
dependably to come home fourth and continue it s perfect finishing record. 


The Pocono win 


Then came Pocono, the second 500 of the USAC season and the fifth round 
of the Championship. Starting from 16th place because heavy rain had 
stopped qualifying and prompted a “draw” for grid positions, Unser took the 
Parnelli into the lead on the 19th lap and, despite later losing nearly two laps 
because of a flat tyre and a failure of the car’s onboard air jacks, the 
Cosworth still swept home a fairly comfortable and very convincing winner, 
In its fifth start, the Cosworth DFX had scored the very first USAC win for a 
British-designed engine. 

But, as we said before, the whole “package” is very much an Anglo- 
American project. The engines, in fact, were purchased from Cosworth 
Engineering as Fl-tuned DF'Vs and modified at VPJ’s Torrance, California 
shop by Larry Slutter. Slutter, who joined VPJ in 1973 after five years ex- 
perience working with Louis Meyer on turbo Fords devised an entirely con- 
ventional turbocharger system, breathing through a single manifold. Initially 
the Cosworth’s Lucas-metred fuel injection system was used, but this was 
soon changed for a Hilborn constant-flow intake which gave much better 
throttle Epspanes at the expense of some increase in fuel consumption. Other 
than destroking the engine to 2tins and reducing the compression ratio to 7:1 
(most Offys are run at about 8:1), the rest of the engine remained much as 
original. VJP did manufacture their own rods and exhaust valves but the 
heads and block of the DF Vs were used without modification. 

There were no problems at all with the Cosworth’s bottom end, despite 
almost doubling the engine’s horsepower output. The only engine problems 
experienced (and these were all very early in its new career, before Indy last 
year in fact) were with pistons “scuffing”. “It was a pretty amazing project,” 
said Slutter, “likea perfect dream cometrue.” 

The chassis, on the other hand, required a lot of fiddling to get right. 
Barnard, who came to VJP after a total of seven years with Lola and latterly 
McLaren, retained the same F1-shape and dimension monocoque in the con- 
struction of the second and third chassis, but otherwise there were a myriad 
of changes. 

So as to bring more weight onto the front wheels (after all the addition of all 
that turbocharger equipment had changed the weight distribution ratios con- 
siderably) they were brought back a couple of inches and at the same time, 
just to ensure sufficient stiffness, the tub was sheeted in completely where 
the front wishbones pick up. Phillippe’s beloved torsion bars were done away 
with in favour of coil springs which incorporated what Barnard described as, 
“A very small degree of rising rate. An Indy car is going to run on its bump 
rubbers so much of the time any way, and they of course have a large amount 
of natural rising rate.’’ As far as springs versus torsion bars Barnard feels 
that there’s no worthwhile difference between the two, “And as springs are 
cheaper, why not?” 
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Cosworth ends 
American independence 


The geometry itself was redrawn to suit the wheels and tyres which are re- 
golted at 15ins diameter all around (‘That pretty well eliminates any chance 
of six wheels,” said Barnard in a resigned tone of voice), and a width of 10ins 
at the front and 14ins at the rear (no complaints in USAC of the cars being 
too easy to drive). The rear track was widened a little to 62ins, while the front 
remained at 60ins, which is 5ins narrower than the current Eagle and nearly 
4ins slimmer than the McLaren M16E. A Weisman gearbox was utilized in 
place of the original Hewland (‘‘Because it’s more of a known quantity”) and 
the rear suspension was tied up to Eagle uprights (‘‘Because of a time con- 
sideration, and any way they do the job quite adequately”’). 

Other modifications included relocating the oil tank from the left side of the 
tub to a position behind the driver’s head, fitting complete radiator shrouds 
with “kick ups” ahead of the rear tyres and developing a narrow nose which 
broadens out into a pair of dams behind the nose fins so as to direct air from 
beneath the fins along the top of the chassis. The early “delta” wing (as first 
used in F1 by VPJ gave way to a McLaren-style USAC wing of single curva- 
ture, bereft of flaps and with a straight leading edge. The “delta” wing was 
retained for comparison tests and fitted to the third chassis. 

What resulted then was nothing less than a well-sorted, turbo F1 car which 
offered a much narrower and smaller overall profile to the air than its USAC 
contemporaries, as well as possessing a notably lower centre of gravity 
thanks to the compact Cosworth. It also boasted as much horsepower as 
either Foyt’s V8 or the better Offy fours, and, according to Larry Slutter, con- 
siderable room for improvement due to better head design and cooling than 
its competitors. 

On the track, the Parnelli-DFX is plainly the best-handling USAC car of the 
moment. At Pocono Unser was constantly able to dive into the turns much 
more deeply and at much tighter approach angles than anyone else. Indeed, 
he was able to pass both Foyt and later Andretti with almost ridiculous ease 
while both A.J. and Mario were doing their best to slam the door. As Al 
described his situation at Phoenix last March, where the car first showed its 
real capabilities and where the first grumbles were heard about the DFX pro- 
ducing immense bundles of horsepower, ‘‘It wasn’t horsepower at all, I was 
just outhandlin’ them. We were gettin’ out of the corners so well that I’ve 
never had to step on the brakes as hard as I did then.’’ Then he shrugged his 
shoulders and broke into that well-known Unser grin which tells you that 
there’s no question at all about what’s to be said. “I tell ya, if we had that 
extra 50 or 60 horsepower which everyone’s sayin’ we’ve got, those guys 
would never even see me.” 

With the Parnelli driver now lying second in the USAC Championship, only 
400 points behind leader Johnny Rutherford, and with McLarens now 
undoubtedly thrashing harder than ever on their Cosworth car, the muted cry 
of the Cosworth DFX looks as if it will become a highly-respected new sound 
on theovals of the United Stated Auto Club. 

It’s good to hear. Oo 


Above: A new force in USAC racing. Below: Final adjustments — the turbo- 
charger ‘“‘boost screw”’is the cylindrical black box. 
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by John Bolster 


Soon to bea familiar shape — the three-door Fiesta follows recent f.w.d. hatchback trends. 


FORD FIESTA 


Ford's mini challenge 


After an extremely thorough analysis of market 
trends, Ford have decided to reverse the previous 
decision against building really small cars. 
Because of ae) costs, especially that of fuel, 
small cars are making a steady gain in their share 
of total sales. There is nothing half-hearted about 
Ford’s entry into this sector, no attempt having 
been made to adapt the conventional rear-drive 
packese: Instead, the completely new design 
ollows that of its main rivals in featuring front- 
wheel drive, a transverse engine, and a hatch-back 
body style. i 
e body is a two-door four seater with a large 
window area; as is usual with this configuration, 
there is a detatchable parcel shelf to hide the 
luggage and the rear seat can be folded to form an 
estate-type rear platform. The steel monocoque 
has no sub-frames, the suspension loads being 
transmitted through rubber bushes, which are not 
pre-loaded as that would reduce compliance and 
sound insulation. The MacPherson front 
suspension gives nesuive scrub geometry, as 
pioneered by VW-Audi, in conjunction with rack 
and pinion steering. 

At the rear, a trailing dead axle on coil springs 
is located laterally by a Panhard rod. The two 
trailing arms have rubber bushes at both ends; 
thus, they cannot be used to absorb braking 
torque and the axle beam is not in torsion. The 
braking torque is fed into the outer tubes of the 
telescopic dampers, and these are fabricated with 
forward-facing arms that pick up vertical pegs, 
which are welded to the front of the axle tube. 
Rubber bushes prevent these sliding joints from 
rattling and this is certainly an unconventional 
solution. A separate anti-roll bar, behind the axle, 
is fitted to the higher-performance version of the 
Fiesta, to reduce the roll angle during hard 
cornering. 

Front disc and rear drum brakes are used, with 
diagonal dual circuits. It is claimed that the pedal 
pressure is moderate, but an optional vacuum 
servo is offered. 


Fascia of the comprehensively equipped Fiesta ‘S’. 
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As economy is so important in a small car, the 
Ford designers have very wisely chosen to build 
an engine with three main bearings instead of the 
usual five. The theory behind this was explained 
in my recent technical article, The Bottom End, 
but briefly there is a marked reduction both in 
mechanical friction and internal aerodynamic 
losses. The cylinder head and block are both of 
cast iron and the crankshaft is also cast, in 
nodular graphiteiron, ; 

The chain-driven camshaft operates the valves 
through pushrods and rockers. It carries the 
usual skew gear, but the distributor and oil pump 
are not on the same shaft. The distributor is 
normally situated but the oil pump is external to 
the engine, its horizontal shaft carrying a skew 
gear which meshes with the bottom of the cam- 
shaft pinion. The valves are in line but inclined to 
give wedge-shaped combustion chambers, which 
are necesent for forthcoming pollution regu- 
lations but have no adverse effect on power 
production. 

The engine of the Fiesta has the same water 
jacket spacing as the Kent series, but the bore has 

een reduced from 81 to 74mm, thus cutting the 


powertul engine is specified, the longer driveshaft 
as a harmonic damper clamped at its mid point, 
to eliminate torsional nodes. All the universal 
joints are of constant velocity type, the outboard 
joints being of the well-known Rzeppa con- 
struction. 

Although the gearbox operates on a con- 
ventional ball mounting, its lower end follows a 
concealed gate. To avoid any inaccuracy in 
selection, a tubular member goes from the pivot 
point to the engine, thus keeping the distance 
apart constant. 

The low-compression 957cc engine pulls a 
higher gear than the fourstar version, in the 
interest of economy. Like the 1117cc unit, it gives 
15.8mph per 1000rpm in top, compared with 
14.9mph for the more highly stressed 957cc type. 
Claimed maxima for the three Fiesta models are 
80.7mph, 85.1mph, and 88.2mph, with DIN fuel 
consumpbions of 41, 37.7, and 349mpg re 
spectively. . 

Pressed steel wheels are normally fitted, but the 
top-of-the-range Ghia model has light-alloy wheels 
among its extra equipment. Tyre sizes, according 
to model and customer options, are 135 SR-12ins, 
145 SR-12ims, and 155 SR-12ins. This really is a 
small car, with a length of 11ft 8.4ins, and to give 


_you an idea how small that is, it’s 16ins. shorter 


than the Escort. The Fiesta is light, too, ranging 
from 1543lbs to 1601lbs for the Ghia. , 

In spite of the somewhat angular bonnet top, 
the Fiesta is claimed to have been designed in the 
wind tunnel and to have a low drag factor. It has 
an air dam in front, and the grille through which 
the cooling air enters has slats, which are shaped 
in aerofoil form. On these, an increasing boundary 
layer effect develops with speed, thus by-passing 
a major proportion of the air over the bonnet 
instead of inside it. This reduction is drag by auto- 
matically restricting the internal airflow is a very 
worthwhile exercise in aerodynamics and the 
arrangement is the subject of a patent. 

It is most refreshing to see a new car from Ford 
without the traditional live back axle. It shows 
that the team are capable of advanced engi- 
neering when given the chance. However, the 
sales performance of the old-fashioned Cortina 
proves that brilliant designs are not necessarily 
the best-sellers and we shall watch the success 
story of the Fiesta with great interest. It is a 
worthy contender in a tough section of the 
market. It will not be available in Great Britain 
until next January and no prices have yet been 
mentioned. 


Below: engine and driveline configuration. A 
harmonic damper is fitted to the longer driveshaf 
on ake larger engined model to eliminate torsional 
nodes. 


length of the unit by 30mm. Its dimensions are 74 
x 55.7mm (957cc) and the two-star petrol version 
has a compression ratio of 8.3 to 1, developing 
40bhp at 5500rpm. For 4-star fuel, a compression 
ratio of 9 to 1 gives 45bhp at 6000rpm. In 
addition, for the higher-performance model, a 
65mm stroke increases the capacity to 1117cc 
which, with a 9 to 1 compression ratio, results in 
53bhp at 6000rpm; a 1300cc version is promised 
for the future. 

The engine is mounted crosswise, with a 
radiator of crossflow type installed ahead of it, 
the fan being electrically driven. Great pains have 
been taken to reduce servicing costs and the 
clutch can be removed and replaced very quickly, 
without disturbing the engine. The four-speed, 
two-shaft gearbox is in line with the engine, 
helical spur gears taking the drive to the differen- 
tial. This means one Breet and one long drive 
shaft, which has proved to have no disadvantages 
in Fiat and other front-drive cars. When the more 


SPECIFICATION AND PERFORMANCE DATA 


Car described: Ford Fiesta two-door four-seater saloon. _ ; 
Engine: Four-cylinders 74 x 55.7mm @57cc). Compression ratio 8.3 
to 1, 40bhp at 5500rpm, or compression ratio 9 to 1, 45bhp at 
6000rpm, 74 x 65mm (1117cc). Compression ratio 9 to 1, 53bhp at 
6000rpm. Ford downdraught carburetter. Pushrod-operated over- 
head valves. 

Transmission: Single dry plate clutch. 4-speed synchromesh gearbox 
with central remote control, ratios 0.959, 1.346, 2.050, and 3.583 
to 1. Final drive by helical Spte Gents, ratio 4.056 to 1 for 957 LC 
and 1117 HC, 4.294 to 1 for 957 HC. 

Chassis: Combined steel body and chassis. Independent front 
suspension by MacPherson system with outside scrub radius. Rack 
and pinion steering. Trailing tubular dead axle with coil springs and 
Panhard rod. Disc front and drum rear brakes with diagonal circuits, 
servo optional. Steel disc wheels, light alloy on Ghia and optional, 
with 135SR-12, 145SR-12, or 155 SR-12 tyres, according to mode! 
and option. 

Dimensions: Wheelbase 7ft 6in. Track 4ft 4.5in/4ft 4.0in. Overall 
length 11ft 8.4in. Width 5ft 1.7in. Weight 1543 to 160lbs. 
Performance: Maximum speed: 957 LC 80.7mph, 957 HC 85.1mph, 
1117 HC 88.2mph. Acceleration 0-60mph: 957 LC 16.1s, 957 HC 
15.0s, 1117HC13.7s. 

Fuel consumption. 957 LC 41mpg, 957 HC 37.7mpg, 1117 HC 
34.9mpg (maker's figures). 
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Wentz wins another Indylantic race, chased here by King and Sharp. 


Wentz swans to victory 


There was really only one driver in conten- 
tion for victory in the fifth round of the 1976 
Indylantic Championship at Mallory Park 
last Sunday, and that was Philadelphian 
Ted Wentz in the Swan Lager-sponsored 
works Lola T460. But, despite winning two 
heats and finishing a close third in the other, 
he only just made it in the final, for he was 
penalized 10secs for a jumped start, when it 
should have been a minute; and a minute at 
Mallory is more than a lap, which would 
have given the win to fellow American Tony 
Rouff in the Boxer. Phil Dowsett’s Chevron 
B29 was the only other unlapped finisher in 
arather average sort of race, highlighted in 
the early stages by some spirited driving 
from Terry Perkins in the Sana, as well as 
Wentz’s attempts to cancel out his penalty 
once it had been signalled to him. For close 
racing the FF 1600s came up trumps as ever, 
and David Kennedy emerged a delighted 
winner of the final, which counted for both 
Townsend Thoresen and RAC points, after a 
good, clean race between the first eight. 


On another hot day (that’s no longer news), a 
crowd no larger than at the Formula 5000 round a 
fortnight earlier watched the usual Indylantic 
capers and tried to listen to a very good commen- 
tary from Australian Will Hogan and our own 
Neville Hay over the throbbing beat of a blaring 
\disco. The BRSCC Midland Centre’s patience was 
sorely tried by some of the demands of the 
formulg’s present organizers and the general lack- 
aisical attitude of the competitors towards 
rriving on time for their races. 
“If 12-year-old kids can understand it, it should 
simple enough,’ was how Peter Wardle 
resented his latest idea for trying to prevent 
ormula Atlantic merely seeming to be straight- 
orward motor racing: Super Sprint Heats. To 
uote: “Every time a driver improves his position 
these races, he reduces the penalty points 
warded at the end of each event. After three 
ts have taken place, the driver who has 
cumulated the LEAST number of points goes 
the pole position for the Indylantic '76 
pont race. The rest of the grid will be 


amy 
sembled in the order of increasing penalty 
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oints, with the driver getting most points at the 

ack. The 
(by lot, so we were told later), so that each driver 
has an equal chance of inproving his position by 
the time all the heats have been run. If you add up 
all the grid positions, you will find that generally 
they come out equal.”” Something borrowed from 
karting, the man said, possibly forgetting that he 
was dealing with 16 or so expensive racing cars 
not 50 or so karts. 

So we had 16 Atlantics of varying quality ready. 
to thrash around for three 10-lap heats, wit! 
practice times actually counting for grid positions 

‘or the first. Surveying the entry, it was no great 
surprise to find Ted Wentz on pole position with 
the Swan Tage Lola T460, featuring revised rear 
suspension for hot surfaces and “our tropical 
nose”. “Looks like a block of flats,” said Terry 
Perkins, eyeing the ungainly but effective 
structure. Ted’s time was 43.0s against the record 
of 42.8 and a 43.6 achieved by each of the Chevron 
B29s of Ken Bailey and Jeremy Rossiter, the 
latter still bothered by a reluctance of his engine 


‘to pick up out of slow corners. Despite overheat- 


ing problems more acute than most, Terry P 
Bekraced 43.8 in the Sana (‘‘She’s some Egyptian 
Sheikh’s wife that Gordon Fowell knows and he 
wanted a word that sounded the same in every 


‘language”). Even Australian? Bharing Whe Sane 8 


time was Tony Rouff in the smaller (welter- 
weight?) Boxer. The Phils Sharp and Dowsett 
shared 44.0 in the Modus M3 and Chevron B29 
respectively; Steve Carvill’s Surtees TS15 (before 
blowing an engine) and Alo Lawler’s B29 both did 
44.2; while Patrick Neve’s middleweight Boxer 
and John Bicht’s Swift (based on the ex-lan 
Mawby Lotus 69) were on 44.6. Mike King’s Lola 
T360B was relatively isolated at 45.8, while the 
backmarkers comprised Martin Birrane’s ex-Jim 
Crawford B29 (47.8), David Winstanley’s ex-Eden 
Brabham BT40 (48.0), Adrian Russell’s GRD 372 


(48.2) and John Scannell’s ex-Peter Munro Chev-: 


ron B27 (50.2). Bob (not to be confused with 
Bobby) Brown’s B27 broke its crank without 
improving on 578. y 
entz won the first heat “going away”, as the 

say, but Terry P fired some life into the proceed- 
ings by charging up from sixth to second past 
Rossiter, misfiring a little, Bailey, Rouff and 
Dowsett, who finished in a tight bunch. It was 
probably the best Atlantic racing of the day. The 

st funny grid followed, Lawler and Bicht on the 


sions and the Chevron’s wing, so that 


grids have been carefully worked out, 


front row, Wentz on the fourth, Rossiter the fifth, 
Rouff the sixth and Perkins the seventh. Alo had 
his three laps of glory before Wentz charged 
round him at Devils Elbow, but Perkins and 
Rossiter collided at the hairpin, damaging suspen- 
ey were 
both out of the third a but happily not the 
final. The F3 Sana was dy so, to the sound of 
much Australian language about eliminator 
heats, Graham Eden and his men dismantled one 
to rebuild the other. The other casualty of this 
heat was Steve Carvill, whose front suspension 
broke at Gerards, and the Surtees crashed heavily 
without hurting the driver. From the penultimate 
row Wentz gave up trying to win the third heat 
once he had reached third place behind Dowsett 
and Rouff, the three cars finishing nose-to-tail 
with Wentz assured of pole apostane for the final 
with, that’s right, three penalty points. 

Unlike the rolling starts of the heats, which 
somehow lacked the spectacle of 33 cars at Indy, a 
grid start was used for the final which was anti- 
cipated by both Wentz and Bicht. The penalties 
were soon announced but no-one seemed to know 
how many seconds, and the Lola pits started 
hanging out minus signs to the apparent easy 
leader of the race. “It was like racing against a 
phantom, said Ted afterwards, having had to 

eep going hard all the way to try and wipe out 
the unknown deficit. After dominating through- 
out, he finished 21.8secs ahead of Rouff, who had 
kept going strongly in second place with the 
Netherton & Worth Boxer. Only later did Tony 
learn that Ted had not been penalized correctly 
and that the race should really have been his in a 
sense, Third throughout was Dowsett, after a 

ood drive in the Sangria Designs/Capital Radio 

hevron to stay on the same lap as the winners. 

Neve’s clutch failed at the start, which badly 
delayed Perkins and Rossiter in their rebuilt cars, 
but the Sana was soon carving through the field 
to reach fourth by lap 14. Alas, only four laps 
later the head gasket blew and that was that. 
Mike King was going well in his Lola, and moved 
up to fourth under pressure from Bailey and 
Lawler. Interest centred on this battle for several 
laps before Bailey began to tire and Lawler was 
left alone to tackle the Lola, both cars eventually 
finishing on the same time but with King in front. 
Bailey gave up in the end rather than risk doing 
something silly, so Sharp’s Modus completed the 
first six after surviving an early spin at the hair- 
pin when sixth. Rossiter retired, the misfire 
worse than ever, but Bicht cured his from the 
heats by securing a distributor wire and took a 
good seventh. Neve gave up rather than ruin the 
gearbox by too many clutchless gearchanges. _ 

From pole position David Kennedy in the John 
Hynes-sponsored Crosslé 30F made a poor start 
in the first FF 1600 heat, but he was soon past the 
similar car of Rod Bremner and Bernard Devaney 
(Hawke DL15) to take the lead and win. The two 
Crosslé drivers worked together for a good time 
and ensured the front row for the final. David 
Kemp threw away fifth at Devil’s Elbow on the 
last lap by spinning his Merlyn Mk29A while 
trying to pass Mike Blanchet’s Lola T440. Heat 
two was narrowly led all the way by Derek Daly’s 
PR Reilly-sponsored DL15 from the Warwick 
Trailers Hawke of Derek Warwick. Bobby Scott’s 
Merlyn Mk29A, despite an upturned nosecone, 
held on to third from Matthew Argenti’s Royale 
RP21, Chris Skellern’s Crosslé 30F and Barry 
Pigot’s RP21. Trevor van Rooyen’s Royale had 
left this party after colliding with Skellern at 
Gerards and spinning down the field. The third 
heat was local driver John Bright’s all the way, 
his rebuilt Royale RP21 easing away from the 
similar car of Kenny Gray by all of 0.8sec before 
the finish, a huge margin by FF1600 standards. 
Philip Bullman’s Crosslé 30F just managed to 
hold off Mario Ferraris (Van Diemen RF76) in the 
dash for the line for third, with Steuart Veitch’s 
RP21 and the Hawke DL15 of Geoff Smailes 
closing in. Championship leader Rick Morris bor- 
rowed a Scorpion Royale RP21 for the day, after 
crashing his Hawke at Oulton, but had even 
worse luck when the car caught fire on the second 
lap in front of the pits; fortunately he was able to 
pull up and be extinguished before too much 
damage was done. 

The final, with Townsend Thoresen and RAC 
points at stake, promised to be a cracker and so it 
was, without any undesirable driving. Kennedy, 
Daly, Bright, Devaney, Bremner, Warwick, 
Bullman, Smailes and Gray completed the first 
lap in that order, Devaney having led at first only 
to have difficulty in selecting third gear and drop 
several places at the hairpin. Warwick, too, was 
badly delayed when Bremner missed second gear 
in front of him at the start but soon began the 
task of working his way up from sixth. Mean- 
while, Bright was shining, pressing Daly hard and 


> 
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taking over second place on lap six just as 
Warwick arrived in fourth place ahead of 
Devaney. Two laps later Warwick had deposed 
Daly but Bright was more of a problem. Not until 
lap 12, with three to go, was the Hawke past the 
Royale and off after Kennedy, who had been 
keeping a few lengths in front all the while. On the 
last lap Warwick closed right up at the Esses but 
Kennedy held his line, Warwick overbraked and 
lost a few yards, and Kennedy was free to cross 
the line first after a fine drive. Bright held on to 
third while Daly kept Bremner out of fourth. 
Devaney fell back to sixth with his gear selection 
trouble, but just ahead of Bullman and Gray, 
Smailes having dropped right back to 13th. 

After one or two anxious moments, John 
Waterman established himself in the lead of the 
Debenhams Mexicourt race by a or margin 
about which Wayne Wainwright was able to do 
very little in the few laps left to him once he had 
sorted his way out of the mass disputing third. 
That place went in the end to Graham Hollis from 
Bob Fox, an advancing Bill Postins, Dennis 


Bradley and Pete King. 
IAN TITCHMARSH 


Formula Atlantic, Heat 1 (10 laps}: 1, Ted Wentz (Lola-Swindon T460 

BDA), 7m 23.2s, 109.65mph; 2, Terry Perkins (Sana-Eden BDA), 7m 

31.2s; 3, Jeremy Rossiter (Chenron-Swindon B29 BDA), 7m 33.8s; 

4, Ken Bailey (Chevron-Nicholson B29 BDA), 7m 34.2s; 5, Tony 

Rouff (Boxer-Swindon PRA76 —_ 7m_ 34.8s; 6, Phil Dowsett 

een B29 BDA), 7m 35.0s. Fastest lap: Wentz, 43.4s, 
.98mph. 

Formula Atlantic, Heat 2 (10 laps): 1, Wentz, 7m 276s, 
108.57mph; 2, Alo Lawler (Chevron-Swindon B29 BDA), 7m 31.8s: 
3, Rouff, 7m 37.0s; 4, Mike King (Lola-Close T360B BDA), 7m 38.6s; 
5, Patrick Neve (Boxer-Nicholson PR276 BDA), 7m 40.6s; 6, Bailey, 
7m 40.6s. Fastest lap: Wentz, 43.4s, 111.98mph. 

Formula Atlantic, Heat 3 (10 laps: 1, Dowsett, 7m 28.0s, 
108.48mph; 2, Rouff, 7m 28.6s; 3, Wentz, 7m 29.0s; 4, King. 7m 
35.6s; 5, Phil Sharp (Modus-Nicholson M3 BDA) 7m 36. Ss; 6 
Bailey, 7m 36.6s, Fastest lap: Wentz, 43.4s, 111.98mph. 

Formula Atlantic, Heat 3 (10 laps): 1, Dowsett, 7m 28.0s, 
108.48mph; 2, Rouff, 7m 28.6s; 3, Wentz, 7m 29.0s; 4, King, 7m 
35.6s; 5, Phil Sharp (Modus-Nicholson M3 BDA) 7m 36.4s; 6, 
Bailey, 7m 36.6s. Fastest lap: Wentz, 43.4s, 111.98mph. 

Indylantic '76 cheneionas round, Final (38 laps): 1, Wentz, 28m 
3.4s, 110.36mph; 2, Rouff, 28m 11.8s; 3, Dowsett, 28m 18.8s; 4, 
King, 37 laps; 5, Lawler, 37 laps; 6, Sharp, 37 laps; 7, John Bicht 
Swift/Lotus-‘Swindon S1A/69 A), 37 laps; 8, Martin Birrane 
‘Chevron-Nicholson B29 BDA), 35 laps; 9, David Winstanley 
(Brabham-Swindon BT40 BDA), 35 laps; 10, Adrian Russell (GRD- 
Swindon.372 BDA), 35 laps; 11, John Scannell Chevron-Swindon 
B27 BDA), 35 laps. Fastest lap: Wenta, 43.0s, 113.02mph. 

Formula Ford 1600, Heat 1 (7laps): 1, David Kennedy (Crossié- 
Minister 30F), 6m 1.6s, 94.08mph; 2, Rod Bremner (Crosslé- 
Rowland 30F), 6m 2.2s; 3, Bernard Devaney (Hawke-Smith DL15), 
6m 2.4s. Fastest lap: Kennedy, 50.2s, 96.81mph. y 

Formula Ford 1600, Heat 2 (7 laps) 1, Derek Daly (Hawke- 
Minister DL15), 6m 2.4s, 93.87mph; 2, Derek Warwick (Hawke- 
Minister DL15), 6m 2.6s; 3, Bobby Scott (Merlyn-Scholar Mk 29A), 
6m _7.6s. Fastest lap: Dalya and Warwick, 51.0s, ary 

Formula Ford 1600, Heat 3 (7 laps): 1, John ar loyale-Smith 
RP21), 6m 4.2s, 93.41mph; 2, Kenny Gray (Royale-Scholar RP21), 
6m 5.0s; 3, Philip Bullman (Crossié-Minister 30F), 6m 6.0s. Fastest 
SY ee Gray and Mario Ferraris (Van Diemen-Scholar RF76), 
51.0s, 95.30mph. 


RAC and Townsend Thoresen Formula Ford 1600 Cena 
round (15 et 1, Kennedy, 12m 51.4s, 94.50mph; 2, Warwick, 
12m 516s; 3, Bright, 12m 52.4s; 4, Daly, 12m 52.8s; 5, Bremner, 
12m 52.8s; 6, Devaney, 12m 55.4s. Fa 
Devaney, 50.2s, 96.81mph. 

Debenhams Ford Escort Challenge round (10 laps); 1, John 
Waterman ae 10m _21.2s, 78.23mph; 2, Wayne Wainwright 
wage tbe 10m 23.4s; 3, Graham Hollis (Sport), 10m 27.8s; 4, 

‘ox (Mexico), 10m 28.2s; 5, Bill Postins (Mexico), 10m 29.0s; 6, 
Dennis Bradley (Mexico), 10m 29.2s. Fastest lap: Waterman and 
Wainwright, 1m 1.0s, 79.67mph. 


stest lap: Bremner and 


CASTLE COMBE 


Sarazin’s star turn 


After the Tour of Britain contenders limped 
from Castle Combe last Saturday the effi- 
cient BRSCC SW Centre laid on an eight- 
race programme for those spectators that 
remained. Six races catered for Formula 
Ford, with two heats and finals for the 
Dunlop Star of Tomorrow and the local 
BRSCC Championship. The undoubted star 
of the sunny afternoon was promising 
Frenchman Yves Sarazin (Winfield Tiga), 
while David Lang, Alex Hawkridge, David 
Leslie and John Peters also shone. 
The first heat for the Dunlop Star of Tomorrow 
hopefuls saw Stephen Allen (Crosslé 25F) make a 
good start and it took three laps before the 
gripping six-car battle for second caught him. 
aving led from the start, Allen was passed on 
the outside at rach corner on the last lap by 
Nigel Mansell’s Hawke. The pair crossed the line 
with Mansell just ahead Colin Shaw (Crosslé 25F), 
Paul Jackson (MRE 73/75) and John Harlow 
(Elden Mk8) inches behind. 

The Toleman Group Royale RP21 of Alex 
Hawkridge made the best start in the second heat 
from the middle of the front row and, despite 
fluffing his gearchange into second, he led the 
first and every other lap. With two laps to go 
David Wheeler’s Royale RP16A and David Les- 
lie’s Crosslé 16F (which made a tardy start from 
pole) had aye Hewes but with Leslie 
orcing past Wheeler on the last lap, Hawkridge’s 
lead was not challenged. Derek Fowler’s Titan 
Mké6 just beat David Whitham’'s Alexis 18B over 
the line for fourth, with Bernard Lingard’s 
Palliser losing ground-on the last lap from this 
entertaining dice. 

The final had the grid places allocated by 
alternate heat positions due to the first heat being 
mainly run under yellow flags. Hawkridge again 
flew off the grid and led to the flag, with Leslie 
tucked right behind. After Shaw spun, Harlow 
looked to be safe in third before Ian Walker 
(Royale RP21) caught and passed him three a 
before the finish. Leonard Greenny (Hawke 
DL2B) kept fifth by half a car’s length from 
Mansell, both drivers being promoted as Wheeler 
spun on the last lap. 

For their own FF1600 championship, the 
enterprising BRSCC SW had gained sponsorshi 
from a Datsun agent, no less. e Frenc 
Winfield Racing School driver, Yves Sarazin, con- 
firmed his talent with a stusning drivein the Tiga 
despite driving with a damaged arm. He led lap 
one, spun down to 12th on lap two, and had 
hauled himself up to fourth by the seventh and 
last lap, passing David Toye’s Royale RP21 and 
Roger Orgee’s ex-Neve Lola T204 on that final 
lap. John Peters’s Jomic led easily after Sarazin 
spun, with John Skinner’s Dulon and Christopher 


Sarazin and Peters lead the field in one of Castle Combe’s six FF races. 


Williams’s Jamun having equally lonely races in 
second and third. 
With Tim Schenken overlooking the im- 


peoestre Winfield/Tiga outfit, the promising 
avid Lang made a beautiful start and stormed 


into the lead of Heat 2 for four laps before the 
engine expired as ected with a blown head 
gasket. Terry Richards’s venerable ex-Ray Allen 
Merlyn Mk11A thereafter led, with Mike 
Wallaker (Jomic), Hawkridge and Ian Moore 
(Dulon MP15) finishing nose-to-tail behind. 

In the final it took until lap ten for Sarazin to 
catch and pass Peters, the Frenchman 
dominating the race until the end. Peters spun 
down to fifth trying to repass Sarazin at Camp, 
and was nearly collected by the fierce dice for 
third involving Moore, Toye and Wallaker. Places 
were exchanged all round the circuit with 
Wallaker finding the pace at the front too hot as 
he spun across the startline after putting a wheel 
on the grass. A recovering Peters tagged onto 
the Moore/Toye dice, the three crossing the line 
in that order covered by 0.4s. Roger Orgee’s 
misfiring Lola had a lonely race in fifth, with a 
chastened Wallaker next. 

Chris Meek’s Biba Lotus Europa led the Euro 
Burgess Prodsports race cnally with Colin 
Blower’s TVR finishing safely second despite 
Stewart Halstead’s similar car closing the gap 
towards the end. Rod Gretton’s TVR started on 
the back row after arriving late for practice, but 
by lap two he had scorched through to fourth. 
Plumes of oil smoke forced the TVR to slow, and 
Charles Morgan’s Morgan nearly Pipped him on 
the line. A fine dice for Class B saw Doc Griffiths 
repass Chris Alford’s TVR pong into the last lap, 
but the TVR was back in front by the time they 
reached Camp. 

Vince Woodman was not first off the line with 
his fabulous 3.4 Cologne Capri, but once away he 
just disappeared into the distance. Chris Simms’s 
Magnum had a quiet race in second spot, which is 
more than can be said for Tony Williams’s 3.8 
Jaguar Mk1, which caught and passed Nigel 
Clarke’s Motospeed Mini but then slowed to a 
crawl on the last lap and was repassed crossing 
the finishing line. 


COLIN MASTERMAN 


Dunlop Star of Tomorrow Formula Ford, heat 1 (7 laps): 1, Nigel 
Mansell (Hawke-Smith DL11), 8m 39.0s, 89.34mph; 2, Stephen 
Allen (Crossié-Rowland 25F), 8m 39.0s; 3, Colin Shaw Rg 
Rowland k 39.6s; 4, Paul Jackson (MRE-Oselli 73/75), 8m 
39.6s; 5, John Harlow (Elden-Scholar ey 8m 40.0s; 6, Nick Ham 
(Lola-Brown T204), 8m 42.4s. Fastest lap: Mansell, Harlow, Jackson, 
and Shaw, 1m 11.4s, borg 

Dunlop Star of Tomorrow Formula Ford, heat 2 (7 laps): 1, Alex 
Hawkridge (Royale-Smith RP2), 8m 28.8s, 91.20mph; 2, David 
Leslie (Crossié-Rowland 16F), 8m 29.0s; 3, David Wheeler (Royale- 
Scholar RP16A), 8m 29.2s; 4, Derek Fowler (Titan-Titan Mk6), 8m 
35.0s; 5, David Whitham (Alexis-Whitham 18B), 8m 35.2s; 6, 
Bernard Lingard (Palliser WOF2), 8m 36.2s. Fastest lap: Leslie, 1m 
10.8s, 93.56mph. 

Datsun (Berkeley Place) Ltd Formula Ford heat 1 (7 laps): 1, John 
Peters (Jomic-Stanley Mk3), 8m 18.4s, 93.07mph; 2, John Skinner 
Dulon-Oselli MP15), 8m 19.0s; 3, Nya Williams (Jamun- 

selli T3C), 8m 21.85; 4, Yves Sarazin Tiga. lowland), 8m 26.8s; 5, 
David Tae (Royale-Minister RP21), 8m 27.2s; 6, Roger Orgee (Lola- 
Scholar T204), 8m 27.6s, Fastest lap: Sarazin, 1m 09.2s, 9 .72mph. 

Datsun (Berkeley Place) Ltd Formula Ford heat 2 (7 laps): 1, Terry 
Richards (Merlyn-Rowland Mk11A), 8m 22.4s, 92.29mph; 2, Mike 
Wallaker (Jomic-Rowland Mk2A), 8m 23.4s; 3, Alex Hawkridge 
Ceycietuth che 8m 23.85; 4, lan Moore (Dulon-Rowland 

P15), 8m 24.2s; 5, Paul Wootten (Dulon-Minister MP17), 8m 
26.0s; 6, Kees van de Grint (Palliser-ADA WDF2), 8m 28.4s. Fastest 
lap: David Lang (ipe-Rowend. 1m 09.8s, 94.90mph. 

Euro Burgess Production Sports Car Championship round (10 
laps) — overall and £3000 to £4000: 1, Chris Meek (1.6 Lotus 
Europa Special), 12m 35.8s, 87.63mph; 2, Colin Blower (3.0 TVR 
3000M), 12m 43.4; 3, Stewart Halstead (3.0 TVR 3000! ), 12m 
44.6s; 4, Rod Gretton (3.0 TVR 3000M), 13m 11.6s. Fastest lap: 
Meek, 1m 14.2s, 89.27mph (record). £2000 to £3000: 1, Chris 
Alford (1.6 TVR — 13m 45.9s, 80.27mph; 2, Doc Griffiths (1.8 
MGB); 3, Chris Hampshire (1.6 noun 4/4). Fastest lap: Alford, 1m 
20.6s, 82.18mph (record). Up to £2000: 1, Dave Karaskas (1.3 
Austin-Healey prey 13m 35.8s, 73.08mph (9 laps); 2, Valli Stock 
(1.5 MG Midget); 3, Ken Davies (1.3 Austin-Healey prite). Fastest 
lap: Valli, 1m 27.6s, 75.62mph freeones. 

unto p Star of Tomorrow Formula Ford championship round, final 
(10 laps): 1, Alex Hawkridge, 11m 58.6s, 92.1 8mph; 2, David Leslie, 
11m 59.0s; 3, Sean Walker (Royale-IWR RP21), 12m 04.2s; 4, John 
Harlow, 12m 06.6s; 5, Leonard Greenny (Haw “ 12m 12.6s; 
6, N. Mansell, 12m 12.8s. Fastest lap: Walker and Colin Shaw, 1m 
10.8s, 93.56mph. 

Special Saloon cars (10 laps): 1, Vince Woodman (3.4 Ford Capri), 
11m 34.6s, 95.36mph; 2, Chris Simms (2.3 Vauxhall Ma; num), 12m 
04.8s; 3, Nigel Clarke (1.3 Mini-Cooper S$), 12m 12.8s; 4, Tony 
Williams (3.8 Jaguar Mk1), 9 laps. Over 1300cc: 1, Woodman; 2, 
Simms; 3, Williams. Fastest lap: Woodman, 1m 07.6s, 97.99mph. 
1001 to 1300cc: 1, Clarke, 90.39mph; 2, Steve Harris (1.3 Mini- 
Cooper S); 3, John Routley (1.3 Mini-Cooper S). Fastest lap: Clarke, 
1m 12.0s, 92.00mph. 851 to 1000cc: 1, Basil Dagge 7 aon 
Imp), 11m 36.4s, 85.61mph, 9 laps; 2, Stephen Hall (1:0 Mini- 
Cooper S); 3, Gary Hall g .0 Mini-Cooper). Fastest lap: Brian Prebble 
(1.0 Hillman Imp), 1m 12.6s, 91.24mph. Up to 850cc: 1, Barry Reece 
Mini), 11m 46.0s, 75.06mph (8 laps); 2, David Miller (850 Mini); 
3, a ,falayecn (850 Mini). Fastest lap: Reece, 1m 25.0s, 

93mph. 

Datsun (Berkeley Place) Ltd Formula Ford 1600, final (15 laps): 1, 
Yves Sarazin, 17m 38.2s, 93.90mph; 2, lan Moore, 17m 50.4s; 3, 
David Toye, 17m 50.6s; 4, John Peters, 17m 50.8s; 5, Roger Orgee, 
17m 59.0s; 6, Mike Wallaker, 18m 03.8s. Fastest lap: Sarazin, 1m 
09.2s, 95.72mph. 
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Chris Meek was one of the record-breakers with the Biba Europa. 


CROFT. 


Sports car records fall 


A strange race meeting took place at Croft 
when the BRSCC organised last Sunday’s 


events. Rounds of the usual Northern | 


Championships were on the bill together 
with a round of the National Mini 1275 GT 
Challenge, but the non-appearance, non- 
starting or non-finishing of some Croft 
regulars led to a slightly unreal feeling 
about the day, which was not improved by 
the amalgamation of some of the oddest 
classes seen in the North for many a day. 
First on the programme was a round of the 
1275GT Championship which always seems to 
give good value and thrills, this one being no 
exception. First away was Paul Taft but he only 
lasted one lap before retiring and the leading slot 
was then filled by Steve Soper, who should have 
had the whole thing sewn up as he seemed able to 
maintain a fair lead but as he went into the 
Chicane on lap 7 the nearside front wheel parted 
company with the hub. When the fire 
extinguisher powder cleared, the order had been 
upset somewhat and Malcolm Leggate found 
himself in the lead, a position he held to the finish 
by 1.2s from Roger Saunders and Alan Curnow. 

The absence of the Burgess TVRs gave second 
and third places in the Prod Sports race to two 
other TV drivers, with Chris Alford’s 1600cc 
version a lap behind the 3-litre device of Stewart 
Halstead. Valli took her well made-up Biba MG 
into a good fourth overall from class contender 
Dave Karaskas, and also set fastest lap as usual. 
Once again of course, Chris Meek won the race 
and set up fastest lap, a new class record. 

Tony Barley (Royale) had one lap in the lead of 
the Formula Ford race, but retired when a tyre 
deflated at the Chicane, Peter Harrington (Lotus) 
was able to dispose of the oppostion — the 
Crosslés of Alan Stringer and David Leslie, to win 
by a comfortable 3}s. The usual FF antics took 
lace at various times but no really lasting dices 
emerged during the entire 12 laps. 

The fourth offering was originally a combined 
Modsports and Clubman event but due to a lack 
of entries it was thrown open to those Prodsports 
drivers who wanted another go; that this offer 
was taken up at least meant more than the 
original four cars. Jim Adamson won as he 
pleased and set up a new class record on the way 
to being the only driver to complete the full ten 
laps. In second place for most of the race Gerald 
Stevenson (Mallock) expired on the last lap to 
allow Chris Alford in the TVR through. Of some 
note in this race was the handling of Vallis MG 
by none other than Chris Meek, who took 
advantage of the extra chance to have some fun in 
a different car, but what fun it was, with beautiful 
opposite lock cornering and a new class record 
three seconds under the one held by the cars 
rightful pilot Valli — shameon you Chris.... 

_ A new face and car caused an upset in the 
Special Saloon car event which was a round of the 
Troy Tires series. Tony Rosen brought his rather 
quick Capri to Croft and beat the Turbo Escort of 
Jim Evans who was hoping for better things than 
at Aintree last weekend when the engine melted. 
But all the turbo power and a Can radiator 
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could not catch Rosen, although second place and 
fastest lap went to Evans. Doug Emms (Camaro), 
Keith Bowmaker (Escort) and Malcolm Stevens 
(Falcon) had a private V8 contest for third place, 
the finishing order being as above although the 
Falcon dropped back somewhat. As normal the 
Minis fought out their classes with Owen 
Corrigan just beating Ian Rogerson but this week 
the Escort of P. Haigh took the 1000cc honours 
from Jim Tully’s Mini 

The last event was the usual Libre offering and 
again numbers were rather low and so the Saloons 
were invited in to make up the grid, which was 
costly for Keith Bowmaker whose Escort’s V8 
went bang just as he was about to turn it off, 
Derek Cook took his Chevron to an easy win in the 
absence of sparring partner Andy Barton, while 
Doug Emms came home second. A true Libre 
race; but is it safe to mix today’s fast, nimble 
single-seaters with the more weighty saloons? 


PAUL BOOTHROYD 


Leyland Cars National Mini 1275GT Chakenge round (10 laps): 1, 
Malcolm Leggate, 14m 59.0s, 70.08mph; 2, Roger Saunders, 15m 
00.2s; 3, Alan Curnow, 15m 01.2s; 4, Jim Burrows, 15m 02.0s; 5, 
Geoff Till, 15m 13.4s; 6, W. A. Pownail, 15m 50.4s. Fastest fap: Till, 
1m 28.2s, 71.43mph. 

Direct Ta Sports Car Championship round (10 
ney overall and £3000 to £4500: 1, Chris Meek (1.6 Lotus Europa), 
13m 38.4s, 76.98mph; 2, Stewart Halstead (3.0 TVR), 14m 03.0s. 
Fastest lap: Meek in 20.6s, 78.16mph (record). £2000 to £3000: 1, 
Chris Alford (1.6 TVR), 13m 57.0s, 67.74mph (9 laps); 2, A. Brewer 
Alford, 1m 30.4s, 

9.69mp! to £2000: 1, (1.5 MG Midget), 14m 13.4s, 
66.44mph (9 laps); 2, Dave Karaskas (1.3 Austin Healey epries, 
14m 27.4s (9 laps); 3, Steve O'Hara (1.3 Midget MG), 14m 48.0s ( 
laps). Fastest lap: Valli, 1m 33.2s, 67.60mph. 

Tate Trophy Race for Formula Ford 1600 (12 laps}: 1, Peter 
Harrington (Lotus Scholar 69F), 15m 13.0s, 82.80mph; 2, Alan 
Stringer (Crossié Minister 30F), 15m 16.6s; 3, David Leslie (Crosslé 
Rowland 16F), 15m 26.8s; 4, Chris Lawson (Van Dieman Scholar 
RF37), 15m 32.0s; 5, David Morgan (Merlyn Scholar MieOi), 15m 
32.8s; 6, Graeme Frankland (Merlyn Ford aa 15m 56.6s. pest 
lap: Harrington, Stringer and Tony Barley (Royale Brown RP21) 
1m 15.2s, 83.77mph. 

BRSCC Northem Centre Modsports and Clubmans race (with 
Prodsports) (10 laps) — overall: 1, Jim Adamson (1.1 Davrian-Imp 
Mk7); 12m 49.2s, 81.90mph; 2, Chris Alford (1.6 TVR), 9 laps: 3, 
Chris Meek (1.5 MG wget 4, Dave Karaskas (1.3 Austin-Healey 
Sprite); 5, Eric Carr (1.6 Lotus Europa), 7 laps. Clubmans: no 
finishers. Fastest lap: Gerald Stevenson (Mallock U2-Ford), 1m 
16.0s, 82.90mph. Modsports: no finishers. Fastest lap: Dave Abram 
(1.3 MG Midget), 1m 26.0s, 73.26mph; modeports 1150 to 1500cc: 
1, Adamson, 81.90mph; no other finishers. Fastest lap: Adamson, 
1m 15.4s, 83.55mph (record). Prodsports £3000 to £4500: 1, Carr, 
53.51mph (7 laps); no other finishers. Fastest ap eer 1m 30.2s, 
£2000 to £3000: 1, Alford 


69.84mph. Prodsports ) : , 13m 31.4s, 
69.88mph @Q laps): no other finishers. Fastest lap: Alford, 1m 27.8s, 
71.75mph (re Prodsports up to £2000: 1, Meek, 13m 43.4s: 


5 up 
68.86mph (9 laps); Karaskas, 14m 21.8s; no other finishers. Fastest 
lap: Meek, 1m 30.2s, 69.84mph (record), 
roy Tire & Auto Centres Special Saloons (10 laps) — overall and 
over 1300cc: 1, Tony Rosen (3.0 Ford Capri), 12m 39.0s, 83.00mph; 
2, Jim Evans (2.0 Ford Escort ume) 12m 45.4s; 3, Doug Emms 
(6.1 Chevrolet Camaro), 12m 59.2; 4, Keith Bowmaker (4.7 Ford 
Escort), 12m 59.8s; 5, Malcolm Stevens (4.7 Ford Falcon), 13m 
34.8s; 6, David Holmes (3.7 Ford Anglia), 13m 47.2s. Fastest lap: 
Evans, 1m 12.6s, 86.78mph. 1001 to 1300cc: 1, Owen Corrigan (1.3 
Mini-Cooper S), 13m 50.6s, 75.85mph; 2, lan Rogerson (1.3 Mini- 
Cooper S). ian 51.0s; 3, M. Wayne (1.3 Alfa Romeo), 13m 37.8s @ 
lap). Fastest lap: Graham Wood (1.3 Mini-Cooper S), 1m 20.6s, 
78.16mph. Upto 1000ce: 1, P. Haigh (1.0 Ford Escort), 13m 48.6s, 
76.03mph; 2, John Tully (1.0 Mini-Cooper S), 9 laps; 3, David Haigh 
1.0 Mini), 8 laps. Fastest lap: Haigh, 1m 21.0s, 77.78mph. Mini7:1, 
hris Hill, 12m 57.2s, no speed given (8 laps); no other finishers. No 
fastest lap given. 

BRSCC Northern Formule Libre Championship round (12 laps): 1, 
Derek Cook (1.6 Chevron-BDA B27), 13m 21.4s, 94.33mph; 2, Dou; 
Emms (6.1 Chevrolet camaro}: 11 laps; 3, David Leslie (Crossk 
Rowland 16F); 4, Pete Smith (FF Palliser); 5, Graham North (Royale); 
6, Malcolm Stevens (4.7 Ford Falcon), 10 laps. Fastest lap: Cook, 1m 
04.0s, 98.44mph. 


Hague 
cleans up 


Lydden once again provided a pleasant 
venue for the BARC clubmans meeting on 
Sunday, and Chris Hague in his Wessex 
special carried all before him in his heat 
and the final of the Reliant Formula 750 
race. The Special Saloon races were predict- 
ably won by Nick Whiting’s Kent 
Messenger Escort and the Imp of John 
Homewood, while Tony Halliwell further 
extended his lead in the Marchant & Cox 
Championship by taking a relatively un- 
challenged win in the Formula Ford 1600 
race. 

The epane race was for the larger capacity 
Special Saloons and Nick Whiting stormed away 
from pole position and was never seen again. In 
fact, one wondered if he would lap the entire field. 
He almost managed it. By the fifth lap the Team 
Kent Messenger Escort had a 17s lead over Gary 
Street who was providing the main interest of the 
race. Street had started from the back of the grid 
and was soon into fourth place behind Davies’s 
Escort and the Mini of Reg Powell. Just after 
Davies had passed Powell on the Dover Straight, 
the Escort suddenly became a retirement with 
engine trouble and in the confusion Street took 
Powell at Devil’s Elbow and assumed second 
place. After the race, Whiting’s pit crew claimed 
that the Escort driver had lapped under the 
record, but unfortunately a shortage of 
timekeepers meant that this will never be official. 

The grid assembly for the smaller capacy 
Special Saloon race was a little confused due to 
the fact that front-row man Mike Scott had 
trouble with his Anglia before the start and took 
up a back row position. However, it did make the 
race interesting. He was soon up to third place 
and crallene ig the Mini of Howard Lester. After 
trying the inside at Chessons and going round the 
outside at Devil’s Elbow, he finally took Lester 
going into Pits. Unfortunately, however, he 
retired on the penultimate lap when the crank- 
shaft broke. Third place went to Trevor 
Williams’s Imp after an impressive drive through 
the field following dramas on the grid, while pole 
position man John Homewood took an un- 
challenged win, after another smooth drive. 

The Formula Junior event brought a pleasant 
air of nostalgia, if not exciting racing, to the pro- 
ceedings. An unfortunate non-starter was the 
Lotus 22 of George Dudley which had a disagree- 
ment with the bank at the exit of Devil’s Elbow 
during practice. Frank Tiedeman simply walked 
away with the race in his Lotus 22, leaving the 
Lotus 20 of Geoff Riggs to take second place. 
Fortuanately, the organizers had mixed the 
Clubmans class in with this race and the 
spectators were treated to a good dice between 
the Shellsport-entered Dino 4 of Melvyn Coon and 
Sinclair’s Mallock 14B. Sinclair pressed Coon 
hard but did not get by until lap 8 when Coon had 
gear selection difficulties coming out of Pits. Coon 
sorted his problems out and challenged hard on 
the last lap. He tried a little too hard at the 
hairpin and ran wide, leaving victory to Sinclair. 

The Modsports provided a lively race. Pole 
position was occupied by the new Stratstone 
MGB GT V8 of Tim Goss. The immaculate 
machine had only done a few shakedown laps the 

revious week and obviously still needs sorting. 

aul Howard’s TVR took the lead but attention 
was focused on front row man Ed Reeve in his 
rapid eras Reeve made a bad start and was 
fourth at the end of the first lap. Two laps later he 
was in the lead, having taken the Midget of Steve 
Everitt at Chessons, and Howard at Devil’s 
Elbow. Goss began to get the hang of the MGB on 
lap five and took Everitt and Howard for seond 
place. While Reeve Pulled away in the lead. All 
was not well with the MGB and he slipped to 
fourth again. However, he was elevated to third 
on the last lap when Everitt did it all wrong at 
Chessons and slipped to fifth. 

Marchant & Cox Championship points were at 
stake in the FF1600 race. Championship leader 
Tony Halliwell was on pole in his Merlyn MkII 
and he _ i from start to finish. 
Closest challenger was the Brookside G arden Hire 


Crossle 25F of Wil Arif but he was no match for 
the confident Halliwell. 

> 
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LYDDEN continued 


On the last lap Arif went wide at Chessons, 
allowing the Great British Success Restaurants 
Crossle 25F of Tony Howard and Len Marchant’s 
Brabham to slip through. Arif set off in hot 
pursuit and took Marchant to claim third place. 

The two heats for the Formula 750 cars 

rovided the best Pepe the day. Chris Hague 
{Wessex Special) and Tim Green (Time MkII) 
pulled away from an enormous scrap for third 
place between four cars. After much chopping and 
changing, the final order behind Hague and Green 
was lan Sclanders’s DNC Mk3, Cooper’s Condor, 
Ian Palmer’s Reliant Special and the PCS IV of 
Phil Stone. 

The second heat was equally exciting with a 
charging crocodile of six cars climbing over each 
other all the way round the circuit. Amazingly, 
the positions at the end of each lap were always 
the same and victory went to the Maggot Mk3 of 
Chris Elmes from Bob Simpson’s Reliant and 
John Giles’s JGS 5B. * 

Unfortunately, the final was a bit of an 
anticlimax. Hague took the lead initially but ran 
wide at Devil’s Elbow, allowing Green to slip 
through. However, Hague really meant business 
and immediatel tried to take Green on the 
outside of Pits. It was a very hairy manoeuvre as 
Hague struggled for grip on the dirt on the exit. 
Third man Chris Elmes obviously thought so too, 
as he spun on the exit and caused following cars 
to go shooting off in all directions as they avoided 
the spinning Maggot. This broke up the field and 
attention was focused on the scrap for the lead. 
That was soon resolved when Hague passed 
Green poing into Devil’s Elbow and then pulled 
away. Lyn Evans (Centaur) finished third ahead 
of Giles and Elmes, who had recovered well. 

The Formule Libre event produced an 
interesting combination of single-seaters and 
Nick Whiting’s Escort. Mike Bowers took the 
lead, which he was never to lose, in his Lotus 69. 
Initially, Wil Arif held second place until Paddock 
when the GRD of Roger Hurst nosed ahead and 
Whiting’s Escort muscled in as well — dwarfing 
the little Crossle. The leading trio then pulled 
away, leaving an entertaining dice for fourth 
between the Formula Ford runners, which 
eventually saw Arif claim the place from the 
Palliser of Kees van de Grint and the Image of 


David Wigdor. 
MAURICE HAMILTON 


Special Saloons (10 laps; overall: 1, Nick Whiting (2.0 Ford 
Escort), 7m 46s, 77 O5mph: § Gary Street (1.3 Mini-Cooper S; 3, D. 
Foy (1.3 Mini Cooper S). 4, B. Kirk 1.3 Mini-Cooper S); 5, A. W. 
Grover (1.3 Mini-Cooper S); 5, Steve Pattinson (1.3 Mini-Cooper >: 
Over 1300cc class: 1, Whiting; 2, E. Punt (1.7 Ford Escort). 1001- 
1300ce: 1, Street; 2, Foy; 3, Kirk; 4, Grover; 5, Pattinson; 6, Sparkes 
(1.3 Mini-Cooper §). 

Special Saloons (10 aps) — overall: 1, John Homewood (1.0 
Sunbeam Imp), 8m 20.7s, 71.89mph; 2, Howard Lester (1.0 Mini- 
Cooper S); 3, Trevor Williams (850 Hillman Imp). 851-1000cc: 1, 

mewood; 2, Lester; no other positions given. Up to 850cc: 1, 
Williams; no other starters. 

Monoposto Formula Junior championship round (10 sy 1, Frank 
Tiedeman poe 22), 8m 50.1s, 69.13mph; 2, Geoff Riggs (Lotus 
20); 3, Al Black (roms 18). Clubmans class: 1, G. Sinclair (Mallock 
14B), 8m 11.0s, 73.32mph; 2, Melvyn Coon (Dino 4). : 
Modsports (10 dois overall: 1, Ed Reeve (1.3 MG Midget), 8m 
30.0s, 70.59mph; 2, Paul Howard gs TVR Grantura); 3, Tim Goss 
g° MGB GT); 4, Laurie Cutler (1.3 Austin Healey Sprite); 5, Steve 

veritt (1.3 MG Midget); 6, Ingall (1.3 MG Midget). Over 2000cc 
class: 1, Goss. No other starters. 1501-2000cc class: 1, Howard; 2, 
Dennis Murphy (1.6 Lancia). No other starters. 1151-1500cc class: 
1, Reeve; 2, Cutler; 3, Everitt; 4, Ingall. : 

Marchant & Cox Formula Ford c ampionship round (10 laps): 1, 
Tony Halliwell ray 11A) 7m 54.2s, 75.92mph; 2, Tony Howard 
ron 25F); 3, Wil Arif (Crosslé 25F); 4, Len Marchant (Brabham); 

, David Wigdor (Image Mk11); 6, A. Dyer (Royale RP21). 

Rellant Formu.a 750 championship round, heat 1 (10 laps): 1, 
Chris Hague Gone Special); 2, Tim Green (Time Mk3); 3, lan 
Sclanders (DNC Mk3); 4, K. dD. Cooper (Condor); 5, lan Palmer 
(Reliant Special); 6, Phil Stone (PCS 1V). 

Rellant Formula 750 championship round, heat 2 (10 eee i, 
Chris Elmes Maggot Mk3); 2, Bob Simpson (Reliant); 3, John Giles 

JGS SBi 4, Lyn Evans (Centaur); 5, Bob Wnght (Centaur 750F); 6, 
ichard Stephens (Jerriec 3B) 

Formule Libre (|10 laps): 1, Mike Bowers (Lotus 69), 7m 37.0s, 
78.77mph; 2, Roger Hurst ge GRD 375); 3, Nick Whiting (2.0 Ford 
Escort); 4, Wil Arif (Cross a 5, Kees van de Grint (Palliser 
WDF2); 6, David Wigdor (Image Mk11). 

Reflant Formula _750 championship round, final pe laps): 1, 
Ly e, 8m 25.2s, 71.26mph; 2, Green; 3, Evans; 4, Giles; 5, Elmes; 

, Cooper. 


Chris Hague on his winning way at Lydden. 
; iota Sleek eet Sethe ik 


i 
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-perched on 


‘solitary run. 


SHELSLEY WALSH 


ADO lowers 
it again 


Yes, he’s done it again. Alister Douglas- 
Osborn reduced the Shelsley record to 27.64s 
on his 28th birthday. His performance 
simply defies adjectival description for he 
broke his own record on all four official runs, 
yet beat his new record unofficially on both 
practice climbs and then failed to activate 
the timing apparatus on what looked to be 
the best of his afternoon performances! The 
Newton Oils/Forward Lubricants sponsored 
Sunday meeting (see Sports Extra for 
Saturday’s event), a Guyson/BARC Cham- 
pionship qualifier, produced intense com- 
petition (37 afternoon runs were under class 
record times) and matched the sheer quality 
of the MAC’s meticulous organisation. Russ 
Ward and John Meredith are now dead level 
in the Guyson/BARC Championship after 
an all-time saloon best from John and 
another fraught day for Russ. 

Charles Barter took his Golden Springs Water- 
cress Hartwell Imp to 35.57s, a new 1000cc 


Saloon best and another remarkable time for a 1.0 
saloon. Richard Ames (Shell! 


cracked the old time at least once. Four drivers 
also bettered the old target in the 1300cc class but 
after winning the class John Meredith put in his 
best, neater, climb in the Top Ten runs (yet still 
not gaining as many Guyson/BARC points as 
Barter). Co-driver Bob Forth also broke the record 
but was beaten by Patrick and Roger Walker 
(Fenny Compton Garage Mini-Cooper ‘S’). 
Wridgeway Horton’s ex-Jackie Patterson Firenza 
just edged out Jim Thomson’s 2.6 Guyson version 
which lost out during Jim’s second run when the 
revs dropped in the Esses. Both lowered the 
record and so did Robin Yeoman’s Mini and Alan 
Payne’s Ribs. 1.5-Rover/Buick before it became 

e inside bank at the first Ess on its 
second climb. 


Russ Ward (John Brown Motors Allard Sprite) 
had some new plugs fitted to try to cure his 

ersistent misfire, but the heat generated in the 

lown engine was still too much for them. 
Nevertheless his time were still fast enough to 
make the run-off as first reserve. Stuart Watts 
took his deceptively rapid Elan to another record 
and was faster than the epeectiar and raucous 
Porsche 911S of Michael White which won the un- 
limited GT and Modsports division. Tony 
Southall fully extended the Holbay horses in his 
U2 Mk16B to win the small sports-racing group. 
The Clubmans cars are not differentiated at 
Shelsley and this tended to play down the beauti- 
fully controlled 32.29s climb by Jim Robinson 
who is Bow Cone really well with his long wheel- 
base U2 18. Normal pushrod front runner 
Tony Boshier-Jones didn’t seem quite so 
confident this week but remained distinctly rapid. 
Third in the class as a whole was the Cannon 
Assurance U2 Mk14. John Stuart’s class-winning 
Martin BM8 was extremely neat but was slower 
than the non-enveloping bodied cars of Southall 
and Robinson. 

Tim Cameron was an easy winner of the 500cc 
Racing category with the Joe Potts Special on his 
Chris Dowson was not wholly 

32.288 in the 
rabham BT15, 


satisfied with his class-winnin 
Penhros Court Wine blown 


feeling that his climbs were just too neat. Co- 
driver David Lee edged ahead of Sandy Hutcheon 


rt Imp), Robert’ 
Barter and Terry Clifford (Mini-Cooper ‘S’) all. 


bi Re PR ern Oe ee 


ADO swings the Pilbeam through the top ess. 


(Barber Watts Motor Insurance Ginetta G17) for 
runner-up spot. Rob Turnbull had achieved a 
dramatic 29.78s in practice with the B & W 
Brabham BT35 but he had to be content with 
30.01s in the class runs, and this was still suffi- 
cient to lower his own class record. The FVA- 
engined Ensigns of David Morris and David Way 
were next up but even the former was over a 
second slower than the yellow and black 


Brabham. 


Action in the unlimited Racing class began in 
earnest in practice. ADO had discovered a duff 
shock absorber on the Pilbeam and this solved the 
mystery of therecent understeer problem. Al then 
proceeded to drive a fantastic 27.12s (record 
27.92, from June) followed by 27.30s. His class 
runs were pretty electrifying but they were not 
perfect. He was visibly winding himself up now for 
the Top Eight run-off. Chris Cramer was most 
consistent and collected for 28.61s in the 
Grimhalle Lager March (winning the MAC 
Challenge Tro ne ile Mike MacDowel fairl 
flung the litt. t up to win the class wit 
29.40s. Others to break the mingle 30 were Martyn 
Griffiths with the shuddering Severn Advertising 
March 74B and Richard Jones (McEnvoy Surtees 
TS10). What of Roy Lane? The reigning RAC 
Champion had a dreadful day. On his second 
pine climb he was meteoric as far as the top 

ss where his left rear wheel hit the bank with an 
almighty thump. Roy did well to hold the car and 
amazingly, the Fenny Marine GM1 sustained no 
damage. On his first class run he got out of shape 
just after the start and crashed hard at Kennel. 
He emerged unhurt but the car sustained serious 
damage which looked likely to necessitate another 
tub. Roy explained that violent wheel tramp (he 
had some new tyres on) had blurred his vision. 

Star performance in the Top Ten runs came 
from John Meredith who bettered Chris Cramer’s 
old Mini time by nearly half a second with 34.76s. 
The Top Eight runs were worthy of an RAC 
Championship round. A hitherto most consistent 
Reg Phillips provided light relief by spinning 
harmlessly but most spectacularly at the bottom 
Ess in the much modified Fairley Chevron. Rob 
Turnbull was back under 30s but still not as fast 
as in practice, while although Mike MacDowell 
was only a tenth slower than on his class best he 
dropped from 3rd to 6th. Richard Jones (Martin 
BM16), Martyn Griffiths and Richard Jones all 
improved impressively, especially the latter, while 
Chris Cramer shot up in a personal best of 28.14. 
ADO’s second climb was terrific. It looked near 
perfect — but the timer hadn’t worked! Al 
returned to the start looking a bit like a thunder- 
storm about to happen but the ensuing climb, 
while still under his old record, was terrifyingly 
hairy on the lower slopes and the time showed it. 


CHRIS MASON 


= BD: Alister Douglas-Osborn (3.0 Pilbeam-Cosworth DFV R22), 


Class winners: Charles Barter (1.0 Hillman Imp), 35.57s (record); 
John Meredith (1.3 Mini-Cooper S), 35.15s (record); Wrid leway 
Horton (2.3 Vauxhall peenze). 35.52s (record); Russ Ward (1.3 
Allard Healey Sprite s/c), 35.53: 
34.83s (Course' i 


iS ; 

Tony Southall (1.6 Mallock U2-Holbay tic Mk16B), 31.55s; John 
Stuart (1.8 Martin-BDA BM8), 32.61s; Tim Cameron (0.5 Joe Potts 
Special), 37.07s; Chris Dowson (1.1 Brabham-Ford BT15 s/c), 
32.28s; Rob Turnbull (1.6 Brabham-BDA 8135), 30.01s (record); 
Mike MacDowel (2.0 Ralt-Hart 420R RT1), 29.40s. 

Top Eight run-off: 1, Douglas-Osborn, 27.72s; 2, Chris Cramer 
G4 March-Cosworth GA 76A), 28.14s; 3, Richard Jones (2.0 

urtees-Hart TS10), 29.24s; 4, Martyn Griffiths (2.2 March-Hart 
420R 74B), 29.42s; 5, Richard Brown (2.0 Martin-Vega BM16), 
29.49s; 6, MacDowel, 29.50s; 7, Turnbull, 29.82s: 8, Reg Phillips 
ar eT eel eo 

uyson/BARC Championship positions after eight rounds: 1, Russ 

Ward and John Meredith, Be Cents: 3, Charlee Barter, 56.81; 4, 
Tony Boshier-Jones 54.09; 5, Alister Douglas-Osborn, 50.61; 6, 
Patrick Walker, 50.21. 

Guyson/BARC FTD Awards postions after eight rounds: 1, Alister 
Douglas-Osborn, 51 pis: 2, Roy Lane, 39; 3, David Franklin, 24; 4, 
Chris Cramer, 21; 5, Ken McMaster, 17;6, Richard Jones, 16. 
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RAC ban concludes 
sad weekend for Birley 


Rod Birley’s large accident at the 
end of the Eppynt stage on the Tour 
of Britain was his swansong in 
racing for at least a year. On 
Monday the RAC took away his 
competition licence for changing an 
engine in his Capri after having had 
it sealed at Snetterton on May 31. 
The full statement from the RAC is 
as follows: 

“The Tribunal found that there was 
ample evidence that the paint seals 
on the engine submitted by R. Birley 
were not the same as applied to an 
engine in his car by the scrutineers at 
Snetterton on May 31. In addition, it 
was found that there was no trace of 
the RAC special sealing paint. The 
Tribunal concluded that a fraudulent 
act must have taken place because 
this could not have been the original 
engine seal. The Tribunal ordered 
that Mr. R. Birley has his com- 
petition licence suspended for 12 
months and that in addition, in ac- 
cordance with production saloon car 
regulations concerning tamperin 
with seals, the car, the entrant an 
the driver are excluded from all 
production saloon car champion- 
ships for the remainder of the season 
bed all points are forfeited.” 

This comes at the end of a sad 


Tour of Britain for Birley. His Capri 
was one of the early cars over the 
finish at Eppynt and despite in- 
struction that cars be waved down at 
the end after earlier accidents over 
the yump, he accelerated and the 
heavy 3.0 Capri went over the ba 
finis dee at excessive speed an 
rolled badly up the hill to the finish 
control. Although Birley and co- 
driver Rob Slessor were initially 
knocked out, they were unhurt, but 
the car was wrecked. Poor Birley was 
in further trouble when his own tow 
car and all its equipment, spares etc 
was stolen from the Crest Motel, Bir- 
mingham on Saturday night, and 
then the service van blew up the next 
day. The Capri is still on Eppynt, vir- 
tually immovabk. 

Birley rang us on Tuesday to say 
that with all these problems, his 
competition career in motor sport is 
at an end. Coincidentally, his 
brother’s rallying career ended on 
the same Eppynt yump a year ago. 
However, Birley has e iD 
working on his engine swop 
currently, for he’s had sufficient 
information from ADA _ who 
prepared the engine to have hope 
that problems may be overcome. 
However, now he has nocar. 


Good for the Doctor 


A very healthy entry of 116 cars con- 
tested the sprint run by Sevenoaks 
and District MC at St Valence, near 
Westerham, Kent, last Saturday. 
BTD went to the Techcraft-Buick of 
Roger Willoughby who did 30.40s. 

A total of 44 saloons were divided 
into two classes only, up to and over 
1 litre and the smaller capacity class 
saw Imp men ward off a strong Mini 
challenge. John Jordan was a clear 
winner returning 32.28s while second 
and third men Dave Scargill (Imp) 
and Neale Johnstone (Mini), were 
less then a second apart in the 33s 
bracket. 

The 24 entries in the bigger 
capacity class were headed by Rod 
Chapman who turned out with the 
2 litre Escort BDA to return 31.86s 
which gave him the class by a second 
over Trever Reeves 1500 Mini with 
John Colburn’s 3.8 Jaguar third 
another second off the pace. 

Duncan Welch just headed a fine 
scrap for top honours in the 1300 

{mod sports class with his Midget. He 
|did 31.78s to beat Maurice Ogier 


Two tie 


A close finish to last Saturday 
night’s Welsh Road Rally Champion- 
ship round resulted when both the 
Escort RS2000s of Howard Davies 
and Ted Cowell finished the 150 mile 
route with identical times. Victory, 
however, went to Davies and 
navigator Phil Jones for they 
reached the fifth control on the event 
before dropping a minute whereas 
Cowell, with Colin Francis on the 
maps, dropped their first minute at 
the previous control. 

ith an entry of 105 crews the 
Esso Uniflo sponsored event, run by 
the Newtown & District MC, had a 
long first half of over 100 miles and 
notable retirements included Mick 
Briant who collided with a bank, 
Cyril Bolton who retired with a 
broken drive shaft and Steve 
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(Clan) by a tenth with Lawrence 
Cutler (Sprite), third. 

The 16 strong over 1300cc class 
was another tight affair with Terry 
Brown in his Lenham Le Mans 
pipping Phil ag — pt the Ginetta by a 
tenth. The two GT classes both went 
to drivers with the same name. Peter 
Black took his U2 to a fairly comfort- 
able 1.5s win in the up to 1600cc 
class while Guy Black turned out 
with a D. Type Jaguar to win the 
bigger capacity class by a similar 
margin. 

Best of seven entries in the up to 
1100cc single seater class was Jerry 
Sturman in his Vixen who beat B. 
Saull by a whisker, the latter piloting 
a Cooper-Jap. Terrapin man Alan 
Dignan headed the 1101-1600cc class 
in 32.28s with John Copson (Crossle) 
Pe ee and Alan Scott), third on 
32.71s. 


4 Buick), 
Class winners: J. Jordan (imp 32.28s; R. 
D. Wel 


h 9s Miceet) 
31.73s; T. Brown (Lenham Le Mans) 37s; P. 
Black (Mallock U2), 32.35s; G. Blac aguer D. 
Type), 33.62s; J. Sturman (Vixen), 31.76s; A. 
Dignan (Terrapin), 32.23s. 


Courtney who had a series of mis- 
fortunes including drowing in a ford, 
a puncture and then a bout of trouble 
with a wheel. 

By comparison the second sector 
er genes ew dramas and the leaders 

oth only dropped a minute before 
finishing on 10m 10s. 

Third place went to Mike Pattison 
and David Taylor in a third RS2000 
on 11m 44s and Eric Davies and 
David Jones were fourth on 13m 50s. 
Joe Lloyd and John Furniss brought 
their Escort TC home in fifth on 16m 
15s nearly a minute quicker than 
Peter Taylor and Jim Bothwell in 
their Clubman on 17m 03s. 

Winners of Class B were Robert 
Read and Dave Hopkins in their 
RS2000 on 26m 3ils,_ beating 
Malcolm Hughes and Dave 
Eastwood (Fiat 128), by 2m 24s and 
in Class C victory went to Steve 
Baber and Tom Walker (Simca 
Rallye) on 40m 50s. 


“ . + ei 
ee SS we ee 


Hawke at Old Hall. 


Only two drivers managed to get 
under the two minutes barrier in 
very dusty conditions which marred 
the spectacle at an otherwise well 
run autocross championship round 
put on by Chelmsford MC at Writtle, 
near Chelmsford, last Sunday. A 


majority of the BTRDA contenders 


at the previous day’s West Suffolk 
round stayed over. 

The two fastest men were Nick 
Seymour who was again BTD award 
winner with the Volnik Special with 
identical runs of 1m 56.5s in spite of 
trying harder on the second run, and 
Rob Gibson who got his big engined 
Sprite round in 1m 59.7s to win the 
seven strong sports car class by 
nearly seven seconds. 

Other drivers to collect two class 
wins within 24 hours were Ian 
Thompson (870 Mini) who collected 
his class by two seconds, Graham 
Hathaway in his 1300 Escort who 
had a runaway victory over Tim 
Greenhill’s Marina and Dimi Mavro- 
poulos who finished two seconds to 
the good over J. Revell in the over 
1300cc Escort/Anglia class. 

Willie Vevers brought the family 
VW on his own to take the rear 
engined class comfortably from the 
Imp of J. Delefortrie, G. James 
sewed up the 1 litre Mini class by 
three quarters of a second over R. 
Carroll and Barry Hathaway put it 
across Barry Crump in the big Mini 
class by three quarters of a second. 

Len Wills had his revenge over 
John Granville in the standard car 
class, the 3 litre Capri finishing 1.2s 


ahead of the Audi 80. 

BTD: N. Seymour (Voinik), 1m 56.5s. 

Class winners: |. Thompson (Min, 2m 0.6s; G. 
Hathaway (Escort), 2m 00.9s; R. Gibson (Sprite), 
1m 59.7s; W. Vevers (VW), 2m 5.9s; G. James 


ry 2m 4.7s; D. Mavropoulos (Escort), 2m 
Os; B. Hathaway (Mini), 2m 00.5s; M. Helm 
(Escort), 2m 3.9s; L. Wills (Capri), 2m 10.7s. 


Minimen pull 
out lead 


Although they finished only third 
and fourth in their respective 
classes, Neale Johnstone and Tom 
Wood, the Midlands Minimen, have 

one further ahead in the Welsh 

print Championship after makin 
their first appearance at the St Val- 
ence course near Westerham, Kent, 
last Saturday. 

Johnstone, the 1 litre Mini 
exponent, now has 39.39pts_ while 
Wood, who campaigns a 1293 Cooper 
S, has 29.18pts and as a result have 
both drawn further ahead of the 
opposition. 


Oulton action: Frank Bayes loses his Image body 


Seymour Eastern double 


? 
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¥ 
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work on Geoff Smatiee’ 


Only two of the 10 classes run by 
West Suffolk MC at their BTRDA 
Autocross Championship round at 
Hawkenden, near Bury St Edmunds 
last Saturday produced close 
finishes. In dusty conditions the 40 
cars ran singly, so the day at 
Hawkenden was not of great 
excitement. 

With Nick Seymour clearing off 
into the distance to collect another 
very easy BTD the scrap of the day 
turned out to be for the class award 
in the Specials class. It finally went 
to Alan Nobbs in Voodoo II by just 
two tenths of a second from Alan 
Mitchell and his Special. 

Dimi Mavropoulos managed to 
collect the over 1300 Escort class 
from Tony Merridale, the margin 
standing at 1.1s. Bill Vevers and son 
Willie shared their VW to first and 
second in the rear engined class, 
father beating son by just over a 
second. The 1300 Mini of Barry 
Crump had a similar margin over 
Derek Scarrow’s 1400 Mini in Class 
G and a good second run by John 
Granville (Audi) gave him the class 
from first run leader Len Wills in a 
Capri. 

an Thompson continued his 
smooth course in the overall champ- 
ionship with yet another easy win in 
the 870 Mini class beating Phil 
Jackman by four seconds. 

BTD: N. Seymour (Voinik), 2m 1.1s. 

Class winners: |. bai pnd, 2m 10.4s; G. 
Hathaway grb 2m 9.2s; R. Gibson (Sprite), 
2m 7.2s; B. Vevers (VW), 2m 18.5s; R. Frere 
oo 2m 16.9s; D. erty! (Escort), 2m 

.8s; B. Crump (Mini), 2m 11.0s; A. Nob loodoo 
I), 2m 14.2s; M. Helm (Escort), 2m 17.7s; J. 
Granville (Audi), 2m 17.5s. 


Least popular 
point in 
the park 


Fast becoming the most unpopular 
marshalling point on Cadwell (at 
BARC meetings anyway) is the one 
at the bottom of the hill into Mans- 
field Corner. At the Club’s last meet- 
ing here in April, the post was 
assaulted from the Gooseneck direc- 
tion by the tangling Mini of David 
Enderby and Roger Gills Imp. On 
Sunday Ian Mittell’s Mini 850 
almost landed on top of the marshall- 
ing point after spinning off Park 
Straight and launching itself off a 
pile of roadmaking material to finish 
up in the ravine on the defunct 
Rallycross Circuit. Time to move it 
perhaps? 


’ 


51 


a 
cage 


Fide 
David da Costa en 
shortly afterwards. 


ters the Cirencester 


Tour of Britain action 


It was not a Tour of Britain for the 
big cars this year. Gordon Spice had 
consistent problems in his Capri, 
including bending a front strut, 
initial cooking of the engine and 
holing the fuel tank about eight 
times. Brian Pepper’s General 
Relays Opel Commodore started off 
collecting a maximum when it 
smoked around Silverstone with an 
oil pipe off and Feet pulled in 
while team-mates John Cooper and 
Brian Marsden both bent their cars, 
Cooper his BMW against the 
Donington kerbs necessitating him 
doing all the stages from Donington 
to Severn Bridge with a very badly 
buckled rear wheel and Marsden his 
Capriearly intheevent. _ 

Denn: Hulme took things 
relatively quietly in the Mayfair Opel 
Commodore, the first production car 
home, and was consistently careful, 
while Tony Fowkes finished a little 
higher up but not without a few 
spins and moments, although he 
kept the car itself unmarked. His 
Mercedes 450SLC was the highest 
placed big car home in tenth 

osition. Birley was another 

apri in trouble, this one having a 
big accident at the end of Eppynt 
and unlikely to be seen again ever. 


Mexico racer David da Costa took 
his Escort Sport on the Texaco Tour 
of Britain and ended up with a pretty 
less than average motor car. Firstly, 


the Debenhams/Reeds Rallyesport/ 


Valprint went off on Eppynt and 
lightly rested against a tree but da 
Costa was pleased with his time. 
Then at Cirencester, David spent 
many minutes Damp Starting the 
coil only for the car to stop in the 
ford there. They jumped out to see 
why, and realised the coil itself had 
dropped in the water. Having lost 20 
minutes fixing it back in, da Costa 
then decided to have a go for the 
highest yump on the Cheltenham 
racecourse stage, the title for which 


he probab. shares with Chris 
Wathen’s RS2000. However, that 


and other yumps means that all the 
pick-up points are bent and the car 
will need much work before it’s race- 
able. 

@ The three car team of Honda 
Civics that came over from Norway 
for the Texaco Tour of Britain were 
not without their dramas. One rolled 
at Donington and did not continue, 
another rolled on Eppynt and did 
continue while the third did well to 


finish second in class to fellow 
countrymen in a Simca Rallye 2. 


John Spiller gets his Imp crossed up at Snetterton in front of Keith Collier’s 


Renault. 


The presence of Raymond Mays (in 


Newton Oils/Forward Lubricants- 


catered mainly for the Vintage an 
rapid ‘moderns’ 


Alister Douglas-Osborn (Motosail 


dramatic climb of the ‘take three 
paces backwards’ variety. Predict- 
ably, Alan Cottam was the quickest 
of the VSCC competitors with his 
lovely 1952 F2 Connaught — still 
displaying the impeccab 
ing for w 
contemporarily. 


' Preece for his electrifying drives 


Ancient and modern 


wagging Frazer Nash-Alvis (alias 
connection with Yorkshire TV who Norris Spl) of Guy Smith was fastest 
are making a documentary film on of all the pre-war cars so his class 
his life), deepened the mood of cheer- went to Ron Footitt’s famous AC- 
ful nostalgia at the MAC/VSCC powered GN Cognac Spl which set 
new Vintage figures. His Bugatti 
T35B’s inside rear wheel spinning 
furiously at the Esses, Ian Preston 
took Handicap honours. Robert 
Wicksteed’s lofty but remarkably 
fast Alvis 12/50 SA set a new record 
for Edwardian and early Vintage 
non-front wheel braked cars. 

The modern sports-racers featured 
Jim Robinson who achieved 32.44s 
in his Clubmans U2 Mk18, the 
fastest ever Shelsley time for a 
Clubmans spec car but the class win 
was snatched from him when Tony 
Southall emerged late for a solitary 
run which took the Holbay t/c-en- 
gined U2 Mk16B just 31.28s. Rob 
Turnbull was only 0.31s outside his 
class record with the Brabham BT35 
but battle was joined in earnest in 
the unlimited racing category. Roy 
Lane headed the first runs with the 
Fenny Marine GM1 and improved 
slightly, despite marginally over- 


spommored hill climb at Shelsley 
alsh on Saturday. The nes 


Historic machinery but a score of 
made for some 
dramatic contrasts. BTD fell to 


(Jersey) Pilbeam R22), just 0.10s out- 
side his course record after a highly 


roadhold- 
ich this marque was noted 

The pre-1941 road-equipped sports 
cars were split at 1500cc, the smaller 
engined division dominated numeric- 
ally by Rileys. Bill Jones’s much- 
modified 1930/36 1} litre version won 
the class from Steve Stephenson’s 
very fast Frazer Nash Falcon which clipping the Esses, second time out, 
survived some time-wasting bank but it wasn’t quite enough. ADO was 
storming on its first climb. Neville _ still poidems over his understeer 
Farquhar’s smokey Riley 9 narrowly problem but his second run was epic. 
headed Keith Poynter’s Lea Francis e made a terrific start then alarm- 
Ulster for the Vintage honours but ingly touched the bank at Kennel, 
the latter won the standing evars: and was distinctly hairy through the 
Bruce Spollon had no difficulty Esses, and yet still lopped 0.25s off 
defeating the rest of the larger cars Lane’s time! Chris Cramer managed 
with his purposeful ex-Wolsten- a 29 dead in the March 76A, while a 
holmes Alvis 4.3 but Hugh Conway’s _fine performance came from Richard 
Vintage Bugatti T43 was aresound- Jones who climbed in 29.49s in his 
ing third behind Mey Rainey’s _ relatively low rowered Hart 2.0-en- 
superb-looking Alfa meo 8C_ gined Surtees TS10. 

‘special’ which also won the Handi- 
cap award in the hands of Joy 
Rainey. 

Chris Dowson swopped his Brab- 
ham BT15 for the remarkable Light- 
weight Spl, designed by his father 
and Alec Issigonis, and snatched the 
small preieel racing class from 

rian Gray who fairly flung 


BTD. Alister Douglas-Osborn (3.0 Pilbeam- 
Cosworth DFV R22), 28.02s. 

BTD Pre-War car: Guy Smith (3.5 Frazer- 
Nash-Alvis), 38.33s. 

Class winners: Bill Jones (1.5 leysel 45.30s; 
Bruce Spollon (4.3 Alvis 4.3), 42.80s; Chris 
Dowson (0.7 Lightweight Spl.) 39.41s; Ron Footitt 
2.0 GN Cognac Spl.), 38.59s (Vintage record); 

‘obert Wicksteed (1.5 Alvis 12/50 SA), 49.20s 


4 Z record); Alan Cottam (2.0 Connaught A-Type), 
the alarmingly unstable-looking Se Sos. Tony Southall we Mallock 2-Holbay tic 
Hardy 1 to anew Vintage record of Mk16B), 31.28; John Stuart (1.8 Martin-BDA 


BM8), 33.17s; Rob Turnbull (1.6 Brabham-BDA 
BT35), 30.42s; Roy Lane (5.0 McRae-Chevrolet 
GM1), 28.27s. 


Harris close 


Although he managed to break the 
course record in practice — by one 
tenth of a second — Dave Harris, the 
current RAC sprint champion was 
unable to repeat the performance 
when he took BTD at the SUNBAC 
meeting at Curborough last Sunday. 
In his McLaren 14D, Harris 
achieved 31.07s in training but his 
best time in the official runs was 
31.44s. nee might have been a bit 
different had David Render’s Lotus 
76 behaved itself but fuel pressure 
problems sidelined him without a 
competitive run. However, in his 
Brabham BT29 he easily won the u 
to 1600cc class beating Peter Bod 
who drove the same car by a second 
and a half. 

In a small entry of forty, there 
were few class battles of note but 
Colin Milner brought his 3.0 Capri to 
within a second of Malcolm Orme’s 
Porsche 911 while Nick James 
(Midget) got within six tenths of R 
Hewitt’s Lenham Le Mans in the 
Modsports car class. 


BTD: D Harris (McLaren M14D), 31.44s. 
Class winners: M Onion Carene 911), 40.67s; 
), 43.1s; N. Johnstone 
(Cooper), 38.34s; T. Wood (Cooper S), 35.98s; R. 
Williams fh nglia) 40.52s; H. Shepherd Jaguar E 
39.76s; R. Hewitt (Lenham Le Mans), 38.44s; R. 
Brewer (TVRRover),  38.64s; L. Kidd 
yg 38.72s; A. Honds (Mallock U2), 
46s; D. Render hops age BT29), 32.56s; R. 
White (5.7 McLaren M10B), 32.21s. Ladies: Mrs B 
Bodie (Alexis), 38.7 3s. 
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39.78s. John Malyan (GN-Meadows) 
was the Handicap winner. The tail- 


Close classes 


Although only 18 BTRDA Autotest 
Championship contenders bothered 
to attend last Sunday’s round run by 
Airedale and Pennine MC at Hart- 
shead Moor service station on the 
M62, two of the three classes were 
decided by fractions of a second. : 

In the front engined fwd class 
Mark Mulligan beat John Larkin by 
one tenth of a second while Steve 
Stringer took his Lotus 7 round the 
10 tests exactly the same amount 
quicker than Dick Squire. 

An impeccable performance by 
Trevor Smith was the highlight of 
the day for he went round in 332.8s 
in his Midget leaving the opposition 
trailmg by over 10 seconds in the 
Mintex sponsored event. 

BTD: T. Smith (Midget), 332.8s. 

Class winners: M. bieedh gt (Mini), 379.6s; J. 
Calton (Mexico), 402.1s; S. Stringer (Lotus 7), 
343.2s. Clubmans: BTD: G. Taylor (Mew) 380.8s; 
Ciass winners: C. Davis (Mini), 436.3s; B. Shaw 
MEE 517.3s; G. Garden (Sprite), 484.1s. Best 

edale and Pennine: J. Harmer (Colt), 592.3s. 


@ The Radio Luxembourg Driver of 
the Day award at Silverstone last 
weekend was presented to David 


during the day in his Aston DB4. 
Luxembourg had given the event 
some excellent prepublicity. 


2 Each ela raisin ca A Gen IBGK(s Gh ie 
Autocross hit by late Brown leaves the Clan 
ent ry probl em In spite of a very fast class-winning been much less significant had Wood 


run, Maurice Ogier failed byjust not incurred a five seconds penalty. 
While Peter Jones rushed off to 
win the over two litre class by 11s in 


over two seconds to set BTD at last 
Sunday’s North Wheeled Slalom run 


It seems a new disease is hitting 
autocross. Three clubs were forced to 
cancel restricted autocrosses last 
weekend due to lack of entries but 
then two of them received good 
entries the day after cancellation. 
This appears to indicate that either 
the post is slow, or more probably, 
that drivers aren’t entering their 
next event until they’ve finished the 
revious one. This, of course, is not 
air on the organisers who then have 
to get everything ready at the last 
minute. 

The clubs involved last week in- 


In spite of the dry weather, the 
organisers of last Deka Crane 
Valley MC production car trial man- 
aged to set out sections which de- 
feated the entire entry. Venue was 
Weavers Down, Aldershot, and best 
of the 389 contestants was Cliff 
Morrell in his Imp. He completed 
three rounds of cight sections with 
the loss of 47 marks and easily won 
on index of performance. 

In me of having to change a 
drive shaft during the second round 
Ken Wheeler and John Young still 
took first and second places in the 


Mini class with their 1.3 Mini_ 


Cooper ‘S’; Wheeler beating Young 

by eight marks with a total of 91 

marks. Angus Stewart had his usual 
| win with the Popular finishing a long 
way ahead of Mervyn Cotterill while 
in the sports car class where Derrick 
Rowe took an eight mark victory 
with his Midget ahead of Paul 
Skelton, also in a Midget. David and 
Robert Carr finished three marks 
apart in the Imp class, 12 marks 
down on the winner, while John 
Oliver’s VW appeared to be slightly 
outclassed in_ the prevailing 
conditions. 


Overall: C. Morrell (Imp), 47 marks lost. 

Class winners: K. Wheller (Mini), 91 marks; A. 
Stewart Peal. 105 marks; D. Rowe (Midget), 
105 marks; D. Carr (Imp), 59 marks; R. Head 
(Buggy), 54 marks. Novice: M. Cotterill (Popular), 

marks. 


enue 
Brands Hatch, England 
Michigan, USA 
Zandvoort, Holland 
Hockenheim, Germany 


D 

July 18 
July 18 
July 18 
July 18 


British events 


Date enue 
July 167/18} Brands Hatch, nr Dartford, 


Kent 


Silverstone, nr Towcester, 
rthants 

Scrabster Farm, Caithness 

Bretton Service Station, 

(MR142/162003) 


100 Miles Map 187 

Pointer Motor Company, 
Aylsham Road, Norwich, 
(MR134/221106 

Leven Sport Hall, Leven, Hull 
Snetterton, nr Thetford, 
Norfolk 

Stone Lodge Farm, Stone, 
Dartford, Kent 

Askett, nr Princes Risborough, 
Bucks 

Portsmouth Airport 
Goodwood, nr Chichester, 
Sussex y 
Curborough, nr Lichfield 


July 17 


July 17 
July 1718 


July 1718 
July 1718 
July 18 


July 18 
July 18 


July 18 
July 18 


July 18 
July 18 


July 18 
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International events 


Club who called off their event on the 
closing date when they had a mere 
dozen entries only to find they had 
45 applications for entries the follow- 
ing day. A similar situation befell 
Taunton MC who cancelled with 25 
entries and then received double that 
amount the following day. 


The third club to call off a meeting 
was the EMI club who received 44 
entries and decided to cancel rather 
than face another loss within a 
month. They suffered a fairly hefty 
deficit on their BTRDA event and 
decided to cut their losses. 


Wheel trouble 


still upsets in 
Mini 127SGT 


Scrutineer Joe Haigh after examin- 
ing the offending wheel and hub 
from Steve Soper’s 1275GT at Croft 
came to the conclusion that the prob- 
lem of wheel shedding in this class of 
racing is still to be solved. In Soper’s 
case the wheel was still in one piece 
and had not pulled off the studs at 
all but had in fact flexed enough to 
break the welds on the strengthen- 
ing plate (Leyland mod) and had then 
sheared all four studs where they 
pass through the hub. Members of 
the 1275GT circus also expressed 
concern over this matter as things 
have obviously not progressed from 
the first races in this class so far as 
the ability to guarantee a full set of 
wheels for a race on these cars is con- 
cerned. One answer would seem to be 
stronger wheel centres and larger 
diameter studs than are fitted as 
standard; it is perhaps ae yng to 
look back to the introduction of the 
Mini into motor sport in 1959/60 to 
see that this problem occurred then 
and was quickly solved. 


Event 

John Player British Grand Prix — World Championship for Drivers & Manufacturers, round 9 
Michigan Twin 200 — NASCAR, 
F3, souring, Cars, Grand Touring Cars, Sports Cars, FV, FF 
European 


FA 


hampionship for Grand Touring Cars 


| Tour of Britain 


by Harrow CC. Instead the Stirling 
Moss Trophy (one of the cups he 
collected during 1961 at Silverstone) 
went to Terry Brown who had a total 
for the four runs of 268.8s in his 
Lenham Le Mans. 

Driving a Clan, Ogier overtook 
Alan Bishop’s Davrian on his fourth 
run and ered § had to settle for 
second place with his Imp in the first 
class where he could never have been 
expected to provide a serious threat 
to the Fiat Abarth of Wally Pratt. 
Four whole seconds separated Dand- 
ridge and West in the poorly 
supported Mini class up to 1 litre 
and Laurie Knight’s 1275 Mini 
Cooper ‘S’ was streets ahead in the 
up to 1300cc category. Peter Noad 
collected the two litre class with his 
Audi 80 ahead of Bert Wood’s BMW 
2002 but the margin would have 


Piper's temible 


Poor Richard Piper and Suzanne 
Turner had a very unliegy. Tour of 
Britain this year in their Penthouse/ 
Rizla Fiat 128 Coupé. Piper did well 
in his race at Silverstone, but got 
flustered getting to the first stage 
and once on it, he feels he was going 
far to fast. However, he was on a 
tarmac straight with a slight kink 
and only noticed a couple of pe 
rather late. He had lifted off by the 

le of times at 70mph. Piper 


a oop 

was all set to continue but Suzanne 
had cuts on her forehead which 
would need hospital treatment, so 
their Tour was over. When he 
thought about it later, Piper said he 
didn’t feel too good anyway, so it 
was probably a good thing. The 
wreck of the Fiat, which had been 
prepared by Robin Langford, may be 
so) 


his 3 litre Capri, a similar car driven 
by Maurice Gates had a really close 
contest before sporg. xu be second by 
just .2s over Bert Shirley’s Pontiac 
ansAm. Derek Lee took the under 
1-litre modified saloon class in the 
998cc Imp he shared with Richard 
McSephney, the latter blotting his 
copybook by clobbering a penalty 
marker and throwing the class away. 
Another man to lose first because of 
a penalty was Hagot Terzontz in his 
Popular who finished exactly two 
seconds down on Nigel Rosser’s Alfa 
Romeo. 
BTD: T. Brown (Lenham Le Mans) 268.8secs. 
Ciass winners: W. Pratt (Fiat Abarth), 317.2s; K. 
Dandridge (Mini), 325.2s; L. Marriott (Cooper), 
305.8s; P. Noad (Audi 80), 303.2s; P. Jones 
Capri) 308 .6s; D. Lee (Imp), 286.85; N. Rosser (Alf 
omeo) 307.0s; I. bt gg eo , 303.85; M. 
Ridge (Porsche 9115S), Os; M. Seer (Clan), 
271.0s. Mrs S. Scott (Scott cial), 330.6s. Best 
Harrow. D. Crome (Midget), As. 


SILVERSTONE 


Britain’s longest race takes place 
this weekend, the Birkett 6 hour 
relay race, run by the 750 MC at 
Silverstone this year. As usual, a 
very varied entry of teams will be 
present, from full race Clubmans 
cars to historic Sports Car Club 
teams, so that such varied cars as 
Richard Groombridge’s Hustler and 
Sid Marler’s Gryphon will be w 
against Maserati Tipo 151/65, 


@ Superdrag and the NDRC hold 
their third meeting at Snetterton 
this Sunday. 


@ Many Morgans will be in evidence 
when the Morgan Sports Car Club 
hold their sprint at Curborough this 


f Sunday. There’s a special class for 
Civic aas the Norwegian Honda three-wheelers and the meeting com- 
‘ mences at 2 pm. 


Details 
World Championship for Drivers & Manufacturers, 
European Championship for F3, BP Super Visco F3 


AC British Touring Car Championship, 


Nutcracker Rally — Motoring News Rally Championship 


— AEMC Stages Rally Championship, 


inversions Rally Championship 


Askett Autocross — LCAMC Championship 


Event Status Club 
Race Meeting INT RAC 

parents 

scort ace 

Race Meeting R 750 MC 6 Hour Relay 
Autocross c Caithness — ‘ 
Rally c Peterborough MC Nocturnal Noggin Rally 
Rally R eae nan aa 
Rally Cc jouthern Brian Hatten Rally 
Rally R Sporting CC of Norfolk Lancia Pointer Rall 

Pirelli/Cars & Car 
Autotest Cc N Humberside MC Humbrian Trophy Autotest 
Drag Meeting R NDRC oy en TORRY. 
Autocross R Borough 19 MC BORDAR/ASEMC Championship 
Autocross R South Bucks MC 
Autocross R Cosmopolitan CC 
Sprint R Farnborough & DMC 
Sprint R Morgan SCC 


Secretaries of the Meeting are requested to send details of all forthcoming events to Miss Linda McRae, Autosport Editorial, Haymarket Publishing Ltd., Regent House, 54/62 Regent Street, London W1A 2YJ 
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Castrol and Leyland Cars. logether 
again on the great road ahead. 


As every enthusiast knows, Leyland Cars are officially 
back into motor sport with an exciting new race and rally team. 
And it’s no surprise to find that wherever they go they take 
Castrol with them. 

Leyland know that when in competition the cars take the 
toughest pounding imaginable. That's why both the new rally TR7s 
and the highly successful Dolomite Sprints rely on Castrol. 

Rely on Castrol GTX to protect your car and stay on the great 
road ahead - longer. 


with Castrol GTX, 
theres a great road ahead 


